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Automatic seal feeding combined with stretching, sealing and cutting operations 


is obtainable only in Acme Steelstrappers. The elimination of lost motion provides 


worth-while savings in time and money. @ Whether shipments are made in boxes, 
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Here’s another actual case where the 
Stanley Car Banding System has 
taken a “hard-to-ship” product and 
put it in the “package” class. Strip 
steel and steel sheets, Stanley Car 
Banded, become floating units that 
are easy to load, safe in transit, OK 
on arrival. 


ADD SAVINGS 
TO PROTECTION 


To the protection that Stanley Car 
Banding gives your shipments, add 
the very real savings you can make 
on bracing materials, bracing time, 
and dunnage. Whether your product 
is steel or roofing, aircraft engines or 
barreled food products, Stanley engi- 






neers will work with you, without Stanley 
obligation, to develop a safe, low-cost “J” 
banding method. And Stanley will 
supply everything you need—band- 
ing, reels, seals, and tools for 
applying. The Stanley Works, Steel 
Strapping Division, 167 Lake Street, 
New Britain, Conn. 


FREIGHT and CLAIM DIV., A.A.R. 


heartily endorses Stanley Car Banding, as compared with 
wood bracing, in the reductions in damage claims effected. 


STANLEY 


TRADE MARK 


CAR BANDING SYSTEM 


Sealer 


Stanley 
“ap 


Tightener 
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Have You Read 
All of These Books? 


Railroad Organization, Operation and Traffic, by G. Lloyd 
Wilson 


Nineteen chapters covering railroad development, cor- 
porate organization, organization and personnel of traf- 
fic departments, operating departments, roadway and 
structures, rolling stock and equipment, yard and ter- 
minal operation, accounting, solicitation and _ traffic 
development, special and terminal services, passenger 
services and rates, freight rate making and changing, 
public relations. 50 cents. 


Motor Freight Transportation and Regulation, by G. Lloyd 
Wilson 


Seventeen chapters covering development of motor 
transportation and highways, types of motor freight 
carriers, local and intercity services, motor carrier 
organizations, principles of freight classifications and 
rate making, regulations governing tariffs and sched- 
ules, bills of lading and shipping documents, liability 
and insurance, accounting principles, analysis of various 
forms of regulation. 50 cents. 






Air Transportation, by G. Lloyd Wilson 
Six chapters covering air mail services, the place of air 
express in present day distribution, passenger services, 
the regulation of air transportation by local, state, fed- 
eral and international agencies. Also a seventh chapter 
by Edgar S. Gorrell, President of the Air Transport 
Association of America, which summarizes the status 
of the air line industry of today. 50 cents. 





Industrial Traffic Management, by G. Lloyd Wilson 


Thirty-six chapters covering scope of traffic manage- 
ment, training, shipping and receiving, management of 
equipment, rates, rate adjustments, tariffs, routing, 
tracing, expediting, claims, express, parcel post, for- 
eign trade, procedure before I. C. C. and state commis- 
sions, federal regulation. Two volumes—75 cents. 


Principles of Freight Traffic, by G. Lloyd Wilson 


Sixteen chapters covering railroad freight traffic de- 
partments, rules of freight classification, principles of 
rate making, tariff construction and interpretation, 
principles of rate structures, analysis of rate structures 
in Eastern, Southern, Western Trunk Line, Southwest- 
ern, Pacific Coast and Transcontinental territories, and 
the elements of export and import rates. 50 cents. 










Selling Railroad Transportation, by Charles E. Parks 


Ten chapters covering analysis of present selling meth- 
ods, qualifications of railroad salesman, and what he 
should know, four groups of prospects, buying motives, 
analysis of buying process. 50 cents. 











Traffic Law, by G. Lloyd Wilson 


Ten chapters covering duties and liability of carriers, spe- 
cial rates and rebates, claims, embargoes, freight pool- 
ing, payment of freight charges, as governed by the 
interstate commerce act and common law, and as ap- 
plied by the federal courts. 50 cents. 


TRAFFIC WORLD manuals may be ordered at the single copy 
prices listed; any two for 75 cents; three or more, 35 cents 


each; in lots of twenty-five or more, 30 cents each. Postage is 
prepaid. 









Complete Set of Above Manuals... ...$2.55 






Send remittance with order to 


THE TRAFFIC WORLD 


418 South Market Street Chicago, Illinois 
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Our Platform 


A revised system of transportation regulation based 
on modern competitive conditions, instead of patchwork 
amendment of the old law to make it apply to new trans- 
port agencies; less, instead of more, government control. 

Private ownership and operation of all transport. 
Take the government out of the ocean and inland water- 
way transportation business. 

Keep politics out of rate-making. 

A scientific determination by competent and unbiased 
investigation as to whether commercial motor vehicles are 
paying their fair share of the cost of highways used by 
them in their business, and a uniform application of the 
principles thus arrived at. 

Proper payment by inland waterway transport for the 
use of the waterways as a place of doing business. 

Equalization of regulation and treatment of the vari- 
ous agencies of transport and jurisdiction over all of them 
by the same body or coordinated bodies. 

Realization by railroads that they must do something 
by way of group operating economies to help themselves 
in their depressed condition, and cooperation by shippers 
in such economies. 

An Interstate Commerce Commission composed of 
men, not only of good character and general ability, but 
with some special training in and knowledge of the mat- 
ters with which they have to deal. 

Non-discriminatory and reasonable rates for shippers. 
but a rate level high enough to give the transport agencies 
the adequate revenue prescribed by sound public policy. 

A traffic department, in charge of a capable traffic 
man, for every business concern doing any considerable 
amount of shipping, and a realization industrial traffic 
men that they must equip themselves to give the sort of 
service that will justify employing them. 





THE RAILROAD CRISIS (PART 2) 


AST week, in the first of two editorials on “The 

Railroad Crisis,” we presented the financial pre- 
dicament of the railroads. What are the causes of the 
serious condition in which the rail transportation in- 
dustry finds itself? 

First, of course, comes the business depression. 
Neither the railroads nor other agencies of transport 
can haul traffic that does not exist. 

Second, there is the growing competition of other 
agencies of transport, notably the trucks, some of it 
fair and some of it unfair. It is greater than some 
people are willing to admit, though, perhaps, not as 
great as some other people assert. There are no ac- 





curate figures, but it would perhaps be conservative to 
say that the trucks haul at least twenty per cent of 
the total freight tonnage of the country, and their 
business has been constantly growing, all at the ex- 
pense of the railroads, which accounts for part of the 
falling off in revenue freight loading figures. 

As a third cause, we have the unfair treatment of 
the railroads by the lawmakers and the administrators 
of law. We have recently called attention to the fact 
that, while there is considerable regulation of other 
forms of transport, in every case except that of. the 
railroads the law instructs the administrative officers 
to “foster” or “sponsor” such agency. Not only are 
they not instructed to “foster” the railroad industry, 
but they seem to assume that their function is exactly 
the opposite. The Interstate Commerce Commission, 
even when it was instructed by the law—as it is not 
now—to adjust rates so that the railroads would have 
a certain minimum earning on their valuation, as fixed 
by the Commission for that purpose, never did so. Its 
office has been to repress and restrict. 


Fourth, while all this is true, the matter of causes 
cannot be dismissed without assigning to the railroads 
themselves their share of the blame for their own 
condition. 


They have paid too much in wages—a condition 
they are now, somewhat tardily, trying to correct, but 
their action in the summer and fall of last year in in- 
creasing wages was little short of idiotic. They have, 
while sneering at any and every effort made by others 
for reform in their methods of doing business, refrained 
from doing anything themselves. 

The Association of American Railroads, set up 
several years ago with great promise as to what it 
would be able to accomplish, has done exactly nothing 
in the way of group economies, except to adopt for a 
time the so-called per diem plan—and then abandon it 
because some western railroads did not like it, not- 
withstanding the fact that, by their own showing, it 
saved millions of dollars a year. 


In the matter of consolidations, though many of 
their officers admit privately that consolidation ought 
to be brought about, they take refuge behind the fact 
that the Commission has a plan with which they must 
conform if they consolidate and that, in their opinion, 
this plan is unworkable. They do not propose one of 
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their own as a substitute or try by other means to 
alter the Commission’s idea of what is proper. 

Unifications, pooling of business or of revenue, 
and all other schemes are pooh poohed. They live 
in the past, longing for the days when they had a 
monopoly and the only competition they knew was 
among themselves, where it was carried on with great 
good nature. 


We are not criticising their technical ability or 
progress—merely their ineptitude when it comes to 
a business realization of the condition that confronts 
them and what must be done about it. The brains 
that guide the destinies of the railroads are not busi- 
ness brains, or, at least, are not functioning as if they 
were. If any proof is needed of the truth of that state- 
ment, look at the way they let motor transport get 
away from them when, years ago, the “wild-eyed 
theorists” were telling them that it was a coming busi- 
ness and they ought to get into it or control it, or they 
would live to regret it. But they only smiled patroniz- 
ingly at the poor truckers; they were getting only the 
package business that the railroads didn’t want any- 
how! 

It would seem well to consider some of the reme- 
dies that may and should be adopted. 


There is no call for a miracle or even a novel plan 
of curing the situation. If everybody interested in 
transportation, either as a purveyor of it, a buyer of 
it, a regulator of it, an administrator of regulation of 
it, a student of it, or even the mere man in the street 
who looks on at it, would sit down without heat or 
prejudice, learn the situation, and consider what ought 
to or could be done about it with a view to effecting a 
cure, in the public interest, it would not take long to 
arrive at that cure. 


We can’t, of course, do anything about the busi- 
ness depression. Business may be expected to be 
somewhat better this fall and winter, for you can’t 
spend four or five billion dollars in relief and so-called 
pump-priming projects without that temporary effect. 
We call attention, however, to the fact that, so far as 
pump-priming efforts are concerned, the effect can 
only be temporary. Pump-priming is a misnomer any- 
how. When father used to take a dipperful of water 
and prime the pump, he got, as a result, not just the 
water he had poured in, but a flow of water from the 
well or cistern. Not so with our governmental pump- 
priming process. We get out only what we put in— 
less what sticks to the fingers of the politicians and 
the fixers. 


We see nothing in the picture that indicates any- 
thing but a temporary revival of business, though, of 
course, one may and ought to hope. 

As to the factor of competition, to the extent that 
it is unfair, and governmental methods that bear un- 
duly on the railroads, they could be worked out by a 
commission of competent men imbued with the right 
motive—the desire to bring about a sound method of 
regulation of our transportation industries—a regula- 
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tion that would regulate and restrict, where necessary 
in the public interest, but that would regulate all alike 
with favor or malice to none. 

Such a commission would determine to what ex- 
tent, if any, motor transport is supported by money 
used for the building of roadways for which the trucks 
and busses that use them as their place of doing busi- 
ness ought to pay their fair share; it would determine 
also to what extent operators on the waterways should 
pay for their privilege of doing business on rivers owned 
by the public; it would determine to what extent other 
agencies of transportation, such as air transport, are 
subsidized at the public expense and whether there is 
any good reason for this on the ground of the public 
defense; it would determine whether the railroads ought 
to be compelled to continue their land-grant rates; it 
would decide whether the railroads should be compelled 
to bear the entire expense of grade-crossing separa- 
tions, made necessary largely because of increased 
motor traffic; it would determine how much of our 
complicated and patch work system of transportation 
regulation, started when the railroads had a monopoly 
and added to instead of being revised as the situation 
changed, was necessary now and suggest a thorough 
revision of that system in the light of present day 
conditions, perhaps doing away with a lot of it but at 
least applying equally to all forms of transportation 
such of it as remained. 

And the railroads themselves. They, while quite 
properly asking and expecting that all these things be 
done, should not sit idly by as they have been doing. 
They should realize that their industry is in danger 
and, realizing it, put aside individual interests and self- 
ishness for the sake of the larger stake. We are not 
suggesting the abolition of selfishness. We would not 
abolish it if we could. We are merely suggesting the 
larger kind of selfishness instead of the smaller kind; 
what does it profit an individual if he retains his 
advantage in comparison with his fellows, and, as a 
result, sees the entire business in which he is engaged 
wrecked? The Association of American Railroads 
should function in the way it was intended to function 
and bring its constituent roads together on a business 
program fitted to the needs of the times. It has failed 
and is still failing to do anything of this sort or even 
to use proper means for the education of the public 
as to what others should do for them. 

If these are just wild theories they are at least 
consistent with much of what the railroads’ own organ 
has been saying and with what many railroad execu- 
tives, talking privately, say. 

For instance, at the time when the recent petition 
of the railroads for a fifteen per cent increase in freight 
rates was pending, a hard-headed railroad executive, 
whose name might surprise readers, said to us that, 
if he were the Commission, he would say to the rail- 
roads: “Here is your fifteen per cent, but don’t ever 
ask us for another thing; it is up to you to work out 
your own Salvation.” 

(Continued on page 794) 
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Washington 





About a century and a quarter 
ago Capt. Oliver Hazard Perry, later 
a commodore, was dispatched on an 
important service on Lake Erie. He 
performed it handsomely. Then he 
wrote a dispatch to Gen. William 
Henry Harrison notable for one terse sentence about meeting 
the folks he was supposed to meet, winding up with the declara- 
tion, ‘and they are ours.” 

This week Captain Sadler, commanding the steamer Brazil, 
of the government’s Good Neighbor Fleet, of the American 
Republics Lines, completed a mission by taking that ship and 
a goodly company to South America, with Rio de Janeiro, as 
the first port of call. He did not wait until he had finished 
his assignment to make a report thereon. No, sir! En route 
he sent a report to the Maritime Commission. And this, in part, 
is what he said: 


Cocktail Inaugural of 
Good Neighbor Fleet 
Service Glorious 


Monday I gave a cocktail party for first class passengers. Tues- 
day afternoon Admiral Land and Mrs. Land entertained charmingly and 
graciously at tea in their suite. Later Admiral and Mrs. Land gave a 
cocktail party at which the Brazilian and Argentinean representatives 
were guests of honor. Wednesday I gave a dinner in honor of the 
mission guests including Ambassador and Mrs. Long, Admiral and Mrs. 
Land, Admiral and Mrs. Wiley, the Hon. Schuyler Otis Bland and Mrs. 
Bland, Mrs. Thomas M. Woodward and U. S. Consul General William 
C. Burdett. Balloons, souvenirs and noise-makers added to the gaiety 
of the occasion. 





Milk truly is one of the fundamental 
ingredients in milk toast, a product few 
men desire to see mentioned in any 
description of them. Even fewer poli- 
ticians have any pining to have milk men- 
tioned in such a way as to get it into their 
political problems. But their lack of liking is exactly the 
opposite of the lack of liking of other men when toast is also 
mentioned. 

Milk is a high explosive in politics. But a pious man would 
ask Divine help to keep his tongue from suggesting that 
Attorney-General Cummings and his assistants had any political 
thought in mind when they decided, as they did this week, 
that they would not undertake anything under the anti-trust 
laws about the milk situation in Detroit. Governor Murphy 
of Michigan and the Attorney-General have been poking their 
investigation fingers into it. The result, so far as the Attorney- 
General is concerned, is an announcement by his staff, ap- 
proved by him, that the institution of judicial proceedings under 
the federal anti-trust laws is not justified ‘at present.” 

Milk prices in Detroit, according to the long statement 
backing up the conclusion that prosecutions are not warranted 
a present,” are low, the competition among distributors being 

een. 

Any one having even a grammar grade education in politics 
knows that, in a city as big as Detroit, there is a large element 
in the population that regards the price of milk as an important 
matter. He also knows that farmers are crucified by low prices. 
Anti-trust law prosecutions for the satisfaction of farmers would 
please that element in the population. But, by the same token, 
prosecutions to raise prices by applying the uncertain rules 
of the anti-trust laws, it might be suggested, would produce a 
disastrous reaction in the part of the city population that at- 
tached great importance to the price of milk. 

But a determination that there is no “warrant at present” 
for proceedings under the anti-trust acts, gives some satisfac- 
tion to the farmers who want the prices to go up and does not 
warrant the city element affected by milk prices going in the 
wrong direction on election day. However, as before said, a 
pious man would call on Heaven to witness that he was not 
suggesting that there might be politics in the Detroit milk situa- 
tion in looking at it from a pedestal of anti-trust acts. 

Though the Attorney-General and his aides have walked 
away from the problem, Governor Murphy has put forth an 
idea to keep the farmers in line by saying he will, if so advised, 
recommend to the legislature, at its next session an enactment 
that will permit a milk producer’s prices to be regulated and 
stabilized by a state milk board or other state authority. He 


Milk in Its 
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said it might be found desirable to authorize that board to work 
out methods in cooperation with the industry whereby dis- 
tribution costs might be reduced and wasteful competition 
eliminated. 

Generally speaking, suggestions of that sort mean further 
attempts at regimentation by bureaus that provide places for 
political workers without any real benefit to either producer 
or consumer. That would be because price regulation ignores 
the laws of commerce inherent in transactions in which one 
man gives up something, usually money, for something else— 
namely, a commodity the buyer will use if he can obtain it at a 
price that suits him, but not otherwise. If there has ever been 
successful price-fixing, either by government or by industries 
acting in violation of anti-trust laws, the writers of books do 
not seem to know about it. 





Works Progress Administration 
expenditures, according to late fig- 
ures, are at the rate of $6,450,000 a 
day. That is more than six times as 
great as at the peak in the war be- 
tween the sections about seventy-four 


After Nine Years Re- 
lief Expenditures Are 
Higher Than Ever 


years ago. 


Schoolboys drew in their breaths sharply when they read 
of one million dollars a day as the peak in that time of national 
misery. Their reading was twenty years or more after the 
event. What will the school boys and girls twenty years hence 
be doing when they read that, nine years after the crash of 
1929, the expenditures for only one phase of “emergency” work 
was more than six times as great as war expenditures along 
about 1864? 

And the WPA peak of expenditures was reached when one 
of the newspaper men attending the President’s conference 
referred to the trouble that came on the country in the latter 
part of 1937, as the “post Hoover depression.” The peak ex- 
penditure was being made out of the $1,425,000,000 appropriated 
for the WPA last spring, practically in a lump sum. 

It is being commented that the peak of such relief expendi- 
tures came at a time when price indices were pointing upward 
and when it seemed probable that the railroad deficit at the 
end of the year would not be as great as it was when the Com- 
mission began hearings on the bituminous coal application of 
the railroads. Federal Reserve Board data indicated that an 
upturn in business began early in June. So far, however, as 
WPA expenditures are concerned, they indicate that there has 
been no upturn though other data indicate that there has been 
enough of a gain in employment to make talk about it war- 
ranted. In August, according to the WPA, 195,000 men quit 
its rolls because it seemed they had obtained jobs. 

Perhaps, however, they did not get jobs but simply trans- 
ferred from WPA rolls to strict relief—that is, relief not im- 


plying work. Perhaps a Solomon could explain what it all 
meant. 





Augurs who live in Washington, 
more commonly known as _ political 
writers, are out in the field, as usual 
every two years, because a Congress 
is being elected. In view of President 
Roosevelt’s hold on the law-writing 
branch until last year, when it slipped, so far as the Supreme 
Court and “reorganization” of commissions and governmental 
agencies of other sorts were concerned, the congressional elec- 
tion this year is deemed unusually important. 


Nearly every diviner, however, remembers 1936 and the 
runaway election President Roosevelt made that year. They 
can’t forget that Chairman Farley, of the Democratic national 
committee, then predicted that the President would carry all 
but two states—and that he did. Now Farley is talking just 
about as “biggety.” His talk seems to cramp their freedom 
in reading the signs. He may be right, it is admitted. But, in 
the course of human events political, even the most popular 
man may be expected to fall down. 


It is the business of an augur to know when the bump is 
coming; also to know when it is not due. One well known 
writer, in 1936, went on record as saying that the Republicans 
with a Chinese candidate could defeat Roosevelt. 


Unless the Republicans win more than eighty seats in the 
House of Representatives, it will be a Roosevelt victory. Even 
an eighty-seat loss will leave a wide Democratic margin in the 
House. Some of Farley’s friends are not admitting that the 
Republicans will win more than twenty-five, though one man, 
not a Farley friend, says they will get sixteen in Pennsylvania 
alone and twelve or more in Ohio. 


Inasmuch as the new Congress takes office two months 
after election, there is no lame duck session in which, in the 


Job of Being a Po- 
litical Augur These 
Days Not So Fine 
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event of an improbable Roosevelt defeat in the House, Presi- 
dent Roosevelt could make an effort to retrieve some of the 
loss he suffered last winter. 

The augurs will have practically no opportunity to do any- 
thing about their other business—that of foretelling what will 
be done at the coming session of Congress—until that session 
is practically on their doorsteps. Auguries not more than a 
month or so before the event are not much to talk about. 

Calling of a special session right after election would not 
help the President much, if at all, in the event the election 
showed a turn against him in the house great enough to suggest 
the possibility of his having to try for legislation held over 
from the last session then, unless he was willing to give up hope. 
The temper of the House when it quit last summer was not 
pleasing to the ardent New Dealers. Two months would be 
time enough to try something with regard to legislation hung 
up in the House if the temper of that body were sweet. It 
was not, and if the election were even faintly anti-Roosevelt, a 
special session would be a farce.—A. E. H. 


THE RAILROAD CRISIS 
(Continued from page 792) 

“And then what?” we asked. 

“Then,” said he, “it would be up to the railroads 
to work out a consolidation plan, which is what they 
must do.” 

We granted that, but questioned whether they 
would do it. He said he believed that, if a reason- 
able time were given—say five years—they would do 
it because it was their only salvation. 


We agreed and still agree with his prescription, 
but still do not believe that the railroads would act. 

We have somewhat sketchily and incompletely 
outlined the condition of the railroads and some of the 
causes for it, as well as some of the remedies. What 
is to happen if these remedies, including a reduction in 
wages, or some other effective ones that do not appear 
to us are not applied? 


About two years ago we ventured the prediction 
that, unless some of the things we have suggested as 
remedies eventuated, the railroads would be in the 
hands of the government within five years. We have 
three years to go and have not changed our mind. 

We see no prospect of greatly and permanently 
increased business. We see little prospect of wise and 
comprehensive legislation or administration of it; we 
see no prospect of the railroads getting together to 
reorganize their business for economy and efficiency. 

If we are right—and we greatly hope we are wrong 
—we shall shortly have government operation or own- 
ership, or both, for the reason that there will be no 
other course open if the railroads are to continue to 
operate at all; they cannot continue to operate on no 
money or on borrowed money. 


And the sad part of it is that government owner- 
ship will have come about through no real effort or 
desire on the part of anybody, but merely because of 
the failure of those who ought to be interested to 
realize the danger and to do something about it. 


Even the opposition to government operation will 
weaken as time goes on; labor is already more or less 
for it; there are doctrinaires, such as Commissioner 
Eastman, already committed to the idea in theory, who 
will take advantage of the increasingly bad situation 
to advance it as a remedy; security owners will increas- 
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ingly look to the government as an agency through 
which they may get their money—or some of it. 

The danger is real, not only for the railroads and 
their managers and the shipping public whose service 
will be crippled, but for other agencies of transporta- 
tion and other kinds of business as well. Does anyone 
suppose it to be in the interest of the motor truck 
industry, for instance, that the railroads should get 
into a condition where it becomes necessary for the 
government to take them over? The trucks would 
then be confronted with the government as their com- 
petitor, instead of the railroads, or the government 
would also take them over—probably the latter. Hav- 
ing gone that far, why would not the government also 
take over the railway supply business, the coal busi- 
ness, the steel business, and every other business that 
contributes to railroad operation—why not, in fact, all 
business? 


There is no one, as we view it, who has not an 
interest in preventing this result, though the man in 
the street, of course, looks to the statesman, the 
students of transportation, and principally the railroads 
themselves, to solve the problem. There is being little 
effective attempt to solve it by broad and concerted 
action. Leadership that will triumph over stupidity, 
ignorance, narrow selfishness, and just pure lack of 
interest is the need of the hour. 


SECOND SECTION TARIFF INDEXING 


With a view to saving about $50,000 a year, the railroads 
have asked the Commission for permission to discontinue the 
individual or agency publications of lists of tariffs in which 
they participate as delivering carriers as required by Rule 11 
of tariff circular No. 20. The part of indexes which the carriers 
wish to discontinue is generally referred to as the “second sec- 
tion” tariff. B. T. Jones, as agent of all the railroads, has re- 
quested sixth section permission to discontinue the issuance of 
such “second section” tariffs. 

Listing of such tariffs in the “second section,” Mr. Jones 
says, constitutes a duplicate listing of such tariffs, inasmuch 
as each individual carrier is required to issue a tariff index 
listing in the first section thereof all tariffs in which it is an 
initial carrier. 

Exhaustive investigations conducted by various carriers 
indicate conclusively, adds Mr. Jones, that neither their em- 
ployes nor the shipping public consult to any appreciable extent 
listings of “second section” tariffs and so far as the shipping 
public is concerned this is evidenced by the fact that fewer 
than 50 shippers or receivers subscribe for copies of the three 
“second section” tariff indexes issued by Agents Curlett, Jones 
and Doe for official territory carriers. Copies of tariffs desired 
by shippers or receivers of freight, declares Mr. Jones, are 
furnished by the individual carriers and their tariff publishing 
agents on request, thus enabling them more readily to deter- 
mine the destination application of any tariff in which they are 
interested than by reference to tariffs indexes. The Jones 
proposal, it is understood, will be submitted at the annual meet- 
ing of the National Industrial Traffic League in New York. 


GASOLINE IN THE SOUTH 


The Commission has assigned No. 17000, part 4, petroleum 
and petroleum products for further hearing, before Examiner 
Weems at Memphis, Tenn., December 1, at the Hote] Peabody. 
The purpose of the hearing is to enable the Commission to de- 
termine, according to its announcement, whether any modifica- 
tion should be made in the findings and order which require 
the establishment and maintenance of rates on gasoline, includ- 
ing blended gasoline and kerosene, in tank cars, from the New 
Orleans-Baton Rouge, La., group to Florence, Sheffield, Deca- 
tur and Guntersville, Ala., and points intermediate and beyond 
those destinations, made in relation to the rates from origin 
groups west of the Mississippi River to the same points. 
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Decisions of Interstate Commerce Commission 





GASOLINE TO ALABAMA RIVER PORTS 


ITH Commissioner Mahaffie noting a dissent, the Com- 

mission, on further hearing, in fourth section application 
No. 16066, gasoline and kerosene to river ports in Alabama, 
has modified authority granted in the prior report, 216 I. C. C. 
127, to establish and maintain interstate rates on gasoline and 
kerosene, in tank car loads, of 18.5 cents from points in the 
New Orleans-Baton Rouge, La., group, and 15 cents from Mo- 
bile, Ala., to Birmingham, Tuscaloosa, Holt, Montgomery and 
Selma, Ala., without observing the long and short haul part of 
section 4, so as to apply in connection with rates of 20 cents 
from the New Orleans-Baton Rouge group, and 16.5 cents 
from Mobile, to Montgomery and Selma. This report also 
embraces fourth section applications Nos. 16467 and 16544. 

The finding in Petroleum and Its Products, 171 I. C. C. 
286, 346, requiring the maintenance of rates from New Orleans- 
Baton Rouge group in relation to rates from southwestern 
origin groups has been modified to the extent necessary to per- 
mit the establishment of rates herein authorized, without 
similar changes in rates from southwestern origin groups. 

The modified relief has been granted in fourth supple- 
mental fourth section order No. 12362. The proceeding was 
reopened on petition of the Pure Oil Co. for further hearing, 
“for the purpose of determining the propriety of continuing 
the authority therein granted with respect to the rates to 
Montgomery and Selma, Ala.” 

The Commission said it was of the opinion that the rail 
rates to Montgomery and Selma required to meet river com- 
petition needed not be as low as rates to other points considered 
in the prior report which were located on the Tombigbee and 
Black Warrior rivers. The Commission said that the water 
competition on the Alabama River was not as severe as on the 
Tombigbee and Black Warrior rivers. 


CENTRAL STATES MOTOR RATES 


In a supplemental report in Ex Parte MC 21, motor car- 
rier rates in central territory, the Commission, by division 5, 
on further hearing, has modified its findings with respect to 
minimum class and commodity rates of motor common car- 
riers for the transportation of property between points in 
Illinois, Indiana, Iowa, Kentucky, Michigan, Missouri, New 
York, Ohio, Pennsylvania, West Virginia and Wisconsin, which 
were prescribed in previous report, 8 M. C. C. 233. 

The case was reopened for further hearing respecting 
matters presented in petitions of Central States Motor Freight 
Bureau, Inc., and others. 

“We are reluctant,” says the Commission, “to deal piece- 
meal with the matters presented in these petitions but prompt 
action is necessary to relieve respondents and shippers from 
conditions which were not presented to us at the previous 
hearings or which arose after these hearings were completed.” 

In its previous report, the Commission said it prescribed, 
as minimums, the rates, charges, classification exceptions, and 
rules and regulations published in tariffs and uncanceled sup- 
plements on file with it June 11. A number of changes in 
these rates, charges, classification exceptions, and rules and 
regulations were published after June 11 but prior to the serv- 
ice of the previous report. Many of these changes, the report 
said, were made in an effort to eliminate inequalities and in- 
congruities existing in the tariffs of Central States Motor 
Freight Bureau and to which reference was made in the pre- 
vious report. Through error of the tariff compilers, the Com- 
mission added, some rates were increased by more than 10 per 
cent following the recent increase in competing rail rates and 
these errors were corrected after June 11. Many of the pfe- 
scribed rates, it added, were subject to a master tariff which 
provided for the 10 per cent increase. After June 11 the bu- 
reau endeavored, said the report, to eliminate reference to 
this master tariff by publishing specific rates which included 
the increases. Many of these specific rates, says the report, 
are lower than those prescribed because of the methods used 
by the Bureau in the disposition of fractions and in the com- 
putation of rates maintained at percentages of first class rates. 

After pointing out other changes that had been made in 
the tariffs, the Commission said its previous order also had 
the effect of prescribing class rates on coal, coke, sand, gravel, 
dirt, and crushed stone, between many points. These articles, 
it observed, generally moved at commodity rates over the 


lines of carriers specializing in the transportation. It said 
that, as common carriers of general commodities did not or- 
dinarily participate in this service it had eliminated these 
commodities from the requirements of its order. 


The Commission’s order required the changes directed by 
it to be established on or before November 30, on not less 
than one day’s notice. It also reopened the proceding for 
further hearing with respect to rates and charges on uncrated 
furniture between points in the territory described in the 
order of March 28 at a time and place to be hereafter fixed. 

In concluding its report, the Commission said that on 
further hearing it was of the opinion and found that its pre- 
vious findings should be modified as follows: 


1. To eliminate from paragraph 5 A reference to Agent W. L. 
Meyers’ tariffs MF-I. C. C. Nos. B-17, B-156, and B-172 and Agent Lou 
Hosking’s tariff MF-I. C. C. No. 118 and to include therein reference 
to Agent W. L. Meyers’ tariffs MF-I. C. C. Nos. B-169 and Supplement 
No. 1 thereto, B-171 and Supplement No. 1 thereto, B-175, and B-177 
and Supplement No. 1 thereto. 

2. To prescribe as reasonable minimum rates, charges, classifica- 
tion exceptions, and rules and regulations those set forth in the appen- 
dix hereto (not herein reproduced). 

3. To prescribe a rate of 34 cents per 100 pounds, minimum 20,000 
pounds, as a reasonable minimum rate on battery boxes, covers, and 
vents, from Chicago, Ill., to Cincinnati, Ohio, and points taking the 
same rates as shown in Agent W. L. Meyers’ tariff MF-I. C. C. No. 
B-158. 

4. To eliminate therefrom rates and charges on coal, coke, sand, 
gravel, dirt, and crushed stone. 

5. To eliminate therefrom rates and charges on uncrated furniture, 
and to reopen the proceeding for further hearing respecting rates and 
charges on this commodity. 


HOUSEHOLD GOODS BROKER CASE 


The Commission, by division 5, in MC 77958, Portland Van 
& Storage Co., broker application, has denied the application 
for a license as a broker for transportation of household goods 
and office equipment between Portland, Ore., and points 
throughout the United States. The basic finding was that 
operation would not be consistent with the public interest and 
the policy declared in section 202 (a) of the motor carrier act. 
Denial of a license, the report indicated, was based to a con- 
siderable extent on the fact that brokerage operations of the 
applicant had been very infrequent. The report said that while 
applicant had anticipated that they would increase in the 
future, no definite arrangements had been made to promote 
them. 


It was clear, said the report, that the vast majority of 
applicant’s operations did not require a brokerage license. Ar- 
rangements for transportation by other motor carriers under 
which applicant performed no part of the physical movement, 
the report said, had generally been reciprocal and had not 
involved the necessary element of compensation. 


Applicant, the report said, had been engaged in the moving, 
transfer and storage business since 1910, transporting house- 
hold goods and office equipment in its own vehicles between 
Portland and points in California, Idaho, Oregon, and Wash- 
ington, and performed a pick-up and delivery service at Port- 
land in connection with shipments which moved by rail or 
water lines. The motor carrier operations, the report said, 
were the subject of another proceeding. Applicant, the report 
said, held itself out to procure or arrange for the transportation 
of household goods and office equipment by rail, water, or motor 
carriers, and therefore sought a broker’s license. The applicant, 
the report said, charged rates covering the entire service from 
Portland to railroad station at destination, shipping in con- 
solidated carloads and charging the customer something more 
than the carload rate but less than the less than carload rate. 


In dealing with other motor carriers, the applicant, accord- 
ing to the report, had generally waived compensation from them 
in order to promote reciprocal dealings with other motor car- 
riers. It anticipated, said the report, that future demands for 
improved service would require closer cooperation between 
household goods carriers. 


Pointing out that a brokerage license was required only 
when the transportation service furnished was subject to the 
motor carrier act and when compensation was charged, the 
report said that applicant’s arrangements for transportation by 
rail and water lines did not require a brokerage license. 
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LOUISIANA STATE RATES 


In a written report by Commissioner Caskie in No. 28065, 
increases in Louisiana freight rates and charges, the Commis- 
sion has refused to condemn, under the thirteenth section, intra- 
state rate on bagasse, in carloads, and on limestone from Carla 
to North Baton Rouge, La., required by authority of Louisiana 
through the refusal of its commission to permit increases cor- 
responding to those authorized by the federal body in Ex Parte 
123. The Commission found that those rates had not been 
shown to cause any undue or unreasonable advantage, prefer- 
ence, or prejudice as between persons or localities in intrastate 
commerce, on the one hand, and interstate or foreign commerce, 
on the other, or any undue unreasonable or unjust discrimina- 
tion against interstate or foreign commerce. 

The proceeding was submitted on briefs, after hearing, 
September 19, and decided in less than 30 days. It has been 
discontinued. Commissioners Eastman and Mahaffie noted a 
concurrence in the result while Commissioners Meyer and Mc- 
Manamy noted dissents. 

No evidence was offered by respondents as to the rate on 
limestone. Bagasse is used in making insulating and wall 
boards. Commissioner Caskie said there was no interstate 
movement but if there had been it would have been on class 
A rates in southern territory and class C in western territory, 
minimum 20,000 pounds. The carriers estimated that if a five 
per cent were authorized on bagasse, they would receive an 
increase of about $5,000 in revenue. 

The carriers, Commissioner Caskie said, did not contend 
that if there were an interstate movement of bagasse it would 
be on the class rates. Commissioner Caskie called attention to 
the fact that before the Commission could condemn a state rate 
it would have to determine what would be a reasonable inter- 
state rate. The present basis for interstate rates on bagasse 
could not, he said, be found reasonable nor was the evidence 
sufficient on which to determine what rates would constitute a 
reasonable interstate basis. In the absence of evidence estab- 
lishing a reasonable interstate basis on bagasse, the Commission 
said it could not conclude that the intrastate rates on this 
commodity required by the state commission unjustly discrimi- 
nated against interstate commerce. 





MOTOR ACCOUNTS 


The Commission, by Commissioner Eastman, in Ex Parte 
MC 16, uniform system of accounts for Class I common and 
contract motor carriers of passengers, has exempted the South- 
ern Pacific Co. from the requirements of the uniform system of 
accounts for Class I common and contract motor carriers of 
passengers, effective January 1, 1938, until the further order of 
the Commission, provided, that the accounts of the company 
are maintained in conformity with the accounting system or 
systems described in a petition filed by it. In Ex Parte MC 17 
the Commission, by Commissioner Eastman, has granted a 
like exemption to the Southern Pacific Co. as to uniform ac- 
counts pertaining to the transportation of property. 





SIGNAL PETITION DENIED 


The Commission, on further hearing, in a report written by 
Commissioner McManamy, in No. 13413, automatic train con- 
trol devices, Illinois Central, has denied the petition of the car- 
rier mentioned asking that the order of June 13, 1922, as 
amended, be further amended to permit the company to dis- 
continue the use of automatic train-stop and two-indication 
cab signal devices, and substitute in lieu thereof three-indica- 
tion color-light automatic block signals on the wayside. For- 
mer reports are in 69 I. C. C. 258 and 91 I. C. C. 426. 

_ The petition covered the double-track main line of the IIli- 
nois Central between Champaign and Branch Junction, Il. 
The proposed change, Commissioner McManamy, was opposed 
by the employes of the Illinois Central and representatives of 
the four train and engine service brotherhoods. It was esti- 
mated that annual savings of $25,000 in the maintenance of 
automatic train stops on locomotives and the wayside would 
result from the proposed change and an additional saving of 
$41,300 would be realized from a more flexible use of motive 
power by the extension of locomotive runs. 


MOTOR OPERATION NOT UNLAWFUL 


The Commission, by division 5, on further consideration, 
has modified the prior report in MC 50491, John Ickler common 
carrier application, 3 M. C. C. 129, by eliminating language 
from it to the effect that, since applicant’s vehicle was not used 
exclusively in the transportation of commodities specified in 
section 203(b) (6) of the motor carrier act, “his operations had 
been unlawful.” 

No exceptions were filed to the proposed report of a joint 
board and the proposed order became effective as the Commis- 
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sion’s order authorizing the applicant to operate as a common 
carrier of live stock from Creighton, Neb., to Sioux City, Ia., 
and of live stock, farm machinery and implements and live 
stock feed in the reverse direction. 

Applicant testified that he had carried commodities other 
than live stock as an accommodation, without compensation. 

In making this supplemental report the Commission said 
it was to correct statements made in the prior report in respect 
to the lawfulness of the prior operations. It pointed out that 
in John H. Monroe common carrier application, decided July 9, 
in view of the transportation of commodities other than the 
ones excepted by law, without compensation, a certificate was 
not needed. It pointed out that since then the law had been 
amended so as to clear up any doubt about its meaning. It 
concluded that Ickler’s operations were not unlawful. Inas- 
much as Ickler proposed to make a charge for the transporta- 
tion of non-excepted commodities, a certificate was necessary 
and that the certificate he now held was therefore properly 
issued, said the report. 


COMMISSION REPORTS 


Iron or Steel Slabs 


Fourth section application No. 17266, iron and steel slabs 
to Coatesville, Pa. By division 2. Authority denied to the 
Western Maryland, in fourth section order No. 13240, to estab- 
lish and maintain a rate of $2.17 over its line and that of the 
Reading on iron or steel slabs, from Baltimore, Md., to Coates- 
ville, Pa., without observing the long-and-short-haul part of 
section 4, the rate in effect over the direct line of the Pennsyl- 
vania. The application was for relief without the imposition of 
the equi-distant clause. The evidence, according to the report, 
showed that circuity was the ground on which the relief was 
sought and said that relief could not be granted without the 
imposition of that limitation, imposition being mandatory in 
applications based on circuity. 


Rail Car Trucks 


No. 27870, Lightsey Brothers vs. Seaboard Air Line et al. 
By division 4. Rate charged, 46 cents, minimum 24,000 pounds, 
railway car trucks and parts, carloads, Olustee, Fla., to Hamp- 
ton, S. C., in January, 1934, inapplicable. Applicable rate found 
to have been 32 cents, minimum 36,000 pounds. Reparation of 
$611.42, with interest, awarded. 


Zircon Ore 


No. 27936, Edwin L. Wiegand Co. vs. Pennsylvania. By 
division 4. Dismissed. Charges collected, imported zircon ore, 
carloads, New York, N. Y., to Pittsburgh, Pa., applicable, ex- 
cept on one shipment, resulting in an undercharge. Shipments 
were made between June 27 and December 18, 1935. Charges 
were collected at the import sixth class rate of 27 cents, mini- 
mum 50,000 pounds, plus an emergency charge of one cent 
on a shipment moving June 27. The applicable emergency 
charge was 7 per cent of the charges. The other shipments 
were charged a commodity rate of 21.5 cents, minimum 56,000 
fea. plus 7 per cent emergency charge, effective July 15, 
1935. 


Sugar From New Orleans 


Fourth section application No. 17193, sugar from New Orleans, 
La., group. By division 2. By fourth section order No. 13239, 
Missouri-Kansas-Texas, Missouri-Kansas-Texas of Texas, and 
parties to Peel’s I. C. C. No. 2754, and Emerson’s I. C. C. No. 250 
authorized to establish, on sugar from New Orleans, La., and 
from points intermediate thereto from which the rates from 
New Orleans will be applied as maxima, to destinations in 
Arkansas, Kansas, Missouri, Nebraska, Oklahoma, Iowa, IIli- 
nois, Wisconsin, Michigan, Minnesota and South Dakota, rates 
the same as those contemporaneously in effect on like traffic 
from New Orleans to the same points over competing lines or 
routes, and to maintain higher rates to intermediate points. 
The relief is subject to the 3344 and 50 per cent circuity limita- 
tions. In complying with the circuity limitations origins and 
destinations, says the order, may be grouped. Temporary relief 
was authorized in fourth section order No. 13092. 


Copper Glass Setting Bars 


No. 27852, Brasco Manufacturing Co. vs. C. & O. et al. By 
division 2. Dismissed. Rate of $1.21 charged, two less-than- 
carload shipments of copper glass setting bars, Richmond, Va., 
to Harvey, Ill., applicable. Shipments were made September 
20, 1935. 

Wheat Products 


No. 27918, Globe Grain & Milling Co. vs. Union Pacific et 
al. By division 4. Dismissed. Applicable rates, wheat prod- 
ucts, milled in transit at Los Angeles, Cal., from wheat origi- 
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nating at Newdale, Ida., and forwarded to Needles, Cal., found 
to have been 75 cents and 35 cents on the transit and non-transit 
parts of the shipment. Shipment found undercharged. 


Barley Malt 


No. 27977, Progress Brewing Co., Inc., vs. A. T. & S. F. 
et al. By division 3. Reparation of $86.53 awarded on finding 
rate charged, barley malt, Houston, Tex., to Oklahoma City, 
Okla., applicable; that one shipment was overcharged $1, and 
that the applicable rate on the shipment moving May 31, 1935, 
was unreasonable to the extent it exceeded 33 cents. 


Liquid Soap 


No. 27883, Scholler Brothers, Inc., vs. C. of G. et al. By 
division 4. Ratings applied on products alleged to be liquid 
soap, in carloads and less than carloads, shipped between Octo- 
ber 24, 1934, and August 14, 1936, from Philadelphia, Pa., to 
destinations in the south and in Illinois and Wisconsin, found 
applicable in some instances and inapplicable in others. Ap- 
plicable ratings determined. The Commission said that to detail 
the shipments, setting forth the numerous dates and rates 
applicable, would unduly burden the report, but that its find- 
ings would enable the parties to ascertain from the tariffs the 
charges that should have been collected and to make appro- 
priate settlement in respect of undercharges and overcharges. 
It said that no order would be entered at this time pending 
agreement to adjust the charges to accord with its conclusions. 


Strip and Band Steel 


No. 27897, Animal Trap Co. of America vs. New York Cen- 
tral et al. By division 2. Dismissed. Rate, strip and band steel, 
Sharon, Pa., and Youngstown, O., to Niagara Falls, Ontario, 
Canada, found not unreasonable. Rate charged, 29.5 cents. 
Rate for future of 22.5 cents and reparation to 21.5 cents sought. 


Fourth Section Lumber 


Fourth section application No. 17007, lumber. from Pacific 
coast to southeast. By division 2. By fourth section order No. 
13243 carriers parties to Kipp’s I. C. C. Nos. 1382 and 1393, 
having circuitous routes, authorized to establish on lumber and 
other forest products from points in Oregon, Washington, Idaho, 
Montana, California, Nevada, Arizona, New Mexico, Utah, 
Alberta and British Columbia to destinations east of the Mis- 
sissippi River and south of the Ohio River, the lowest rate 
from origin to destination that may be constructed over any 
route between those points on the basis set forth in the applica- 
tion, and to maintain higher rates to intermediate points in 
the territory east of the Mississippi River and south of the Ohio 
River, subject to the usual combination restriction, and a cir- 
cuity limitation of 3344 _ er cent. Temporary relief was author- 
ized by fourth section order No. 12912. The Commission said 
the relief prayed was primarily for the carriers which handled 
the traffic beyond the Ohio River and the Mississippi River 
crossings to permit the use of competing routes to the destina- 
tion territory to lower rated, through higher rated, groups. 


COMMISSION MOTOR REPORTS 


The Commission, by division 5, in MC 50802, Harry B. 
Korman, Inc., contract carrier application, on reconsideration, 
has authorized operation as a contract carrier of specified com- 
modities from Joliet, Ill., to Detroit, Mich., over a described 
route, including delivery service at intermediate points. Subse- 
quent to the prior report applicant advised that it desired to 
serve intermediate points, according to the report, and the 
Commission accordingly reopened the proceeding for reconsid- 
eration. 

In MC 59491, Jersey Coast Transfer Co., Inc., common 
carrier application, embracing also Same, contract carrier ap- 
plication, the Commission, by division 5, has authorized con- 
tinuance of operation, under the grandfather clause, as a com- 
mon carrier of general commodities, between certain points in 
New Jersey, New York, and Pennsylvania, over irregular 
routes, and special commodities between points in New Jersey, 
on the one hand, and various points in New York, Pennsylvania 
and Maryland, on the other, over irregular routes. 

In MC 40192, George Rees, common carrier application, 
the Commission, by division 5, has denied a certificate to op- 
erate as a common carrier of general commodities between 
points in Ohio, on the one hand, and points in West Virginia 
and Kentucky, on the other. Applicant, according to the report, 
failed to show that he was, on June 1, 1935, and continuously 
since then had been in bona fide operation. 

The Commission, by division 5, in MC 71436, Sub. No. 1, 
The Short Line, Inc., of Penn., Milford-Matapeake extension, 
has denied a certificate to operate as a common carrier of 
passengers, baggage, express, and newspaper, over a specified 
route, between Milford, Del., and Matapeake, Md. According 
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to the report, Red Star Lines, Inc., in 4 M. C. C. 199, had been 
authorized to operate between Matapeake and Rehoboth, Del., 
over practically the same route as that which would be tra- 
versed by applicant’s proposed operation herein. Since 1932 
there had been a substantial increase in the number of persons 
desiring to travel in public conveyances over this route, between 
Matapeake and Rehoboth but, according to the report, there 
was not sufficient traffic to warrant a duplication of service and 
facilities by competing lines. Therefore, said the Commission, 
it was of the opinion that there would be insufficient passenger 
traffic over the proposed route to justify the issuance of cer- 
tificates for like service to the Red Star Lines, Inc., and also 
to applicant. 

In MC 39372, Old Colony Coach Lines, Inc., extension of 
operations, the Commission, by division 5, has denied a certifi- 
cate to continue operations as a common carrier of passengers, 
baggage, express, and newspapers, between Wiscasset and 
Newagen, Me., between Perry and Eastport, Me., and between 
Amesbury, Mass., and Middleton, Conn., over specified routes. 
It has ordered discontinuance of operations. The facts in the 
instant proceeding, according to the report, did not show that 
the extensions offered a different type of service than that now 
rendered by other carriers, or that the operation, conducted 
at a loss in the past, would be compensatory in the future. 
The evidence, it said, warranted the conclusion that existing 
carriers, exclusive of applicant, were providing adequate and 
efficient service from and to the points on the sought extension, 
and were equipped to meet any greater demand which might 
occur in the future. 

In MC 32779, Heyser’s Nickel Plate Line, common carrier 
application, embracing a sub-number thereunder, Same, supple- 
mental application, the Commission, by division 5, on reconsid- 
eration has reversed its finding in prior report, 1 M. C. C. 572, 
denying amendment of the application under the grandfather 
clause, and has authorized continuance of operation as a com- 
mon carrier of general commodities, except used household 
goods and office furniture, uncrated, between Portland, Ore., 
and Seattle, Wash., and all intermediate points, and specified 
commodities between Oregon City, Ore., and Seattle, Wash., 
and all intermediate points, including the off-route point of 
Longview, Wash., over specified routes. 

In MC 48704, Sub. No. 1, Columbia Terminals Co., exten- 
sion of operations, the Commission, by division 5, has author- 
ized operation as a contract carrier of liquid petroleum products, 
in tank trucks, between Roxana, IIl., on the one hand, and 
St. Louis, Union, Truesdale, and Bowling Green, Mo., on the 
other, over regular routes. 

The Commission, by division 5, in MC 50129, Joseph J. 
Bonoveto, common carrier application, has denied a certificate 
to applicant to operate as a common carrier of waste, hops 
and malt, unfinished studio couches, and mattresses, from Wor- 
cester, Mass., to Providence and Woonsocket, R. I., Hartford, 
Conn., and Albany, N. Y., over specified routes. Protestants 
showed that there were many motor common carriers operat- 
ing between Worcester and the other points involved, said the 
report. For example, it said, between Worcester and Albany 
there were at least eight large, and many small, motor carriers; 
between Worcester and Hartford there were at least 20 large 
motor carriers operating collectively about 1,000 trucks, each 
operator using four or five trucks nightly between these points; 
and between Worcester and Providence there were at least 
six large motor carriers. Railroads also furnished daily car- 
load and less-than-carload service. The Commission said that 
the conclusion was clearly warranted that there was no sub- 
stantial demand for applicant’s services and that the existing 
transportation facilities adequately supplied the needs and 
convenience of the public. 

In MC 50811, William Dannie Tynes, contract carrier ap- 
plication, embracing also MC 86387, Same, common carrier 
application, the Commission, by division 5, has authorized con- 
tinuance of operation as a common carrier of general commodi- 
ties, over a specified route, between Tylertown, Miss., and New 
Orleans, La. 

The Commission, by division 5, in MC 4872, Griffith Freight 
Lines, Inc., common carrier application, has authorized con- 
tinuance of operation under the grandfather clause as a common 
carrier of general commodities, with certain exceptions, between 
Birmingham, Ala., and Jackson, Miss., over specified routes; 
and general commodities, with certain exceptions, over ir- 
regular routes, between Birmingham, on the one hand, and 
Fort Benning, Ga., Memphis, Tenn., and Perry and Jacksonville, 
Fla., on the other. 

In MC 79366, M. W. Kitchner, broker application, the Com- 
mission, by division 5, has denied a license to operate as a 
broker of transportation of household goods between Dallas, 
Tex., and points in the United States, as not consistent with 
the public interest and the policy declared in section 202 (a) 
of the motor carrier act. The Commission said it appeared 
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that applicant’s service had, to some extent, benefited the car- 
riers for whom he obtained business, and might continue to be 
beneficial to them in some respects. However, it said, there 
were other circumstances of record which, in its opinion out- 
weighed any such possible benefits. It has been observed that 
applicant had negotiated traffic principally for the one carrier, 
Busy Bee Transfer & Storage Co., with whom he shared office 
space, said the Commission, adding that the close connection 
with the carrier and the fact that the carrier’s employes re- 
ceived telephone calls for applicant which in all probability 
related to his business, “cast doubt upon applicant’s ability to 
exercise an independent and unrestrained selection of carriers 
in the public interest.” No shipper, it said, testified in support 
of the application, and it was doubtful if any benefits would 
accrue to shippers commensurate with the extra charges exacted 
from them (allegedly for so-called extra expense) which in 
one instance amounted to $10 above the carrier’s charge of $60. 

The Commission, by division 5, in MC 59310, Sprout and 
Davis, Inc., contract carrier application, embracing also exten- 
sion of operations, has authorized continuance of operation as a 
contract carrier of petroleum and petroleum products, from 
Whiting, Ind., to certain points in Illinois and Michigan, over 
specified routes; and from Whiting, Ind., to Paxton, Hoopeston, 
and Harvey, Ill., and Athens, Mich., over specified routes. 

~ In MC 29647, Charlton Bros. Transportation Co., Inc., com- 
mon carrier application, embracing also MC 48014, Same, con- 
tract carrier application, the Commission, by division 5, has 
authorized continuance of operation as a common carrier of 
general commodities, with exceptions, over specified routes in 
Pennsylvania, Maryland, Virginia and West Virginia. Applica- 
tion for a permit authorizing operation as a contract carrier 
by motor vehicle dismissed at applicant’s request. 

In MC 86937, Olen D. Jenkins, common carrier application, 
the Commission, by division 5, has authorized operation as a 
common carrier of eggs and butter from Montgomery, Mich., 
and points within 20 miles of Montgomery to specified points 
in Ohio; salt from Rittman, O., to points in southern Michigan; 
new furniture, in crates, from Toledo, O., to Camden, Mich., 
and fertilizer from Toledo to Montgomery, over specified routes. 

In MC 86154, Ernest L. Johnson, common carrier applica- 
tion, the Commission, by division 5, has authorized continuance 
of operation as a common carrier of fruits and vegetables from 
certain points in Florida, Georgia and South Carolina, and food- 
stuffs and other wholesale grocery supplies from certain points 
in Virginia and North Carolina, to Kinston, N. C., over irregu- 
lar routes. 

The Commission, by division 5, in MC 70393, Sub. No. 1, 
Smart’s Auto Freight Co., Inc., extension of operations, Fort 
Steilacoom, embracing also MC 29673, Sub. No. 1, Pacific High- 
way Transport, extension of operations, has authorized opera- 
tion as common carriers of general commodities, with certain 
exceptions, between Tacoma and Fort Steilacoom, Wash., over 
specified routes. The Commission has also authorized applicant 
in MC 29673, Sub. No. 1, to operate as a common carrier of gen- 
eral commodities, with certain exceptions, over specified routes, 
between Mount Vernon and Anacortes, Wash., and between the 
junction of Klaber Road and Washington highway 12, on the 
one hand, and Klaber and Curtis, Wash., on the other. 


In MC 70319, Pine State Express, Inc., common carrier ap- 
plication, the Commission, by division 5, has authorized con- 
tinuance of operation as a common carrier of general commodi- 
ties, over described regular routes, between Boston, Mass., and 
Old Town and Ellsworth, Me., and over irregular routes in 
Maine to and from defined territory, including collection and 
delivery of such traffic within a radius of 20 miles of the Bos- 
ton waterfront, under the grandfather clause. 

The Commission, by division 5, in MC 66808, Powell Bros. 
Truck Lines, Inc., common carrier application, embracing also 
extension of operations, has authorized continuance of operation 
as a common carrier of general commodities over specified 
routes in Illinois, Missouri, Arkansas, Kansas and Oklahoma. 
It has also authorized operation as a common carrier of general 
commodities between Harrison and Little Rock, Ark., over U. S. 
highway 65, serving all intermediate points. 

In MC 41620, S. S. Barash and Arnold J. Barash, broker 
application, the Commission, by division 5, has granted a license 
to applicants to operate as brokers in the transportation of 
passengers and their baggage, in interstate or foreign com- 
merce, at Seattle, and Portland, Ore., arranging for such 
transportation between those points, on the one hand, and all 
points in the United States and in foreign counties, in so far as 
such transportation is performed within the United States, on 
the other, including round-trip tours originating and ending at 
Seattle or Portland. 

The Commission, by division 5, in MC 40223, Interstate 
Transit Lines, common carrier application, embracing also 
change in route; extension of operations—Excelsior Springs; 
and extension of operations—Liberty, has authorized continu- 
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ance of operation, under the grandfather clause, as a common 
carrier of passengers, baggage, express, mail and newspapers, 
between points in Minnesota, Iowa, Missouri, South Dakota, 
Nebraska, Kansas, Wyoming, Colorado, Utah, Arizona and 
Nevada, over specified routes. It has also authorized operation 
as a common carrier of passengers, baggage, express, mail and 
newspapers, over a specified alternate route, between Kansas 
City, Mo., and Excelsior Springs, Mo. Applicant also author- 
ized to conduct special or charter operation from points on its 
routes to any place within the United States. 

In MC 25783, Mrs. W. R. Hicks, contract carrier applica- 
tion, the Commission, by division 5, has authorized operation 
as a contract carrier of live stock and agricultural products, 
from Ramona, Kan., and points within 15 miles thereof, to 
Kansas City, Mo., and feeds, machinery, farm implements, hard- 
ware and binder twine, from Kansas City to Ramona, over 
irregular routes. 

The Commission, by division 5, in MC 1014, Forrest E. 
Miller, common carrier application, embracing also application 
of Forrest E. Miller, originally docketed as MC 35139, merged 
with the title case, in which Gordon C. Chinn was the original 
applicant, substitution of Miller being authorized by the Com- 
mission August 7, 1936, has authorized Forrest E. Miller, suc- 
cessor in interest to Gordon C. Chinn, to continue operation as 
a common carrier of general commodities over a specified route 
between Evansville, Ind., and Beaver Dam, Ky. It has also 
authorized continuance of operation, under the grandfather 
clause, as a common carrier of household goods, over irregular 
routes, between points within 35 miles of Owensboro, Ky., on 
the one hand, and points in Alabama, Florida, Georgia, Illinois, 
Indiana, Kentucky, Michigan, Mississippi, Missouri, New York, 
Ohio, Pennsylvania, Tennessee, Virginia, West Virginia and Wis- 
consin, on the other; and oil well and mine machinery, pipe and 
supplies, over irregular routes, between points within 35 miles 
of Owensboro, on the one hand, and points in Indiana, Ten- 
nessee and and West Virginia, on the other. 

The Commission, by division 5, in MC 50849, Ralph Wessel, 
common carrier application, has authorized continuance of 
operation as a common carrier of live stock from points within 
15 miles of Bennington, Kan., to Kansas City, Mo.; and farm 
machinery from Kansas City to beforementioned points. 

In MC 43306, Waltz Transportation, Inc., common carrier 
application, the Commission, by division 5, has authorized con- 
tinuance of operation as a common carrier of general commodi- 
ties, with certain exceptions, between Buffalo, N. Y., and 
Philadelphia, Pa., over a specified route. 

In MC 19564, L. C. Jones Trucking Co., common carrier 
application, embracing also extension of operations, the Com- 
mission, by division 5, has authorized continuance of operation 
as a common carrier of oil field machinery, equipment, and 
supplies, over irregular routes, between points in Colorado, 
Kansas, Louisiana, New Mexico, Oklahoma, Texas, and Wyom- 
ing. It has also authorized operation as a common carrier of 
oil field machinery, equipment, and supplies, over irregular 
routes, between points in Arkansas, on the one hand, and points 
in Oklahoma and Louisiana, on the other. 

The Commission, by division 5, in MC 12028, Carey & 
Skinner, Inc., broker application, has granted a license to 
operate as a broker of transportation of general commodities, 
with certain exceptions, to and from points in New York, 
Ohio, Pennsylvania, New Jersey, Massachusetts, and Maryland. 

The Commission, by division 5, in MC 11916, Cecil White- 
head, common carrier application, has authorized continuance 
of operation as a common carrier of general commodities, with 
exceptions, over a specified route between Louisville, Ky., and 
Nashville, Tenn., serving all intermediate points and certain 
off-route points. 

In MC 86672, Donald Dederick, William H. Wright and 
Alexander Bryce, common carrier application, the Commission, 
by division 5, has denied a certificate to operate as a common 
carrier of general commodities, over a specified route, between 
Tacoma, Wash., and Vancouver, B. C. The North Pacific Coast 
Freight Bureau, an association of railroads serving the terri- 
tory, opposed grant of the application. According to the report, 
no shipper or receiver of freight appeared in support of the 
application. It appeared, said the report, that the service pro- 
posed by applicants would be that of a broker rather than that 
of a common carrier, adding that the application did not seek 
authority to conduct brokerage operations and the evidence 
was not directed toward meeting the requirements of the act 
with respect to such operations. 


M. & ST. L. INQUIRY 


The Reconstruction Finance Corporation is looking into 
proposals for reorganization of the Minneapolis & St. Louis 
Railroad, according to Chairman Jones. He said that W. W. 
Colpitts had conferred with him about the property. No details 
were given as to what was under consideration. 


ip 


October 22, 1938 


SUSPENDED TARIFFS 


(Designation of a tariff below does not mean that all schedules 
in it have been suspended. Suspension orders contain many schedules 
not reproduced here. Details of such orders are published in The 
Daily Traffic World and Bulletin and The Traffic Bulletin.) 


In I. and S. M-513, the Commission has suspended from 
October 16 until January 14 the operation of certain schedules 
as published in Tariff MF-I. C. C. 1 of Jerry Lombardi, doing 
business as Jerry’s Express, Lyndhurst, N. J. The suspended 
schedules propose to establish new any-quantity commodity 
rates on buttons, machinery, twine, silk, thread and underwear 
between New York, N. Y., and 13 points in New Jersey. This 
carrier has no present effective rates. An illustrative proposal 
is to establish between New York, N. Y., and Paterson, N. J., 
a rate of 35 cents on buttons finished for underwear, and 50 
cents on machinery for underwear manufacture. 

In I. and S. M-514, the Commission has suspended from 
October 26 until January 24 the operation of certain schedules 
as published in Supplement 11 to Tariff MF-I. C. C. 9 of Agent 
F. J. Milostan. The suspended schedules propose to establish 
new and reduced volume commodity rates on alcoholic liquors, 
minimum weight 5,000 pounds, from Chicago and Peoria, IIl., 
to Grand Forks, N. D. An illustrative proposal is to establish 
a rate of $1.07 from Chicago, IIll., to Grand Forks, N. D., in lieu 
of the present rate of $1.84. 

In I. and S. M-515, the Commission has suspended from 
October 18 until January 16 the operation of certain schedules 
as published in Supplement 49 to Joint Tariff MF-I. C. C. 90 
of Agent W. M. Miller and others. The suspended schedules 
propose to establish new through commodity rates on cotton 
piece goods from 25 points in the states of Alabama, Georgia, 
North Carolina and South Carolina, also Danville, Va., and 
Sweetwater, Tenn., to Illmo, Mo., in lieu of present higher 
combination rates. The following is illustrative: 


Cotton Piece Goods, any quantity, to Illmo, Mo., from: 


Present Proposed 
a + * + 
I NS 55655 Kc eae Knee he BRK k ORES 126 115 121 110 
CN, SEG Hy wacdienceneuscews ness eens 132 121 121 110 
I Ab nin b4i0bae se idaad ons downs nnwee 107 100 99 90 





*Finished cotton piece goods. 
*Unfinished cotton piece goods. 


In I. and S. 4541, the Commission has suspended from 
October 15 until May 15, the operation of certain schedules as 
published in supplement No. 12 to Agent L. E. Kipp’s tariff 
I. C. C. No. A-2861, and other tariffs. The suspended schedules 
propose to restrict the rates on feeder or stocker live stock, 
in carloads, in western territory, so that they will not apply 
on shipments destined to certain designated non-public markets 
and public feed yards in Alabama, Illinois, Indiana, Kentucky, 
Ohio and Tennessee. 


In I. and S. M-512, the Commission has suspended from 
October 15 until January 13, the elimination of A. D. Rymers, 
dba A. D. Rymers & Sons, from the list of carriers participating 
in household goods rates published in Agent G. B. Holman’s 
tariff MF I. C. C. No. 10 as amended, and the addition of that 
carrier to the list of carriers participating in household goods 
rates published in Agent W. M. Miller’s tariff MF I. C. C. No. 
96, as amended. 


In I. and S. No. M-516, the Commission has suspended from 
October 19 until January 7, the operation of certain schedules 
as published in supplement No. 1 to tariff MF I. C. C. No. 6 
of Fleming-Wilson Mercantile Co., Inc., doing business as Mid- 
States Motor Freight, Topeka, Kan. The suspended schedules 
propose to establish new exceptions ratings and commodity 
rates on electrical appliances, electric storage batteries, bicycles, 
tricycles, velocipedes prepared cocoanut, magazines, wrapping 
paper, pectin, tapioca and children’s vehicles between Chicago, 
Ill., and points grouped therewith, and Milwaukee, Wis., on 
the one hand, and St. Joseph, and Kansas City, Mo., and points 
in Kansas, on the other hand. An illustrative proposal is to 
establish an any-quantity rate of 99 cents on electric generators 
between Chicago, Ill., and Topeka, Kan., in lieu of the present 
less truckload rate of $1.21. 


In I. and S. M-517, the Commission has suspended from 
October 20 until January 18, the operation of certain sched- 
ules as published in supplement 127 to Agent W. M. Miller’s 
tariff MF I. C. C. No. 3. The suspended schedules propose to 
establish for the account of twenty-seven of the participating 
carriers, a new and reduced rating on whiskey, in wood or 
glass, of column 44 minimum weight 20,000 pounds, applicable 
only from Cincinnati, O., Lexington, Louisville, Frankfort and 
Owensboro, Ky., to points in southern states. Present ratings 
are column 55, minimum weight 15,000 pounds and column 44, 
minimum weight 40,000 pounds. An illustrative proposal is to 
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establish a rate of 75 cents, minimum 20,000 pounds, on whiskey 
from Cincinnati, O., to Atlanta, Ga., in lieu of present rates 
of 94 cents, minimum 15,000 pounds, and 75 cents, minimum 
40,000 pounds. 


EXPORT GRAIN RATE REDUCTIONS 


- The Commission, by division 2, October 20, refused to sus- 
pend tariffs of eastern carriers making reductions in the re- 
shipping rates from Chicago and other gateways to north 
Atlantic ports on grain for export, and they became effective 
October 21. 

Answering the requests for suspension of the proposed re- 
duced export grain rates, Eugene Morris, agent for the eastern 
lines, said they were proposing the reduced rates in an effort 
to obtain a just and reasonable proportion of export grain. The 
key rate, a reshipping rate of 16 cents from Chicago to Balti- 
more, represented, he said, an honest effort on the part of the 
respondents to readjust the reshipping export rates so as to 
enable the eastern lines to participate in the export movement 
without disturbing the present rates to the Gulf. 

The proposed adjustment, Mr. Morris said, if permitted to 
take effect, would restore in part the relationship from central 
Illinois to north Atlantic ports verus Gulf which formerly ex- 
isted but which was changed to the advantage of the Gulf lines 
by the general rate increases under orders of the Commission 
or individual and collective action of railroads interested in 
rates to the Gulf. He said that while the lines for which he was 
speaking were aware of the rate advantage of the Gulf lines 
no serious effort was made to correct the situation because in 
recent years there had been no export demand for United States 
grain by foreign countries. The revival in the export demand, 
however, he said, necessitated the restoration of the equaliza- 
tion in some degree, if the north Atlantic lines were again to 
engage in the export grain traffic. 


OUTSTANDING ORDERS VACATION 


The Commission has issued “show cause” orders as to a 
list of old decisions, the maintenance part of the orders in 
which, it is suggested, might well be vacated. It has set No- 
vember 16 as the date on which those who object to vacation 
shall show cause why the orders should stand as issued. Re- 
plies to any return made to the orders are to be filed not later 
than December 6. The list is headed by No. 12720, Capital 
Warehouse Co. vs. Director General, Chicago, Burlington & 
Quincy et al., 96 I. C. C. 293. 

The Commission has issued “show cause” orders as to a 
list of old decisions, the maintenance part of which, it is sug- 
gested, might well be vacated. It has set November 19 as 
the date on which those who object to vacation shall show 
cause why the orders should stand as issued. Replies to any 
returns are to be filed not later than December 9. The list 
is headed by I. and S. No. 2324, Classification Ratings on 
a Goods in Official Classification Territory, 98 I. C. C. 


COMMISSION ORDERS 

No. 28019, California Cotton Oil Corporation et al. vs. Southern 
Pacific Co. Complaint dismissed on request of complainants. 

No. 27911, Lipscomb Grain & Seed Co. vs. St. L.-S. F. Complaint 
dismissed on request of complainant. 

Fourth section application 16009 and 16381, Lime to Lower Mis- 
sissippi River Crossings, 218 I. C. C. 131 and 227 I. C. C. 409. That 
portion of a petition filed by Agent F. A. Leland which prays that pro- 
ceedings be reopened for reconsideration by entire Commission on 
record as made, denied. 

1. & S. No. 1558, coal from Kentucky, Tennessee and Virginia to 
northern and northwestern points; No. 14476, Northwestern Coal Dock 
Operators’ Association vs. C. & A. et al.; and No. 14477, C. Reiss Coal 
Co. et al. vs. A. & W. et al. Date for filing return to order citing 
parties in proceedings to show cause why maintenance clause in out- 
standing orders previously entered in proceedings should not be va- 
cated and set aside, postponed to November 15, and date for filing 
replies to any return postponed to December 5. 

MC 29985 and MC 59675, Frances B. Murphy, contract and common 
carrier applications. Applicant’s petition for oral argument, denied. 

MC 61210, Southwest Motor Lines, Inc., common carrier application; 
and MC 69223, C. W. Ludwick, common carrier application. Matters 
reopened for further hearing at time and place to be hereafter fixed 
by Commission. 

MC 91875, John J. Willis and Marion M. Pope, contract carrier 
application. Matter reopened for further hearing. 

MC 92550, J. G. Strock, dba Safeway Motor Freight Co., contract 
carrier application. Matter reopened for further hearing with respect 
only to operations between New Brighton, Pa., and Warren, O. Order 
of June 8 vacated in so far as said order grants authority to applicant 
to operate from New Brighton, Pa., to Warren, O. 

MC-F 48, Queen City Coach Co., lease, ET & WNC Motor Trans- 
portation Co. Application dismissed on request of applicant. 

MC-F 137, Mo-Ark Coach Lines, Inc., purchase, Dixie Coaches, Inc.; 
MC-F 138, Same, purchase, John C. Burns; and MC-F 139, Same, pur- 
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chase, H. G. Gatlin. Portions of orders of November 10, 1936, referring 
proceedings to Examiner Frank A. Clifford for recommendation of 
appropriate orders thereon, vacated. Applications dismissed on request 
of applicant. 

Finance No. 11746, Chicago, Milwaukee, St. Paul & Pacific trus- 
tees’ abandonment. Effective date of certificate issued under date of 
July 2, as extended, further extended to December 31. 

MC 1504, Sub. No. 4, Atlantic Greyhound Corporation, extension 
of operations. Applicant’s petition for rehearing, denied. 

MC 50668, Sub. No. 1, Crandon Samya, dba Superior Transportation 
Co., Hyde Park, Mass. Joint board No. 18, having been and being 
unable to agree on matter, and more than 45 days having elapsed since 
matter was duly submitted to and heard by it, authority to recommend 
an appropriate order and make a report in this matter, conferred on 
the joint board, terminated as of October 8. Matter referred to Ex- 
aminer C. Garofalo for such further action and proceedings as may 
be appropriate and proper in premises. 

MC 29778, Yellow Cab Transfer Co., common carrier application. 
Effective date of order of July 29, in so far as that order relates 
to this matter, heretofore postponed to October 15, further postponed 
to November 20. 

No. 27161, Swift & Co. et al. vs. A. C. & Y. et al., and two sub- 
numbers thereunder, Cudahy Packing Co. vs. Same, and Armour & 
Co. vs. Same. Proceedings reopened for further hearing at such time 
and place as the Commission may hereafter direct. 

No. 27841, Griffin Grocery Co. vs. Missouri Pacific et al. Petition 
of complainant for reconsideration, denied. 

No. 27880, Rockingham Chemical Lime Corporation vs. Southern 
et al. Ladd Lime & Stone Co., Cheney Lime & Cement Co., Longview 
Saginaw Lime Works, Inc., Keystone Lime Works, Inc., Dixie Lime 
Products Co., Knoxville Lime Manufacturing Co., Southern States Lime 
Corporation and Jesse Allen Lime Co., Inc., permitted to intervene. 

Finance No. 11074, Chicago & North Western trustee abandonment. 
Petition of Brooks & Ross Lumber Co. and Yawkey-Alexander Lumber 
Co. for postponement of effective date of certificate of April 2, 1936, 
dismissed on request of petitioners. 

MC 50238, Fleetville Trucking Co., contract carrier application. 
Petition for reconsideration filed by protestant Anthracite Institute, and 
petition for reconsideration and further hearing filed by protestant 
Trunk Line Association of Rail Carriers, denied. 

MC 60608, Adams Transfer & Storage Co., common carrier appTica- 
tion. Order dated September 19, by which applicant’s petition for 
oral argument was denied, vacated and set aside. 

MC 84685, Sub. No. 2, L. A., R. A. and R. C. Nance, and Lillie 
M. Newman, dba Nance Bus Lines, extension Tupelo-Bonham; and 
MC 28804, Sub. No. 1, Thomas M. Mooney, extension of operations. 
Matters reopened for further hearing at time and place to be hereafter 
fixed by Commission. 

Fourth section application No. 16911, pulpboard to Oklahoma City, 
Okla. Application reopened and assigned for hearing November 18, 
10 o’clock a. m., standard time, at Washington, D. C., before Examiners 
W. M. C. Cheseldine and E. L. Valentine. 

MC 340, J. L. Querner, common carrier application. Matter re- 
opened for further hearing. Order of March 12 vacated and set aside. 

MC 809, Anchor Motor Freight, contract carrier application; and 
MC 809, Sub. No. 1, Anchor Motor Freight, Linden extension. Rail 
carriers in trunk line and New England Freight Association territory 
permitted to intervene. 

MC 23438, Lehigh Transportation Co., Inc. Matter withdrawn from 
joint board No. 67 and referred to Examiner W. A. Hill for recom- 
mendation of an appropriate order thereon, accompanied by the reasons 
therefor. 

MC 59717, Sub. No. 2, Jacksonville Bus Line Co., extension of op- 
erations. Order of March 31 vacated and set aside in so far as it relates 
to this proceeding and application dismissed on request of applicant 
to abandon operations over routes described in application. 


FINANCE APPLICATIONS 


Finance No. 12193. Sacramento Northern asks authority under 
contract for joint use to operate passenger trains over a line between 
‘Oakland and San Francisco, Calif., over the San Francisco-Oakland 
Bay bridge, a distance of about 6.8 miles. It also ask authority to 
abandon operation over the line that has been in use for that service. 
The applicant is a subsidiary of the Western Pacific. 

MC F-693. Younger Brothers, Inc., Houston, Tex., asks authority 
to purchase the equipment, subject to chattel mortgages thereon, and 
rights of Commercial Bonded Warehouse Co., Inc., of Lake Charles, 
La. Younger also asks temporary authority to acquire control of 
the warehouse company. 

MC F-694. Heard & Heard, Inc., Refugio, Tex., asks authority 
to purchase operating rights of S. C. Callaway under MC 11609, and 
merge with applicants rights under MC 72058. Applicant also asks 
authority to operate temporarily under MC 11609. 

MC F-695. H. H. Lawler, dba Alamo Freight Lines, San Antonio, 
Tex., asks authority to lease operating rights of J. T. Buttes, dba Elite 
Truck Line. 

Finance No. 12194. California, Arizona & Santa Fe and Atchison, 
Topeka & Santa Fe jointly ask authority to abandon the ‘‘Lake View 
Spur’’ in Riverside county, Calif., about 8.05 miles long. The small 
volume of traffic handled on the line proposed to be abandoned did 
not justify its continued operation, said the application. 

MC F-696. Lee Way Motor Freight, Inc., Oklahoma City, Okla., 
asks authority to purchase the certificates of convenience and neces- 
sity and equipment of DeShong Motor Freight Lines, Inc., of Ama- 
rillo, Tex., through the acquisition of the entire capital stock of that 
company. 

MC F-697. Lee Way Motor Freight, Inc., Oklahoma City, Okla., 
asks authority to purchase a portion of the permits and/or certif- 


The Traffic World 


Vol. LXII, No. 17 


icates of convenience and necessity of Superior Motor Freight Lines, 
Inc., of Tulsa, Okla., between Oklahoma City and Tulsa, via U. S. 
highway No. 66. 

MC F-698. A. M. Whitney, dba Whitney Transfer Co., Bowling 
Green, Ky., and Robinson Motor Lines, Inc., Paducah, Ky., ask au- 
thority to merge under the trade name of A. M. Whitney, dba Whitney 
Transfer Co. 

MC F-699. Gateway City Transfer Co., Inc., La Cross, Wis., asks 
authority to purchase operating rights of J. G. Minert, dba Black 
Hawk Freight Line, Waukon, Ia. 

Finance No. 12195. Lucien C. Sprague and John Junell, co-receivers 
of the Minneapolis & St. Louis Railroad Co. ask authority to abandon 
approximately 2.4 miles of railroad between Lynnville Junction and 
Lynnville, in Jasper county, Ia. 

Finance No. 12196. Lucien C. Sprague and John Junell, co-receivers 
of the Minneapolis & St. Louis Railroad Co. ask authority to abandon 
approximately 34.4 miles of railroad between Minerva Junction and 
Story City, in Marshall and Story counties, Ia. 

Finance No. 12197. Yazoo and Mississippi Valley Railroad Co. 
asks authority to abandon approximately 11 miles of line between 
Spanish Fort, Miss., and the junction-with the main line of the Y. 
& M. V. at Kelso, Miss. 

Finance No. 12198. Lucien C. Sprague and John Junell, co-receivers 
of the Minneapolis & St. Louis Railroad Co. ask authority to abandon 
approximately 6.6 miles of railroad between Corwith and St. Benedict, 
in Kossuth and Hancock counties, Ia. 

Finance No. 12199. Central Terminal Railway Co. asks authority 
to extend until November 1, 1953, the maturity date of not exceeding 
$1,231,000 of first mortgage Chicago Terminal 4 per cent 30-year sink- 
ing fund gold bonds. 

Finance No. 12200. Wisconsin Central Railway Co. and E. A. 
Whitman as receiver, ask authority to execute a new lease between 
the applicants and the Baltimore & Ohio Chicago Terminal Railroad Co. 
and a new terminal lease between the applicants and Central Terminal 
Railroad Co. covering properties, applicants said, which were sub- 
stantially the same properties previously included in a lease between 
the B. & O. C. T. and the Soo line dated December 29, 1912, and in 
the lease for the terminal company to the Soo Line dated November 
1, 1912. The properties involved of the B. & O. C. T. and the Central 
Terminal are situated in Cook county, Ill. Applicants explained that 
the Soo Line owned all the capital stock of the Central Terminal and 
also owned or controlled the capital stock of the Wisconsin Central. 

Finance No. 12201. McCloud River Railroad Co. asks authority 
to execute and deliver to the New York Trust Co. two unsecured 
four per cent promissory notes not to exceed $150,000. The notes, 
to be issued in the amounts of $100,000 and $50,000, are to retire out- 
standing indebtedness and to purchase equipment. 

MC F-700. Motor Express, Inc. of Indiana, Indianapolis, Ind., 
asks authority to purchase certain operating rights of the Cleveland, 
Columbus & Cincinnati Highway, Inc. Applicant also asks approval 


of a temporary lease of operating rights for a period not exceeding 
180 days. 





UNCONTESTED FINANCE CASES 
Report and certificate in F. D. No. 12137, Willamette Valley Rail- 
way Co. abandonment of operation, permitting abandonment of opera- 
tion, as to interstate and foreign commerce, by the Willamette Valley 


Railway Co. of its entire line of railroad in Clackamas county, Ore., 
approved. 


Report, certificate and order in F. D. No. 12138, Atlantic & Dan- 
ville Railway Co. et al abandonment, (1) permitting the Atlantic & 
Danville Railway Co. to abandon its Claremont branch in Greensville, 
Surry, and Sessex counties, Va., and (2) dismissing application of 
the Southern Railway Co. for permission to abandon operation of 
the aforesaid branch, approved. 


PHILADELPHIA’S RATE CASE 


Philadelphia’s attack on class and commodity rates to that 
port, in which comparisons are made with rates to other east- 
ern ports, No. 27427, City of Philadelphia vs. Baltimore & Ohio 
et al., has been submitted to the Commission on final argu- 
ments. The arguments revolved around the record on which 
Examiner Bardwell based a proposed report recommending dis- 
missal of the complaint on a finding that class and commodity 
rates on import, export, coastwise and intercoastal traffic be- 
tween Philadelphia and points in trunk line, central and west- 
ern trunk line territories had not been shown to be unreason- 
able or otherwise in violation of the interstate commerce act. 

Charges and practices in connection with accessorial or 
terminal services at Philadelphia, the examiner further said, 
the Commission should find, in comparison with charges or prac- 
tices at other ports, were not shown to result in undue preju- 
dice. He further recommended that the Commission find that 
the record did not warrant the prescription of a tariff rule 
requiring the accessorial or terminal charges to be separately 
stated from the line-haul charges on the considered traffic. 

Assignments for time for arguments were made to G. Coe, 
carrier for the complainant; S. H. Williams for Philadelphia 
commercial organizations; C. W. Meyer and Jervis Langdon, 
Jr., for official territory lines; J. R. Hoover, for Canadian lines; 
Charles R. Seal for the Baltimore Association of Commerce; 
R. C. Fulbright, city of Boston; H. E. Ketner, the Virginia com- 
mission; Parker McCollester, for the Port Authority of New 


York, and J. F. Finerty, for the Brooklyn Eastern District 
Terminal. 


at 
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Proposed Reports in I. C. C. Cases 








BONA FIDE MOTOR OPERATION 


— applicant having used his trucks for hauling the freight 
of other motor carriers and to transport his own goods 
in the grandfather period, Examiner Albert E. Stephan, in 
MC 10941, B-Line Motor Freight (successor in interest to Guy 
E. Miller), common carrier application, has recommended that 
the Commission deny applicant a certificate authorizing opera- 
tion as a common carrier of general commodities, over ir- 
regular routes, between points in Washington, Oregon and 
California. The report was served October 14. 

Examiner Stephan said that in the period when Miller 
used his truck in the transportation of plumbing supplies for 
himself and in the transportation of goods for resale, he was 
not acting as a common carrier. Furthermore, the examiner 
said, when Miller entered into relations with various truck 
lines that issued bills of lading-in his own name and compen- 
sated him on a basis of the total percentage, he in effect con- 
summated a lease of his equipment and abandoned his own 
operations as a motor carrier. 

Miller, the predecessor in interest to the applicant, began 
truck operations in 1933 by hauling produce within the terri- 
tory near Walla Walla, Wash. The business expanded, ac- 
cording to the report, and he began operating in Washington, 
Oregon and California. Prior to his operation as a motor 
carrier, according to the report, he was principally engaged 
in the plumbing business. Late in 1935 he undertook to 
transfer his rights to the president of the B-Line Motor 
Freight. 

The examiner said the question for determination was 
the nature of the rights which Miller had. The testimony, ac- 
cording to the report, showed that for a time Miller’s opera- 
tions were primarily in the transportation of produce for his 
own account between points in Oregon and Washington, on 
the one hand, and points in California, on the other, and in the 
transportation of dairy products, automobile accessories and 
a few other commodities for various other truck lines. The 
traffic hauled for other truck lines, according to the report, 
was handled on bills of lading of the truck lines and on their 
tariffs, Miller receiving 10 per cent of the freight charges as 
compensation. A part of the transportation in ‘'~' neriod, the 
report said, consisted of Miller’s own plumbing supplies. 

The situation, the examiner said, was one where Miller 
undoubtedly acted as a common carrier in his own name on 
isolated occasions, as a private carrier in a considerable period 
of time, and as a lessee of equipment in a considerable period 
of time. On such a factual situation, Examiner Stephan said, 
he had to find that the applicant was not in bona fide opera- 
tion as a common carrier within the meaning and intent of 
the grandfather clause. 


PERE MARQUETTE TRANSIT 

Examiner Frank C. Weems has recommended the dis- 
missal of No. 28030, Commercial Milling Co. et al. vs. Pere 
Marquette, on a finding that the Pere Marquette rates, rules 
and regulations governing milling-in-transit of grain and grain 
products, in carloads, at Detroit and Grand Rapids, Mich., are 
not nureasonable or otherwise unlawful. That road at De- 
troit and Grand Rapids maintains transit on what is known 
as the refund or net rate basis, as distinguished from the 
through rate basis maintained by other railroads. 

The complaint alleged that the Pere Marquette’s rates, 
rules and regulations gave competitors at points on other rail- 
roads connecting with the Pere Marquette’s lines an undue 
preference. Complainants, according to the report, asserted 
that they had no competition with other mills on the Pere 
Marquette; that in substance such other mills did not ship 
to the same destinations in central territory and the southeast 
which constituted complainants’ chief markets. 

The fact that complainants do not encounter competition 
from other mills served by the Pere Marquette, or, conversely, 
that the other mills can not compete with mills of complain- 
ants, says the report, furnishes no reason why the latter 
should be given preferred treatment. To single out these 
complainants and accord them a basis more favorable than 
the rules under which other milling concerns operate, whether 
served directly or indirectly by defendant, says the report, 
would itself be discriminatory. 

Examiner Weems pointed out that the Pere Marquette’s 





rules and regulations were considered by the Commission, di- 
vision 4, in J. P. Burroughs & Son vs. P. M. 226 I. C. C. 443, 
decided March, 1938, and had dismissed the complaint. He 
said these complainants were parties to that complaint and 
the prayer of the complainants in this case was identical with 
the former complaint except that in the former complaint 
reparation was sought. 


SCRAP IRON DEMURRAGE 


Examiner E. A. Burslem has proposed, in No. 28035, M. D. 
Friedman Co., Inc., vs. Chesapeake & Ohio, that the Commission 
find the detention of cars containing interstate shipments of 
scrap iron at the complainant’s plan at Ashland, Ky., in April, 
1937, had not been shown to have been the result of flood 
conditions occurring between January 22 and February 2, 
1937, but to have resulted from the complainant’s failure to 
curtail shipments to itself at Ashland in view of its own dis- 
ability to handle them. The examiner said that this failure to 
curtail shipments was the direct and sole cause of the con- 
gestion or bunching of cars in April, as to which complainant 
asked the Commission to authorize waiving collecting of de- 
murrage of $2,443. 

The examiner found that commingling of cars containing 
shipments in interstate and intrastate commerce in one de- 
murrage average agreement account was not authorized by the 
demurrage tariff and was unlawful. The Commission, the 
examiner said, had no jurisdiction over the demurrage charges 
assessed on cars moving in intrastate commerce. He said that 
the Commission should require defendant to keep demurrage 
charges accruing on interstate cars separate and distinct from 
charges accruing on intrastate cars. 


TERRITORY INVASION CASE 


Finding that the proposed operations would be in territory 
of railroads other than the Burlington, which is served also by 
other motor carriers, Examiner John S. Higgins, in a report 
served October 18, in MC F-363, Black Hills Stages, Inc., pur- 
chase, Black Hills Transportation Co., and MC F-364, Burling- 
ton Transportation Co., control, Black Hills Stages, Inc., has 
recommended denial of those applications. 

Black Hill Stages, Inc., asked for authority to purchase 
specified operating rights and property of Black Hills Trans- 
portation Co., and Burlington Transportation Co., a subsidiary 
of the Burlington Railroad Co., asked authority to acquire 
joint control of Black Hill Stages, Inc. 

Black Hills Transportation Co., the vendor, the examiner 
said, served a route between Spearfish and Hot Springs in the 
Black Hills country, generally paralleling a branch of the Bur- 
lington railroad. The situation with respect to other routes, 
the examiner pointed out, was different in that they were in 
territory served by the North Western and the Milwaukee. 
He said there was no convincing evidence that existing service 
by competing carriers was inadequate. The instant acquisition 
by Black Hills Stages, a new company, jointly controlled by 
the railroad, could not be deemed other than an extension of 
the railroad’s influence into territory not served by it, and 
already adequately served by other railroads in the transporta- 
tion of passengers, said he. The examiner was guided by the 
principle in Pennsylvania Truck Lines, Inc.—Control—Barker, 
1 M. C. C. 101, known as the Barker case. 


COTTON ROPE AND SASH CORD 


Examiner Richard Yardley in a proposed report in I. and 
S. M-414, rope, sash cord, from Rockford, Tenn., served October 
18, has recommended that the Commission find unlawful a 
proposal to establish rates, any quantity, on cotton rope and 
sash cord, from Rockford to destinations in Ohio, Indiana, Mis- 
souri, Kentucky, and Pennsylvania, five cents less than those 
maintained by the rail lines. 

The proposed reduced rates were published by Agent W. M. 
Miller for the Southern Motor Carriers Rate Conference. His 
schedules, which Examiner Yardley said should be ordered to 
be canceled, were suspended on protest of the southern rail 
carriers. 

A witness for the respondent, according to the report, said 
that the proposed rates were intended to place the truck lines 
on a parity with the rail carriers. 

The real question, according to the examiner, was whether 
the five-cent reduction would place the motor carriers on a 
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parity with the rail lines which made a five-cent allowance 
for pick-up and delivery. The examiner’s conclusion was that 
this five-cent reduction did not place all carriers on a parity 
because the delivery of the cotton rope and sash cord was 
made at some cost to the shipper. Therefore, said he, the 
proposed rate would not place the rail and motor carriers on 
a parity as intended. 


MACARONI TO THE SOUTHEAST 


A finding of justification is recommended by Examiner 
Richard Yardley in a proposed report in I. and S. M387, maca- 
roni, etc., Mobile and New Orleans to the southeast, served 
October 15, as to the cancellation of commodity rates on maca- 
roni, noodles, spaghetti and vermicelli, from New Orleans to 
destinations in Alabama and Tennessee, in less than truckloads. 
As filed, the schedules proposed cancelation of rates to Missis- 
sippi but as a result of consultation between Agents Miller and 
Snyder, the tariffs under suspension having been filed by them, 
rates to Mississippi were reinstated. 

Prior to June 30, 1938, according to the report, the rail 
lines published less than carload commodity rates from Louis- 
ville, Ky., to Atlanta, Ga., and Chattanooga, Knoxville, and 
Nashville, Tenn.; from Memphis, Tenn., and New Orleans, to 
various points in Mississippi, Tennessee and Alabama. Less 
than truckload commodity rates were published for the account 
of certain truck lines from Louisville to Atlanta, Ga., and 
Chattanooga, Nashville, Knoxville, and Memphis; from Cincin- 
nati, O., to Memphis; and from Tampa, Fla., to Atlanta. 

Effective June 30, 1938, the rail lines and the motor car- 
riers canceled the commodity rates from and to the before 
mentioned points, making fourth class rates applicable. The 
purpose of canceling the commodity rates, it was added, was 
to place the producing points on the classification basis. Also, 
the examiner added, the motor carriers handling the traffic 
were of the opinion that the rates were not compensatory. 

Examiner Yardley said that the present rates were gen- 
erally about 50 per cent of first class and that the proposed 
increase was approximately 8 cents a hundred pounds. He 
said that the cancelation of commodity rates would place all 
manufacturers on a classification basis, and that a manufac- 
turer in New Orleans would be in a better position to compete 
for business at Atlanta, Chattanooga and Nashville. 


PROPOSED REPORTS 


Soot Residue 

No. 28040, Phillipp Brothers, Inc., vs. New York Central. 
By Examiner Alfred G. Hagerty. Dismissal proposed. Rates, 
soot residue or flue dust, carloads, Willoughby, O., to New 
York, N. Y., for export, proposed to be found not unreasonable. 
The soot residue was reshipped from Willoughby to New York 
for export after part of shipments from New York to Willough- 
by had been put through processes for the recovery of vanadic 
acid or oxide content. A sixth class rate was applicable, and 
on all but two shipments the applicable rate was collected. 
The complainant contended that the sixth class rate as applied 
to soot residue was unreasonable to the extent it exceeded 16 
cents. 

Cotton Concentration 


I. and S. No. 4471, transit on cotton at New Orleans, La. 
By Examiners F. M. Weaver and John J. Crowley. Proposed 
cancelation by the New Orleans, Texas & Mexico of the privi- 
lege of second concentration of cotton at New Orleans, La., 
when shipments originate on the lines of the Santa Fe and 
other railroads in Texas and New Mexico, proposed to be found 
not justified. The examiners recommend that the suspended 
schedules be required to be cancelled. 


Wool Grease 


No. 28010, S. B. Foot Tanning Co. vs. Boston & Maine et al. 
By Examiner H. M. Brown. Rates charged, wool grease or 
degras, carloads, Lawrence, Mass., to Red Wing, Minn., on and 
after October 5, 1934, proposed to be found to have been in- 
applicable. Rates of 71.5 cents and 67 cents were applied. The 
claimed rates were 45 and 41 cents, respectively. The examiner 
said that the rates when shipments moved were 45 cents all-rail 
and 41 cents by the rail-lake-rail route, those rates being ap- 
plicable on inedible grease. Applicable rates, the examiner 
said, had not been shown to have been or to be unreasonable. 
Reparation of $971.04, with interest, proposed. 


MOTOR PROPOSED REPORTS 


(Recommended orders in proposed motor reports, at expiration of 
20 days from date of service of reports (unless otherwise stated), be- 
come effective unless exceptions have been filed within the 20-day 
period or exceptions have been seasonably filed by other parties, or 
the order has been stayed or postponed by the Commission.) 


MC F-552, Florida Motor Lines Corporation, purchase, 
W. L, Craven. Joint board 205. Served October 17. Recom- 
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mends approval. Purchase by Florida Motor Lines Corpora- 
tion, Jacksonville, Fla., of certain operating rights of W. L. 
Craven, dba Seminole Coach Co. 

MC 95276, Slater Wilson, common carrier application. 
Examiner D. C. Dillon. Served October 14. Certificate recom- 
mended. Passenger and their baggage, in charter operations 
in groups of fifteen or more, Millington, Md., and points in 
Kent, Cecil, and Queen Anne counties, Md., within 25 miles 
of Millington, to points in Delaware and points in Pennsylvania 
and New Jersey within 30 miles of Philadelphia, Pa., over ir- 
regular routes, and return. Modified procedure. Hearing on 
request. Exceptions, if any, must be filed within 30 days from 
date of service. 

MC 95030, James Forlenza, dba Forlenza Van Service, 
common carrier application, embracing also a sub-number 
thereunder, James Forlenza, dba Forlenza Pick-Up and Deliv- 
ery Service, common carrier application. Examiner T. M. Han- 
rahan. Served October 14. Certificate proposed. Household 
goods, between New York, N. Y., and certain points in New 
Jersey and Pennsylvania, over irregular routes. Dismissal of 
application in MC 95030, Sub. No. 1, proposed at request of 
applicant. 

MC 94286, Earl Perry, common carrier application. Ex- 
aminer D. C. Dillon. Served October 14. Certificate recom- 
mended. Passengers and their baggage, in charter service be- 
tween Delaware City, Del., and points within 17 miles thereof, 
on the one hand, and points in Maryland, New Jersey, Penn- 
sylvania, and the District of Columbia, on the other. Modified 
procedure. Hearing on request. Exceptions, if any, must be 
filed within 30 days from date of service. 

MC 94255, Warren Fisher, common carrier application. 
Examiner D. C. Dillon. Served October 14. Certificate recom- 
mended. Specified commodities between Philadelphia, Pa., and 
points in New Jersey, New York, Delaware, Maryland, Virginia, 
and the District of Columbia. Modified procedure. Hearing 
on request. Exceptions, if any, must be filed within 30 days 
from date of service. 

MC 94171, Edward Thomas Trerise, common carrier ap- 
plication. Joint board 237. Served October 14. Denial for want 
of prosecution proposed. Passengers and their baggage between 
points in British Columbia and Washington, over irregular 
routes. Exceptions, if any, must be filed within 25 days from 
date of service. 

MC 93489, George N. Longstreet, dba Alert Storage, com- 
mon carrier application. Examiner D. C. Dillon. Served October 
14. Certificate proposed. Household goods, between Phila- 
delphia, Pa., on the one hand, and points in New Jersey, Con- 
necticut, Rhode Island, Massachusetts, New York, Delaware, 
Maryland and the District of Columbia, on the other, over 
irregular routes. Modified procedure. Hearing on request. 
Exceptions, if any, must be filed within 30 days from date of 
service. 

MC 90093, Herman Henry Aylor, common carrier applica- 
tion. Joint board 68. Served October 14. Certificate proposed. 
Live stock, points in Virginia within 20 miles of Sperryville, 
Va., to Baltimore, Md., over a specified route, and fertilizer 
in the reverse direction. Modified procedure. Hearing on re- 
quest. Exceptions, if any, must be filed within 30 days from 
date of service. 

MC 89283, Chris Anderson, common carrier application. 
Joint board 148. Served October 14. Denial of application pro- 
posed. General commodities between Vermillion, S. D., and 
points within 20 miles thereof, and points in Iowa, over ir- 


regular routes. Rail and motor carriers opposed grant of the 
application. 


_ MC 89225, Chas. A. Marshall, common carrier applica- 
tion. Examiner R. J. Burns. Served October 14. Applicant’s 
operation proposed to be found that of a contract carrier rather 
than a common carrier. Permit recommended. Passengers 
and baggage in the same vehicle with passengers, in special 
or charter service, between Candor, N. Y., and Washington 
D. C., over a specified route. Modified procedure. Hearing on 
request. Exceptions, if any, must be filed within 30 days from 
date of service. 

MC 88926, D. M. Cline, contract carrier application. Joint 
board 50. Served October 14. Permit recommended. Cement, 
plaster, cement products, and plaster products, Laramie, Wyo., 
to specified points in Colorado. 

MC 88815, Charles R. Nichols and Harry Nichols, dba 
Nichols Bros., common carrier application. Joint board 80. 
Served October 14. Denial for want of prosecution proposed. 
General commodities within the city of Seattle, Wash. Excep- 
tions, if any, must be filed within 25 days from date of service. 

MC 88703, Sub. No. 1, Phillip A. De Fries-Bellingham-In- 
ternational boundary operation. Joint board 237. Served Octo- 
ber 14. Certificate proposed. Building materials, in truckloads 
only, between Bellingham, Blaine and Sumas, Wash., and points 
in British Columbia, Canada, over regular routes. Exceptions, 
if any, must be filed within 25 days from date of service. 
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MC 74321, Sub. No. 1, B. F. Walker, Illinois-Indiana exten- 
sion. Joint board 21. Served October 14. Certificate proposed. 
Oil field equipment and materials between points in Illinois 
and Indiana, over irregular routes. 

MC 70831, John F. Noble, common carrier application. Joint 
board 141. Served October 14. Dismissal of application pro- 
posed at request of applicant. Applicant sought a certificate or 
permit to transport general commodities in Minnesota, Wiscon- 
sin and Illinois. 

MC 66413, Sub. No. 1, Robert F. Toler, Ava, Mo., extension. 
Joint board 36. Served October 14. Permit recommended. 
Petroleum products, in bulk, Coffeyville, Kan., to Ava, Mo., over 
specified routes, and return. 

MC 63159, Sub. No. 1, G. P. Nissen and Robert A. Kent, 
Kansas-Colorado extension. Joint board 43. Served October 14. 
Denial of permit proposed. Petroleum products, in bulk, from 
refineries and pipe line terminals at Chanute, Coffeyville, 
Arkansas City, Augusta, Eldorado, Wichita, Potwin, Chase, 
McPherson, Russell and Shallow Water, Kan., to various points 
in eastern Colorado, over irregular routes. The A. T. & S. F., 
Missouri Pacific, Melton & Markley Truck Co., Colorado Truck- 
ing Association, A. W. Kendall, Manganola Transfer, R. E. 
Ensminger and B. L. Austin opposed grant of the application. 

MC 61616, Sub. No. 7, Missouri Pacific Transportation Co., 
extension of operations—Belbourne, Ark. Joint board 215. 
Served October 14. Certificate recommended. Passengers and 
their baggage, and express, mail, and newspapers in the same 
vehicle with passengers, between Batesville and Melbourne, 
Ark. Modified procedure. Hearing on request. Exceptions if 
any, must be filed within 30 days from date of service. 

MC 41302, Sub. No. 1, William Bolovious Patterson, exten- 
sion of operations. Joint board 241. Served October 14. Denial 
of certificate proposed. Ore and concentrates, grinding balls, 
and mining machinery between designated points in Nevada and 
Utah, over specified routes. Applicant asked that the applica- 
tion he withdrawn, said the report. Exceptions, if any, must 
be filed within 25 days from date of service. 

MC 23251, Sub. No. 1, William Rupp, Sioux Falls and 
Sioux City extension. Joint board 147. Served October 14. Cer- 
tificate recommended. Live stock between Adrian, Minn., and 
points and places within 15 miles thereof, on the one hand, 
and S:oux Falls, S. D., and Sioux City, Ia., on the other, over 
irregular routes; feed, Sioux Falls and Sioux City to Adrian, 
and points and places within 15 miles thereof, over irregular 
routes; and emigrant moveables, between Adrian and points 
and places within 15 miles thereof, on the one hand, and points 
and places in Iowa and South Dakota, on the other, over ir- 
regular routes. 

MC 21077, A. E. Fitzpatrick, common carrier application. 
Examiner A. J. Sullivan. Served October 14. Certificate pro- 
posed. Continuance of operation, bakery supplies between 
bakeries in Allentown, Pa., Wilmington, Del., and Trenton 
and Atlantic City, N. J., over irregular routes. 

MC 1267, Sub. No. 1, Anderson Transportation Co., Col- 
orado-Wyoming operations. Joint board 50. Served October 
14. Certificate proposed. Live stock, farm produce, coal, and 
timber between places within a 30-mile radius of Saratoga, 
Wyo., and a 30-mile redius of Encampment, excluding Sara- 
toga and Encampment and all other cities and towns, on the 
one hand, and Greeley and Denver, Colo., all points on U. S. 
highway 87 between Denver and Ft. Collins, Colo., and all 
points on U. S. highway 287 between Ft. Collins and the Col- 
orado-Wyoming state line, on the other; and fence, nails, 
animal feeds, ore, mining machinery, road machinery and 
supplies, and drilling machinery and supplies between places 
within a 25-mile radius of Saratoga and a 25-mile radius of 
Encampment, but excluding Saratoga, Encampment, places 
within a 5-mile radius of Saratoga, and places within a one- 
half mile radius of Encampment, on the one hand, and Den- 
ver, on the other, over irregular routes between places in 
Wyoming in the areas before described and junctions with 
Wyoming highway 70, in those areas, Wyoming highway 70 
and Colorado highway 127 between such junctions and Lara- 
mie, Wyo., Wyoming highway 70 between such junctions and 
Walcott, Wyo., U. S. highway 30 between Walcott and Lara- 
mie, U. S. highway 287 between Laramie and Ft. Collins, U. 
S. highway 87 between Ft. Collins and Denver, U. S. highway 
85 between Greeley and Denver, and Colorado highway 16 be- 
tween Loveland, Colo., and Greeley. 

MC 74645, St. Johns Motor Express Co., common carrier 
application. Joint board 45. Served October 14. Certificate 
recommended. Continuance of operation, general commodities 
between Portland, Ore., and Vancouver, Wash.; wool between 
Portland and Washougal, Wash.; and heavy machinery be- 
tween Portland and Longview, Wash., and between Portland 
and Camas, Wash. Exceptions, if any, must be filed within 
25 days from date of service. 

MC F-257, Raymond Brothers Motor Transportation, Inc., 
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purchase, George Berzel. Joint board 224. Served October 14. 
Recommends approval. Purchase by Raymond Bros. Motor 
Transportation, Inc., St. Cloud, Minn., of certain operating 
rights of George Berzel, dba Berzel Motor Transport, for 
$3,000. It is provided that in the event the authority herein 
granted is exercised, applicant shall not, by virtue of unifica- 
tion of any of the rights involved, transport as a contract 
carrier over the same route or between the same points, any 
commodity which it lawfully may transport as a common 
carrier. 

MC 17453, Hulbert Forwarding Co., Inc., common carrier 
application. Examiner C. I. Kephart. Served October 14. Ap- 
plicant proposed to be found not to be a successor in interest 
to the Massachusetts Auto Forwarding Co. under this appli- 
cation, since whatever grandfather clause rights the latter 
might have possessed had expired prior to August 18, 1936, 
when the alleged transfer was effected, owing to abandonment 
of operation. Denial of application for a permit or certificate 
proposed. Applicant sought continuance of operations as a 
common or contract carrier of automobiles between points in 
New York, Vermont, New Hampshire, Massachusetts, Rhode 
Island, Connecticut, New Jersey, Pennsylvania, and Ohio, over 
irregular routes. The examiner proposed that applicant be 
required to cease and desist from all unauthorized operations 
in interstate or foreign commerce. 

MC 95086, John W. Pepper, common carrier application. 
Examiner D. C. Dillon. Served October 15. Certificate pro- 
posed. Passengers and their baggage in charter service, 
Georgetown, Del., and points in Sussex county, Del., within 25 
miles of Georgetown, to points in Virginia, Maryland, Penn- 
sylvania, New York, New Jersey, and the District of Colum- 
bia, over irregular routes, and return. Modified procedure. 
Hearing on request. Exceptions, if any, must be filed within 
30 days from date of service. 

MC 94235, Chester Schlusser, contract carrier application. 
Joint board 74. Served October 15. Permit recommended. 
Fertilizer, feeds, and insecticides, Baltimore, Md., to Sher- 
mans Dale, Pa., and points within 10 miles thereof, over 
specified and irregular routes. Modified procedure. Hearing 
on request. Exceptions, if any, must be filed within 30 days 
from date of service. 

MC 93743, Vernon M. Starry, dba Mt. Vernon Transporta- 
tion Co., common carrier application. Examiner D. C. Dillon. 
Served October 15. Certicate recommended. Coal, Millers- 
burg, Pa., and points within 40 miles thereof, to Baltimore, 
Md., and points within 10 miles thereof, over irregular routes. 
Modified procedure. Hearing on request. Exceptions, if any, 
must be filed within 30 days from date of service. 

MC 89268, W. E. Daniell, dba Daniell Fast Freight, com- 
mon carrier application. Joint board 80. Served October 15. 
Dismissal of application proposed on request of applicant. 
General commodities. between Tacoma and Packwood, Wash., 
over a regular route. Exceptions, if any, must be filed within 
25 days from date of service. 

MC 88484, J. W. Hillard, contract carrier application. 
Joint board 33. Served October 15. Denial of application pro- 
posed. Applicant sought a permit to transport oil field sup- 
plies, machinery, and equipment, between Eunice, N. M., and 
Wink, Tex., and nearby oil well locations, over irregular 
routes. Railroads operating in the same general territory op- 
posed grant of the application. 


MC 70773, Sub. No. 1, Arthur C. Thompson and Elmer C. 
Thompson, dba Thompson Brothers-Arlington-Sauk Prairie 
operation. Joint board 80. Served October 15. Denial of 
application for a certificate proposed. General commodities 
between Arlington and Sauk Prairie, Wash., over a regular 
route serving certain intermediate and off-route points. Ex- 
ceptions, if any, must be filed within 25 days from date of 
service. 

MC 41302, William Bolovious Patterson, common carrier 
application. Examiner R. J. Olentine. Served October 15. 
Certificate proposed. Continuance of operation, ore and con- 
centrates, mines within 5 miles of Tonopah, Goldpoint, Hope, 
Manhattan, and Belmont, Nev., respectively, over irregular 
routes, to Tonopah, Nev., thence over a specified route to Salt 
Lake City, Utah, serving as off-route points on such route be- 
yond Tonopah, mines within 5 miles of Clifford, Nev., for pick- 
up of ore and concentrates, and smelters at Tooele, Garfield, 
Murray and Midvale, Utah, for delivery of ore and concen- 
trates; and coal over a described route from Salt Lake City to 
Tonopah. Exceptions, if any, must be filed within 25 days from 
date of service. 

MC 27903, Sub. No. 1, Charles W. Karper, extension of 
operations. Examiner D. C. Dillon. Served October 15. Cer- 
tificate recommended. Fresh fruits, Chambersburg, Pa., and 
points within 10 miles thereof, to North Hawthorne, Paterson, 
and Newark, N. J., Winchester, Va., Martinsburg, W. Va., and 
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Binghamton and New York, N. Y., over irregular routes. Modi- 
fied procedure. Hearing on request. Exceptions, if any, must 
be filed within 30 days from date of service. 

MC 7544, Harper Brothers, Inc., common carrier applica- 
tion, Examiner T. Naftalin. Served October 15. Denial of 
certificate proposed. General commodities in and between Con- 
necticut, Delaware, Maryland, Massachusetts, New Jersey, New 
York, Pennsylvania, Rhode Island, and the District of Columbia, 
over irregular routes, and over certain specified routes. Neither 
applicant nor anyone for him appeared at the hearing. 

e MC 61616, Sub. No. 5, Missouri Pacific Transportation Co., 
extension of operations. Joint board 52. Served October 15. 
Certificate proposed. Passengers and their baggage, and ex- 
press, mail, and newspapers in the same vehicle with pas- 
sengers, between Kansas City, Kan., and the junction of Kan- 
sas highway 7 with U. S. highway 40, near Victory Junction, 
Kan., over a specified route. Modified procedure. Hearing on 
request. Exceptions, if any, must be filed within 30 days from 
date of service. 

MC F-576, Arrow Carrier Corporation, purchase, Lehigh 
Valley Motor Express Corporation. Joint board 67. Served 
October 15. Recommends approval. Purchase by the Arrow 
Carrier Corporation, Paterson, N. J., of operating rights and 
property of Lehigh Valley Motor Express Corporation, Allen- 
town, Pa., for $24,346. 

MC F-203, Red Arrow Freight Lines, Inc., lease, E. P. and 
W. A. Orts. Joint board 77. Served October 15. Recommends 
approval. Lease by Red Arrow Freight Lines, Inc., Houston, 
Tex., of certain operating rights of E. P. and W. A. Orts, dba 
Houston-San Antonio Freight Lines, San Antonio, Tex. It is 
provided that prior to the taking effect of authority herein 
granted, applicant shall file with the Commission a new lease 
agreement conforming to these findings, for a term commencing 
with the date of approval herein and to expire July 6, 1939; 
that applicant shall advise the Commission prior to any re- 
newal, whether or not it elects to renew the lease on expira- 
tion of each lease term provided for in the lease agreement; 
and that the expiration of the last renewal period shall not 
extend beyond July 6, 1945. 

MC F-226, T. S. C. Motor Freight Lines, Inc., purchase, 
T. F. Rush. Joint board 32. Served October 18. Recommends 
approval. Purchase by T. S. C. Motor Freight Lines, Inc., 
Houston, Tex., of operating rights and property of T. F. Rush, 
dba Rush Freight Line, Beaumont, Tex., for $1,175. 

MC 95327, Harry D. Boulden, common carrier application. 
Examiner D. C. Dillon. Served October 18. Certificate pro- 
posed. Passengers and their baggage, in charter operations, 
over irregular routes, from points within New Castle county, 
Del., to Washington, D. C., Mount Vernon and Alexandria, Va., 
points within Maryland east of U. S. highways 240 and 15, 
points within Pennsylvania east of U. S. highway 15 and south 
of U. S. highway 22, and points in New Jersey south of New 
Jersey highway 33, and return. Modified procedure. Hearing 
on request. Exceptions, if any, must be filed within 30 days 
from date of service. 

MC 95211, Joe Fortuner, common carrier application. Ex- 
aminer D. C. Dillon. Served October 18. Certificate recom- 
mended. Household goods, between Carbondale, Pa., on the 
one hand, and points in New York and New Jersey, on the 
other, and race and show horses, between Carbondale, on 
the one hand, and points in New York, on the other, over 
irregular routes. Modified procedure. Hearing on request. 
Exceptions, if any, must be filed within 30 days from date of 
service. 

MC 93118, Morris Pollon, contract carrier application. 
Examiner D. C. Dillon. Served October 18. Permit proposed. 
Litharge, between Fort Washington, Pa., on the one hand, and, 
on the other, Bayway, Bound Brook, and Trenton, N. J.; and 
fertilizer, from Carteret, N. Y., to Ambler, Pa., over irregular 
routes. Modified procedure. Hearing on request. Exceptions, 
if any, must be filed within 30 days from date of service. 

MC 91360, Leo P. Kelcher, common carrier application. 
Joint board 138. Served October 18. Certificate proposed. Live 
stock between Danbury, Ia., and Omaha, Neb., over specified 
routes. Modified procedure. Hearing on request. Exceptions, 
if any, must be filed within 30 days from date of service. 

MC 86933, W. H. Sloan, contract carrier application. Joint 
board 54. Served October 18. Permit proposed. Washing ma- 
chines and related articles, Newton, Ia., to East St. Louis and 
five contiguous Illinois points, over a combination of regular 
and irregular routes. 

MC 76651, Sub. No. 1, Midway Transit Co., common car- 
rier application. Joint board 76. Served October 18. Denial 
of application for a certificate proposed. General commodities 
between points in Michigan, between Jonesville and Hillsdale, 
over a regular route. 

MC 74403, Burrell D. Beardsley, common carrier applica- 
tion. Joint board 76. Served October 18. Denial for want of 
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prosecution proposed. Applicant sought a certificate or permit 
to transport general commodities between points in Michigan 
within 100 miles of Muskegon, over irregular routes. 

MC 70863, Sub. No. 1, R. H. Hamilton, dba Hamilton 
Trucking Service, extension of operation—California. Joint 
board 5. Served October 18. Dismissal of application for a 
certificate proposed at request of applicant. Construction 
materials, contractors’ equipment, and machinery between 
points in California, Oregon and Washington, over irregular 
routes. Exceptions, if any, must be filed within 25 days from 
date of service. 

MC 15661, Sub. No. 1, James M. Dunn, extension of opera- 
tions. Joint board 228. Served October 18. Permit proposed. 
Drugs and articles usually sold in retail drug stores for the 
Novins Drug Co. of Philadelphia, between Philadelphia, Pa., 
on the one hand, and Baltimore, Md., and Woodbury and Bridge- 
ton, N. J., on the other, over irregular routes. 

MC 48212, Sub. No. 1, T. Russell Lownes, extension of 
operations. Examiner F. W. Denniston. Served October 18. 
Certificate proposed. Wallpaper, between South Langhorne and 
Humeville, Pa., on the one hand, and Wilmington, Del., Balti- 
more, Md., and Washington, D. C., on the other, with no trans- 
portation for compensation on the return, except as applicant 
may be duly authorized in other proceedings. 

MC 68891, J. H. Wimberly, dba Wimberly Transfer Co., 
common carrier application. Joint board 64. Served October 
18. Certificate recommended. Continuance of operations, house- 
hold goods between all points in Florida and certain points in 
Georgia, over irregular routes; general commodities between 
Jacksonville, Fla., and Valdosta, Ga.; and specified commodi- 
ties between points in Georgia and Florida, over specified 
routes. 

MC 41486, Sub. No. 1, Lyon Van & Storage Co. of Wash- 
ington, extension of operations—Oregon. Joint board 45. 
Served October 18. Certificate proposed. Household goods be- 
tween points in Oregon and Washington, over irregular routes. 
Exceptions, if any, must be filed within 25 days from date of 
service. 

MC 3094, Sub. No. 2, Joseph Lertzman and Mimi Lertzman, 
extension of operations. Examiner F. W. Denniston. Served 
October 18. Permit recommended. Building materials, except 
lumber, structural steel, and hardware, Chester, Pa., on the 
one hand, to points in New Jersey, Kent and Newcastle coun- 
ties, Del., Baltimore, Baltimore City, Harford, Cecil and Prince 
George’s counties, Md., Kings, Queens, Richmond, Bronx, New 
York and Westchester counties, N. Y., and the District of 
Columbia, on the other, with no transportation for compensa- 
tion on the return. 

MC 88990, Harold J. Rice, common carrier application. 
Examiner Henry J. Vinskey. Served October 19. Certificate 
proposed. Used household goods, used office furniture and 
fixtures, and used museum and hospital equipment between 
points in Maine, New Hampshire, Massachusetts, Rhode Island 
and Connecticut, over irregular routes. 

MC 88988, Edward McClosky and Alvin C. Shaffer, com- 
mon carrier application. Examiner L. R. Conley. Served 
October 19. Applicants’ operation proposed to be found that 
of a contract carrier. Permit proposed. Prepared roofing, 
materials and supplies, over irregular routes, Whiting, Ind., to 
points generally throughout Illinois and Michigan, and to cer- 
tain specified points in Kentucky, Missouri and Ohio. 

MC 89089, Joseph Christopher Condon, common carrier 
application. Joint board 18. Served October 19. Certificate 
recommended. Passengers between Attleboro, North Attle- 
boro and Plainville, Mass., and points in Rhode Island over 
irregular routes. 

MC 89150, John G. Millsap, common carrier application. 
Joint board 77. Served October 19. Denial for want of prose- 
cution proposed. Live stock, grain, wool and mohair, between 
points in McCulloch County, Tex., and Houston, Galveston, 
Corpus Christi and Fort Worth, Tex., over irregular routes. 

MC 90315, David T. Brown, dba Wyoming Valley Trans- 
fer, common carrier application. Examiner D. C. Dillon. Served 
October 19. Certificate recommended. Household goods be- 
tween Wilkes-Barre and Kingston, Pa., on the one hand, and 
points in New York and New Jersey, on the other, over irreg- 
ular routes. Modified procedure. Hearing on request. Excep- 
tions, if any, must be filed within 30 days from date of service. 

MC 91165, John W. Hillman, common carrier application. 
Joint board 67. Served October 19. Certificate proposed. 
Building materials and road construction materials, including 
tools usually transported in dump trucks, between points in 
Bucks and Montgomery counties, Pa., on the one hand, and 
points in Mercer, Hunterdon, Burlington, Monmouth, Somerset, 
and Ocean counties, N. J., on the other, over irregular routes. 
Modified procedure. Hearing on request. Exceptions, if any, 
must be filed within 30 days from date of service. 

MC 91272, Daymond V. Jackson, common carrier applica- 
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tion. Joint board 67. Served October 19. Denial of applica- 
tion for a certificate proposed. General commodities, over 
irregular routes, between Philadelphia, Pa., and Camden, N. J. 
According to the report, applicant’s operations are within the 
territorial exemption of section 203(b) (8) of the motor carrier 
act, his operations being within the Philadelphia-Camden com- 
mercial zone. Modified proceeding. Hearing on request. Ex- 
ceptions, if any, must be filed within 30 days from date of 
service. 

MC 95399, Allen Bonthuis, common carrier application. 
Examiner D. C. Dillon. Served October 19. Certificate pro- 
posed. Live stock between Rock Valley, Ia., and points within 
10 miles thereof, on the one hand, and Omaha, Neb., and points 
in Minnesota, on the other; live stock, grain, hay, and straw 
between Rock Valley, Ia., and points within 25 miles thereof, 
on the one hand, and points in South Dakota; and agricultural 
implements and parts from Sioux Falls, S. D., to Rock Valley, 
over irregular routes. Modified procedure. Hearing on re- 
quest. Exceptions, if any, must be filed within 30 days from 
date of service. 

MC 88944, B. F. Lang, common carrier application. Joint 
board 81. Served October 19. Denial for want of prosecution 
proposed. Silica, paint pigment, concrete pipe, sand, and gravel 
between Deer Park and Spokane, Wash., on the one hand, and 
points in Idaho and Oregon, on the other. Exceptions, if any, 
must be filed within 25 days from date of service. 

MC 88922, Good At Auto Service, common carrier appli- 
cation. Examiner Albert E. Stephan. Served October 19. Cer- 
tificate proposed as to the transportation of trailers in Oregon, 
Idaho, Wyoming, Nebraska, Iowa, Illinois, Indiana, Michigan, 
Wisconsin and Washington, over various designated routes. De- 
nial of certificate proposed as to the transportation of automo- 
biles under their own power in Oregon, Idaho, Wyoming, 
Nebraska, Iowa, Illinois, Ohio, Indiana, Michigan, Wisconsin 
and Washington, over various designated routes. Exceptions, 
if any, must be filed within 25 days from date of service. 

MC 76647, Sub. No. 1, George Marvin Headden, contract 
carrier application. Joint board 2. Served October 19. Dis- 
missal of application proposed at request of applicant. Appli- 
cant sought a permit to transport petroleum products, over 
regular routes, from Wilmington, N. C., to Greenville, Marion, 
Cheraw, Bennettsville, Sumter, Anderson, Greenwood, Florence, 
Newberry and Columbia, S. C. 

MC 59910, Sub. No. 1, Texas & New Orleans Railroad 
Co., extension of operations. Joint board 164. Served Octo- 
ber 19. Certificate recommended. Mail and express over U. S. 
highway 90 between Lafayette, La., and Morgan City, La., 
serving all intermediate points at which applicant maintains 
railway stations. According to the report, the service proposed 
would not result in the diversion of any traffic from other car- 
riers, or the initiation of any new service but was merely a 
substitution of motor for rail transportation, paralleling appli- 
cant’s present rail line. 

MC 33793, William J. Wruck, common carrier application. 
Examiner C. I. Kephart. Served October 19. Certificate recom- 
mended. Continuance of operation, household goods between 
points in New York and points in Vermont, New Hampshire, 
Maine, Massachusetts, Rhode Island, Connecticut, New Jersey, 
Pennsylvania, West Virginia and Ohio, over irregular routes. 

MC 55751, Merle D. Allen, as successor to Will C. Allen, 
contract carrier application. Joint board 39. Served October 
19. Denial of application for a permit proposed. Cream, Enid, 
Oklahoma City and Clinton, Okla., to Hutchinson, Kan., and 
salt from Hutchinson and Lyons, Kan., to Enid, Oklahoma City, 
and Clinton, Okla., over irregular routes. 

MC 13114, Sub. No. 1, W. A. Wertzberger, St. Joseph ex- 
tension. Joint board 36. Served October 19. Certificate pro- 
posed. Live stock between Alma, Kan., and points within 10 
miles thereof, on the one hand, and St. Joseph, Mo., on the 
other, over specified routes. 

MC 3420, Motor Express, Inc., common carrier application, 
embracing also MC 84733, Same, contract carrier application. 
Examiner F. D. Binkley. Served October 19. Certificate pro- 
posed as to continuance of operation, general commodities, 
with exceptions, betwen various points in New York, Ohio, 
Pennsylvania and West Virginia, over specified routes. The 
examiner has proposed denial of a permit, under the grand- 
father clause, to transport like commodities between the men- 
tioned points. 

MC 50069, Sub. No. 1, Petroleum Transit Corporation, ex- 
tension of operations. Examiner E. T. Cosby. Served October 
19. Certificate proposed. Gasoline and petroleum, in bulk, 
Joliet, Lawrenceville, and Robinson, Ill., East Chicago and 
Evansville, Ind., Detroit, Mich., Toledo, Findlay and Lima, O., 
Pittsburgh and Midland, Pa., Louisville, Latonia, Ashland and 
Catlettsburg, Ky., Huntington and Cabin Creek, W. Va., and 
points in the vicinity of these points to points in described areas 
in central territory and West Virginia, over irregular routes. 
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MC F-580, Frontier Coach Lines, Inc., purchase, Bee Line, 
Inc. (Ernest W. Gibson, Jr., and Paul E. Balise, trustees). 
Examiner Bernard P. Pitt. Served October 19. Recommends 
approval. Purchase by Frontier Coach Lines, Inc., New York, 
N. Y., of operating rights of Bee Line, Inc., Brattleboro, Vt., 
for $7,700. 

MC F-554, Pacific Greyhound Lines, purchase, Oregon Mo- 
tor Stages. Examiner Robert R. Hendon. Served October 19. 
Recommends approval. Purchase by Pacific Greyhound Lines, 
San Francisco, Calif., of certain operating rights and property 
of Oregon Motor Stages, Portland, Ore. It is provided that the 
authority herein granted shall be subject to such limitations or 
restrictions as the Commission may hereafter find it necessary 
to impose in order to insure that service shall be auxiliary or 
supplementary to the train service of the Southern Pacific Co. 
and shall not unduly restrain competition. Exceptions, if any, 
must be filed within 25 days from date of service. 

MC F-633, Gallagher Transfer & Storage Co., merger, 
Western Freight Lines, Inc. Examiner John S. Higgins. Served 
October 19. Recommends approval. Merger in the Gallagher 
Transfer & Storage Co. of operating rights and property of 
Western Freight Lines, Inc. It is provided that the authority 
herein granted is subject to such modification as may be neces- 
sary, following determination of applications, to insure that no 
dual operating authority shall exist inconsistent with the pub- 
lic interest and with the policy declared in section 202(a) of 
the motor carrier act, within the meaning of section 210. 

MC F-493, Universal Service, Inc., purchase, W. R. Arthur 
& Co., Inc., embracing also MC F-494, W. R. Arthur & Co., 
Inc., control, Universal Service, Inc. Examiner Robert R. Hen- 
don. Served October 19. Recommends approval. Purchase by 
Universal Service, Inc., of certain operating rights and property 
of W. R. Arthur & Co., Inc.; and acquisition by W. R. Arthur 
& Co., Inc., Janesville, Wis., of control of Universal Service, Inc. 

MC 94930, C. P. Monk, contract carrier application. Joint 
board 67. Served October 20. permit proposed. Raw and 
processed fur skins, and materials used in the processing 
thereof, between Bethlehem, Pa., and New York, N. Y., over a 
regular route. Modified procedure. Hearing on request. Ex- 
ceptions, if any, must be filed within 30 days from date of service. 

MC 94537, Frank Brandt, common carrier application. 
Joint board 67. Served October 20. Certificate recommended. 
Coal, Avoca, Pa., and points within five miles thereof, to certain 
points in New Jersey, with no transportation for compensation 
on return. Modified procedure. Hearing on request. Excep- 
tions, if any, must be filed within 30 days from date of service. 

MC 94509, Edgar Nettles, contract carrier application. Joint 
board 67. Served October 20. Permit proposed. Soil pipe and 
fittings, Linfield and East Greenville, Pa., to points in the New 
York, N. Y., commercial zone, as defined by the Commission in 
1 M. C. C. 665, and points in New Jersey within 25 miles of 
New York, N. Y., over irregular routes. Modified procedure. 
Hearing on request. Exceptions, if any, must be filed within 30 
days from date of service. 

MC 94068, H. Pom-Arleau, common carrier application. 
Joint board 45. Served October 20. Certificate recommended. 
Household goods, over irregular routes, between Wenatchee, 
Wash., on the one hand, and, on the other, points and places 
in Oregon. Modified procedure. Hearing on request. Excep- 
tions, if any, must be filed within 30 days from date of service. 

MC 94063, Michael Patrick, contract carrier application. 
Joint board 67. Served October 20. Permit proposed. Canned 
goods, groceries, sugar and meats between Scranton, Pa., and 
New York, N. Y., over specified routes. Modified procedure. 
Hearing on request. Exceptions, if any, must be filed within 30 
days from date of service. 

MC 93514, Charles Williams, contract carrier application. 
Examiner D. C. Dillon. Served October 20. Permit proposed. 
Steel castings, steel scrap, and wood and steel patterns, Ches- 
ter, Pa., to Jersey City, N. J., and Baltimore, Md., over specified 
routes serving intermediate and off-route points, with no trans- 
portation for compensation on return, except refused or dam- 
aged shipments. Modified procedure. Hearing on request. Ex- 
ceptions, if any, must be filed within 30 days from date of service. 

MC 93436, Vincent S. Spratt, contract carrier application. 
Joint board 255. Served October 20. Permit recommended. 
Paper and paper articles, between Philadelphia, Pa., on the one 
hand, and points in New Jersey and Delaware within 60 miles 
of Philadelphia, and Atlantic City, N. J., on the other, over 
irregular routes. Modified procedure. Hearing on request. 
Exceptions, if any, must be filed within 30 days from date of 
service. 

MC 93397, Edward T. Ems, dba Ems Storage & Moving, 
common carrier application. Examiner F. R. Linn. Served 
October 20. Certificate recommended. Household goods and 
office and store furniture and fixtures between Philadelphia, 
Pa., on the one hand, and points in New Jersey, Delaware, 
Maryland, the District of Columbia, and the commercial zone 
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of New York, N. Y., on the other. Modified procedure. Hear- 
ing on request. Exceptions, if any, must be filed within 30 days 
from date of service. 


MC 92723, T. R. Walker, dba T. R. Walker Trucking, com- 
mon carrier application. Joint board 138. Served October 20. 
Certificate proposed. Live stock, over a specified route, from 
Anita, Ia., or points in vicinity thereof, to Omaha, Neb., and 
live stock, feed, seed, farm machinery, lumber, building ma- 
terial, petroleum products in containers, and coal from Omaha 
to such points. Modified procedure. Hearing on request. 
Exceptions, if any, must be filed within 30 days from date of 
service. 


MC 92054, Gail Prall, common carrier application. Joint 
board 138. Served October 20. Certificate proposed. Live 
stock, Atlantic, Ia., and points within 15 miles thereof, to 
Omaha, Neb., and live stock, feed, agricultural implements and 
parts, lumber and building material, hay, and petroleum prod- 
ucts in containers in the reverse direction, over a specified 
route. Modified procedure. Hearing on request. Exceptions, 
if any, must be filed within 30 days from date of service. 


MC 91001, Bartlett Tours Co., broker application. Joint 
board 117. Served October 20. Denial for want of prosecu- 
tion proposed. Applicant sought a license to continue operating 
as a broker in procuring or arranging for transportation of 
persons and their baggage. 


MC 90623, Henry Cervenka, contract carrier application. 
Examiner W. R. Pierce. Served October 20. Permit proposed. 
Specified commodities, Baltimore, Md., to certain points in 
Maryland, Pennsylvania, Delaware and New Jersey, over irreg- 
ular routes. Modified procedure. Mearing on request. Excep- 
tions, if any, must be filed within 30 days from date of service. 


MC 88766, Herman H. Meyer, common carrier application. 
Joint board 26. Served October 20. Denial for want of prosecu- 
tion proposed. Commodities generally, live stock, grain and 
machinery, between Wilmont, Minn., and vicinity and Sioux 
Falls, S. D., over irregular routes. 


MC 88312, Sub. No 1, Micheo Yamagato, Rexburg-St. 
Anthony extension. Joint board 49. Served October 20. Cer- 
tificate proposed. Coal, over a specified route, Rexburg, Ida., 
to St. Anthony, Ida., serving Sugar, Ida., as an intermediate 
point, and Lincoln Sugar Factory, northeast of Idaho Falls, Ida., 
as an off-route point. Modified procedure. Hearing on request. 
Exceptions, if any, must be filed within 30 days from date of 
service. 

MC 74891, William Harris, common carrier application. 
Joint board 124. Served October 20. Denial of certificate pro- 
posed. General commodities between points in Montana, North 
Dakota and South Dakota, over irregular routes. Neither ap- 
plicant nor anyone for him appeared at the hearing. Excep- 
tions, if any, must be filed within 25 days from date of service. 

MC 71143, Valentine U. Jameson, contract carrier applica- 
tion. Joint board 36. Served October 20. Denial for want of 
prosecution proposed. Packing house products in pool-car serv- 
ice, and pick-up and delivery service for two motor carriers in 
Wichita, over irregular routes. Neither applicant nor anyone 
for him appeared at the hearing. 

MC 52018, B. F. Price, common carrier application. Joint 
board 36. Served October 20. Denial for want of prosecution 
proposed. Live stock, Reading, Kan., and points within a radius 
of five miles thereof to Kansas City and St. Joseph, Mo., over 
hie ood routes, and feed from Kansas City and St. Joseph to 
that area. 


MC 50267, Sub. No. 1, Elmer Guhrt and R. J. Garritson, 
dba Garritson & Guhrt, extension of operations. Joint board 
123. Served October 20. Permit proposed. Crude oil, points 
within 15 miles of Byron, Wyo., to Billings, Mont., and liquid 
petroleum products from Lovell, Wyo., to Billings, over de- 
scribed routes. Exceptions, if any, must be filed within 25 days 
from date of service. 

MC 50183, Sub. No. 1, F. W. Crosby, extension of opera- 
tions. Joint board 123. Served October 20. Dismissal of appli- 
cation for a permit recommended at request of applicant. 
Petroleum products between certain points in Montana and 
Wyoming, over specified routes. Exceptions, if any, must be 
filed within 25 days from date of service. 

MC 49906, Sub. No. 1, Roy R. Brown, dba Brown Truck- 
ing Service, common carrier application. Joint board 24. 
Served October 20. Denial for want of prosecution recom- 
mended. Live stock, between points located within 20 miles of 
Nashua, Minn., and West Fargo, N. D., over irregular routes. 

MC 29619, Sub. No. 1, Herbert Wohler, common carrier 
application. Joint board 36. Served October 20. Denial for 
want of prosecution recommended. Mill feed, fertilizer, agri- 
cultural implements, tractors, combines, oils and greases, build- 
ing material, hardware and farm supplies between Stolen, 
Kan., and points within a radius of 12 miles thereof and Kan- 
sas City, Mo., over irregular routes. 

MC 26524, Sub. No. 1, W. C. Payeur, common carrier 
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application. Joint board 36. Served October 20. Denial for 
want of prosecution proposed. General commodities, Clyde, 
Kan., and points within a radius of 18 miles thereof to Kansas 
City, Mo., over regular routes. 

MC 2479, Sidney Leinol Victor Allen, common carrier ap- 
plication. Joint board 36. Served October 20. Denial for 
want of prosecution proposed. Live stock, Junction City, Kan., 
and points within 12 miles thereof, to St. Joseph and Kansas 
City, Mo., and mill feed, machinery and hardware from St. 
Joseph and Kansas City to points in that area, over irregular 
routes. 

MC 1647, Sub. No. 1, William Washburn Willets, exten- 
sion of operations—Delaware, Maryland, New York, Pennsyl- 
vania and Virginia. Examiner W. R. Pierce. Served October 
20. Certificate proposed. Household goods between points in 
Cape May County, N. J., on the one hand, and points in De‘a- 
ware, Maryland, New York, Pennsylvania, and Virginia, on 
the other. Modified procedure. Hearing on request. Excep- 
tions, if any, must be filed within 30 days from date of service. 

MC 41571, Capitol City Wastepaper & Metal Co., Inc., con- 
tract carrier application. Examiner C. I. Kephart. Served 
October 20. Denial of certificate or permit proposed on find- 
ing applicant not to be a successor in interest to the possessor 
of grandfather clause rights, H. Farfel & Son, of Albany, N. Y., 
for operation between points in New York, Massachusetts, New 
Jersey and Pennsylvania, owing to rescission of the act of their 
acquisition and abandonment of operations. The examiner 
proposed that applicant be required to cease and desist from 
all unauthorized motor vehicle operations in interstate or for- 
eign commerce. Applicant sought continuance of operation 
of general commodities in the territory before mentioned. 

MC F-217, Viking Freight Co., purchase, Cecil and Paul 
Parsons, embracing also MC F-218, Viking Freight Co., pur- 
chase. Ted Brown. Examiner C. R. Engelhart. Served Octo- 
ber 20. Recommends approval. purchase by Viking Freight Co., 
St. Louis Mo., of operating rights and property of Cecil and 
Paul Parsons, dba Nuway Freight Lines, Marion, IIl., and 
operating rights of Ted Brown, dba Jackson Motor Freight 
Co., Jackson, Tenn. 


ROCK ISLAND MOTOR SERVICE 


Three joint boards in proposed reports have recommended 
grant of certificates to the Chicago, Rock Island & Pacific to 
operate as a motor common carrier of general commodities be- 
tween points in Kansas, Iowa and Missouri, to supply service 
supplemental to its rail operations. The proposed reports, 
served October 18, have been made in MC 48602, Sub. No. 2, 
Chicago, Rock Island & Pacific Railway Co., Hutchinson-Her- 
ington extension; MC 48602, Sub. No. 3, Same, Eldon-Trenton 
extension; and MC 48602, Sub. No. 4, Same, Herington-St. 
Joseph extension. 

In the first mentioned sub-number joint board 52 author‘zed 
service between Hutchinsin and Herington, Kan., over a regular 
route. The applicant attributed loss of tonnage principally 
to the inadequacy of its rail services. It said the proposed 
services would be coordinated with and supplementary to its 
present rail services, and would expedite it. The board said 
it seemed clear that the proposed services which would be 
auxiliary to and not competitive with the train services and 
which would be strictly confined to rail points would be of 
material advantage to the public and would not unduly restrain 
competition. 

In the second mentioned sub-number, the Eldon-Trenton 
extension, joint board 137 said there was no showing that the 
proposed operation which would be confined strictly to rail 
points now served by the Rock Island would adversely affect 
those of any other motor carriers. The service would be per- 
formed between Eldon, Ia., and Trenton, Mo., in the carriage 
of general commodities and express. 

In the last mentioned sub-number, service would be be- 
tween Herington, Kan., and St. Joseph, Mo., over a regular 
route, and authorization of it has been recommended by joint 
board 136. The proposed services, the board said, would be 
coordinated with and supplemental to the Rock Island’s rail 
service, and be confined to points on its rails. 


IDAHO INTRASTATE CHARGES 


At the request of the Union Pacific and other railroads 
operating in Idaho, the Commission, in No. 28123, increases in 
Idaho rates, fares and charges, has instituted a thirteenth 
section proceeding by reason of the Idaho commission’s refusal 
to permit increases in passenger fares or in freight rates in 
accordance with the Commission’s recent actions with regard 
to passenger fares and freight rates. The petitioning carriers 
desire to bring their Idaho fares up to the level authorized by 
the Commission in No. 26550, Passenger Fares and Surcharges, 
214 I. C. C. 174, and their freight rates to the level authorized 
by the Commission in Ex Parte 123, Fifteen Per Cent Case, 
1937-1938, 226 I. C. C. 41 and 746. 
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COAL FREIGHT RATE INCREASES 
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Answering a question by Commissioner Aitchison, Dr. 
Julius H. Parmelee, director of the Bureau of Railway Eco- 
nomics, expressed the opinion that the railroads this year 
would have a deficit somewhere between $150,000,000 and 
$175,000,000, which would make 1938 worse than 1937 and 
the worst of the depression years. The opinion was expressed 
subject to the possibility of such an improvement in business 
in the remainder of the year as to throw the estimate out 
of line with the fact. 

This estimate making the current the worst of the depres- 
sion years was incidental to the submission of data concerning 
the financial affairs of the railroads in reopened Ex Parte 115, 
in which the railroads asked the Commission to remove the 
limitation on increases on bituminous coal granted in Ex 
Parte 115 which, if not removed, will cause increases in the 
rates to expire with 1938. The limitation was placed in the 
report dated October 19, 1937, 223 I. C. C. 657. In that report 
the Commission suggested pooling of increased revenue arising 
from the increases in the rates on bituminous coal so that a 
large part of the increased revenue would not go to the pros- 
perous Pocahontas lines. No reference to the pooling sugges- 
tion was made when hearing was begun October 17 in the 
reopened proceeding. 

An income account exhibit submitted by Dr. Parmelee 
showed a deficit for the first seven months of 184,461,188 in 
this year as compared with a net income of $58,091,104 in the 
first seven months of 1937. That exhibit shows total operating 
revenues for the first seven months of 1938 of $1,936,049,545 
compared with $2,451,958,783 in the corresponding months of 
1937. Total operating expenses in the first seven months of 
this year were shown as $1,554,186,560 as compared with 
$1,825,155,423 in the corresponding months of 1937. Railway 
tax accruals, in the first seven months of 1938 were $197,064,346 
as compared with $190,387,944 in the corresponding period of 
1937. The exhibit shows a decrease in the net income of 417.5 
per cent in the first seven months of 1938 as compared with 
the corresponding period of 1937. 

The hearing was before Commissioners Aitchison and East- 
man, of the federal body, and Commissioners J. J. Murphy, of 
South Dakota, Moie Cook, of Indiana, and J. W. Wolfe, of 
South Carolina. 

Roy S. Kern, head of the coal and iron committee of central 
territory lines, supplemented figures placed in the record prior 
to the 1937 decision pertaining to stocks of coal and the coal 
revenue of carriers. 

Testimony in support of the petition of the railroads for 
retention of the 1937 increases on bituminous coal after the end 
of this year was given by railroad officials testifying as to 
particular regions. 


R. E. Barr, assistant traffic manager of the Illinois Central, 
spoke about oil and gas competition. W. H. Kuhls, coal traffic 
manager of the Milwaukee, and P. A. Walsh, assistant ,to the 
freight traffic manager of the Northern Pacific, testified about 
coal in western trunk line territory and from the upper lake 
docks, and C. C. Beach, of the Union Pacific, gave testimony 
about the coal traffic in the mountain Pacific territory. 


In general, they took the position that retention of the in- 
creases allowed in 1937 would not divert coal tonnage from 
the railroads, the increased revenue from which in 1938 was 
estimated by Dr. Parmelee would be $19,374,421. That was 
based on the theory that the 1938 traffic would be about 72 
per cent of the 1936 traffic. The revenue in that year resulting 
from the increases which the railroads are seeking to retain 
was $26,920,320. 

Out of order, opposition testimony was given by R. L. 
Fletcher, vice-president of the Providence Co., testifying 
in behalf of the By-Products Coke Institute. He said that if 
coal prices remained up the by-products industry could not 
go on. 

Alexander Beebe, general superintendent of the Rochester 
Gas & Electric Corporation said the railroads were in danger 
of losing 2,000,000 tons of coal annually if they kept in effect 
the increases allowed in 1937. 

The railroads completed the presentation of their case for 
the retention of increases beyond December 31 on October 19 
with the testimony of L. A. Sackbauer, for the southwestern 
carriers; J. E. Tilford, assistant vice-president of the Louis- 
ville & Nashville, for that railroad; L. E. Crane, for the South- 
ern, and Dr. Parmelee of the Bureau of Railway Economics. 
The latter supplied supplemental data. 

The consumers counsel of the National Bituminous Coal 
Commission presented opposition to the retention of the in- 
creases in the form of testimony by M. J. O’Mahoney, traffic 
manager of the Utica (N. Y.) Chamber of Commerce, and 
Charles Winslow, representing Kalamazoo and Battle Creek, 
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Mich., interests. Opposition to the retention of increases was 
also expressed by F. T. Noah, for the North Carolina commis- 
sion; C. W. Strickland, of the Greensboro (N. C.) Chamber of 
Commerce, and Frank E. Harrison, speaking for the Florida 
Board of Control which supervises purchases by state institu- 
tions. He also spoke for various Florida municipalities. 

The position generally of witnesses testifying for consumers 
was that continuation of the Ex Parte 115 increases on coal 
would be an addition to their costs of production, which, on 
account of business conditions, they could not pass on to their 
customers. Representatives of associations and state com- 
missions and those who spoke for the Consumers Counsel of 
the National Bituminous Coal Commission, generally, took the 
view of the users of coal. 

Witnesses for consuming interests, in addition to those, 
before mentioned were L. O. Kimberly for southern textile 
intests; C. E. Schreiber, statistician of the Wisconsin commis- 
sion; J. E. Bryan, the Wisconsin Pulp & Paper Co.; A. M. 
Ogle of the Terre Haute Gas & Coke Co.; and H. S. Carpenter, 
chief of the traffic section of the Consumer’s Counsel. Chairman 
Webb of the Kentucky commission supplemented financial 
data presented in the earlier phase of the case which resulted 
in the placing of the expiration date the railroads now ask to 
have removed. 

Opposition on the part of the coal industry was stated by 
F. F. Estes, traffic manager of the National Coal Association, 
who submitted data, among others, as to receivership among 
the eastern railroads and discussed competition the industry 
was compelled to meet from other fuels in its efforts to pre- 
serve its existence, including the proposal to send pulverized 
coal mixed with fuel oil through pipe lines, to briquetting plant, 
if not for use without briquetting. To the extent that fuel oil 
displaced coal in such a mixture he said the industry would 
lose business and the railroads would lose tonnage. 

Coal rates, Mr. Estes said, had remained practically sta- 
tionary since 1922, except when they went up by reason of 
so-called surcharges and that for ten years at least the coal 
industry had been operating in the red while in some of those 
years at least the railroads had had net income. The coal 
industry, he said, had had to cut corners and save expenses 
wherever possible and yet at times it had to sell its product for 
less than the cost of production to retain tonnage. 

Henry J. Saunders, engineer and statistical analyst, intro- 
duced exhibits on behalf of the National Coal Association and 
on behalf of the Property Owners’ Committee, his statistics 
showing the present status of the railroads as a whole and of 
groups of coal carrying roads handling a large part of the 
bituminous tonnage. The railroads as a whole, said Mr. 
Saunders, had a decided upward trend in traffic, revenues and 
net railway operating income in the last three months. Thirty- 
six coal carrying roads which originated 86 per cent of the 
coal tonnage, he said, were now showing a rate of return 
which might be considered practically normal in that on the 
same basis of value found by the Commission in Ex Parte 
123 ($19,972,000,000) for Class I railroads as a whole, the 
thirty-six earned 4.15 per cent with a maximum of 19.28 per 
cent for the Cambria & Indiana. 

Mr. Saunders challenged the use of a 5.75 per cent return 
on property investment as the measure of a fair return. He 
claimed that the average interest rate paid by the railroads had 
declined from 5.53 per cent in 1922 to 3.28 per cent in 1937. 
Those and other figures he claimed warranted the conclusion 
that a 5.75 per cent return heretofore conceded fair should 
now be reduced to not more than 4 per cent. 

Speaking ffor the Property Owners’ Committee, Mr. 
Saunders asserted that the Pocahontas lines, even at the pres- 
ent time, were earning in excess of 6 per cent on their property 
value. The Chesapeake & Ohio, he said, in June, July and 
August average a net railway operating income 100 per cent 
greater than in April, April being the poorest month this year 
in point of earnings. 


INTER-RAIL COAL RATE FIGHT 


Treating the proposal of the Chesapeake & Ohio to reduce 
a proportional rate on coal to 55 cents from points on its line 
in the Logan, Coal River, Paint Creek and Cabin Creek, W. Va., 
districts to Huntington, W. Va., as an effort on the part of 
that carrier to regain traffic lost to competition from the 
Kanawha River groups, Logan mine operators asked the Com- 
mission to deny the petitions of the Baltimore & Ohio and 
others for suspension of the reduced rate. (See Traffic World, 
Oct. 15, p. 751.) By denying the petitions for suspension the 
Logan operators said that thus the Commission would permit 
them and the Chesapeake & Ohio to “meet a very practical 
competitive condition which cannot be met under the existing 
trans-river rate to Huntington,” and regain traffic lost to 
Kanawha River operators. 

The Logan operators’ reply was made for the Island Creek 
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Coal Co. and the West Virginia Coal and Coke Corporation, 
the Mallory Coal Co. and other coal operators which produced 
and shipped large quantities of coal from the mines on the 
Chesapeake & Ohio in the Logan district, all rail and through 
Huntington and thence by water, principally to Cincinnati and 
to other Ohio River points, and for the Island Creek Fuel and 
Transportation Co., a subsidiary of the Island Creek Coal Co., 
and the Ohio River Co., a subsidiary of the West Virginia 
Coal and Coke Corporation. These companies, said Robert E. 
Quirk, speaking for them, had invested approximately $6,000,000 
in tipples, tracks, locomotives, storage and other facilities at 
Huntington and at Cincinnati. 

The Chesapeake & Ohio said the question before the Com- 
mission was as to whether it was to be permitted to make the 
proposed reduction and retain what was left of the river-rail 
tonnage from the Logan field, and, if possible, regain some of 
that which it formerly moved or see the entire business trans- 
ferred to the Kanawha tipples. 

Answering a contention that the proposed rate would have 
a disruptive effect on the coal rate structure, the Chesapeake 
& Ohio said it had as great an interest in the coal rate freight 
structure as any railroad in the United States and that it 
certainly would not knowingly do anything that would ad- 
versely affect the revenues of other carriers. It said that it 
was its considered judgment that the proposed rate would 
not have any substantially adverse effect on the general situa- 
tion and would only enable producers on its rails partially to 
meet water competition from mines on the Kanawha River 
which paid no transportation charges to any railroad. 

The Commission, by division 2, refused, October 20, to 
suspend the Chesapeake & Ohio tariff reducing the propor- 
tional rate of 78 cents on coal to 55 cents from points on its 
line in the Logan and other West Virginia districts to Hunt- 
ington, W. Va., and from the Big Sandy, Ky., district to Cat- 
lettsburg, Ky., for transhipment at those points by the Ohio 
River, and the reduction became effective the following day. 


SIGNAL SYSTEMS 


The Pennsylvania-Reading Seashore Lines; Union Pacific, 
and Cleveland, Cincinnati, Chicago & St. Louis have filed appli- 
cations with the Commission for approval of proposed modifica- 
tion of signal systems or devices under paragraph (b) section 
26 of the interstate commerce act. Any interested party de- 
siring hearing should advise the Commission in writing within 
15 days from October 14. 

The Pennsylvania, and Duluth, Missabe & Iron Range have 
filed applications with the Commission for approval of proposed 
modification of signal systems or devices under paragraph (b) 
section 26 of the interstate commerce act. Any interested party 
desiring hearing should advise the Commission in writing within 
15 days from October 15. 

The Lehigh Valley and Baltimore & Ohio have filed appli- 
cations with the Commission for approval of proposed modifi- 
cation of signal systems or devices under paragraph (b) sec- 
tion 26 of the interstate commerce act. Any interested party 
desiring hearing should advise the Commission in writing with- 
ing 15 days from October 18. 

The Florida East Coast has filed an application with the 
Commission for approval of proposed modification of signal 
systems or devices under paragraph (b) section 26 of the 
interstate commerce act. Any interested party desiring hear- 
ing should advise the Commission in writing within 15 days 
from October 19. 

The Baltimore & Ohio has filed an application with the 
Commission for approval of proposed modification of signal 
systems or devices under paragraph (b) section 26 of the inter- 
state commerce act. Any interested party desiring hearing 
should advise the Commission in writing within 15 days from 
October 20. 


PETITIONS FOR REHEARING, ETC. 

Ex Parte MC 21, motor carrier rates in central territory. Williams 
Reed Truck Line and Roddy Motor Freight Transport ask modification 
of order. 

No. 27469, Virginia Lime Products Co., Inc., vs. C. & O. Complain- 
ant asks reopening and recansideration with respect to reparation in 
the period from April 13, 1934, to April 2, 1936. 

Finance No. 5353, Chesapeake & Ohio construction. Chesapeake & 
Ohio asks modification of certificate and order issued March 31, 1930, 
as modified by orders entered June 27, 1931, October 10, 1932, July 
31, 1934, and August 6, 1936, so as to extend time therein prescribed 
within which petitioner shall complete construction of its proposed 
line of railroad authorized by certificate and order of March 31, 1930, 
from December 31, 1938, to December 31, 1940. 

Finance No. 7833, Levisa River construction. Levisa River asks 
modification of certificates issued November 16, 1929, as modified by 
orders entered June 27, 1931, October 10, 1932, July 31, 1934, and 
August 6, 1936, so as to extend time therein prescribed within which 
petitioner shall complete construction of its proposed line of railroad 
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authorized by certificate of November 16, 1929, from December 31, 
1938, to December 31, 1940. 

No. 17000, Part 7, rate structure investigation, grain and grain 
products within the western district and for export; No. 27580, Atkin- 
son Milling Co. et al. vs. Alton et al.; No. 27628, Board of Trade of 
Kansas City, Mo., vs. Alton et al., and a subnumber thereunder, 
Omaha Grain Exchange et al. vs. Same. St. Joseph Grain Exchange 
and Board of Trade of Kansas City, Mo., ask reconsideration, argument 
on petition, and modification in part of reports and orders herein. 

Ex Parte MC 21, motor carrier rates in central territory. Inter- 
state Motor Freight System asks amendment of order. 

No. 26510, western-southern class rates. Norfolk Southern asks 
modification of appendix C of report and order in this and related 
cases, by adding Norfolk Southern to appendix C as a financially weak 
line for whom addition of arbitraries to standard rates may be au- 
thorized as have already been authorized for account of other short 
or financially weak lines now listed in appendix C. 

No. 26344, Mead Corporation vs. A. C. & Y. et al. Interveners, 
Hawthorne Paper Co.; Kalamazoo Vegetable Parchment Co.; Lee 
Paper Co.; Michigan Paper Co.; and Watervliet Paper Co. ask that 
proceeding be reopened for rehearing, briefs, oral argument and re- 
consideration. 

Ex Parte MC 21, motor carrier rates in central territory. Lawrence 
Trucking Co., Inc., asks modification of minimum rate order to extent 
of allowing it to continue in effect rates presently published in Law- 
rence Trucking Co., Inc., tariff No. 1, MF I. C. C. No. 1, covering 
mixed shipments as described in supplement 4 to this tariff. 

Ex Parte MC 22, motor carrier rates in New England. William 
Boardman and Sons Co. asks modification of order dated August 3, as 
amended, to extent of establishing minimum rate of 30 cents a 100 
pounds on green coffee, in bags, minimum weight 5,000 pounds, from 
Brooklyn and New York, N. Y., to Hartford, Conn., subject to pro- 
vision that shipments from more than one but not more than five 
consignors, requiring not more than three pickups at locations in 
either or both New York, N. Y. (from Battery to and including 59th 
St.), and/or Brooklyn, N. Y., may be consolidated for delivery to one 
consignee at one destination, at the said rate for the aggregate weight 
of all of shipments. 

MC-F 603, M & A Motor Freight Lines, Inc., purchase, Capital 
Freight Lines, Inc. M & A Motor Freight Lines, Inc., asks temporary 
grant of authority. 

MC-F 596, M & A Motor Freight Lines, 
Truck Line. 
of authority. 


Inc., purchase, Brooks 
M & A Motor Freight Lines, Inc., asks temporary grant 


LOANS TO RAILROADS 


The Reconstruction Finance Corporation has not had many 
applications for loans from railroads, according to Chairman 
Jones. He revealed at his press conference October 18 that the 
R. F. C. would lend the Southern $6,000,000 to purchase addi- 
tional equipment. He also referred to the making of a loan to 
the Seaboard Air Line in aid- of construction of a new light 
train between New York and Miami, consisting of day coaches. 
The Boston & Maine, said he, was seeking a loan to aid it to 
rehabilitate its property on account of damage done by the 
recent flood in New England. He also said that the corpora- 
tion might make a loan for equipment to the Louisiana & Ar- 
kansas which, he pointed out, was involved in merger negotia- 
tions with the Kansas City Southern. 


As of September 30, according to the monthly statement of 
the R. F. C., $604,677,739.11 had been disbursed in loans to rail- 
roads while $190,813,362.43 thereof had been repaid, leaving 
outstanding $413,864,376.68. 

The Commission, by division 4, has revoked a certificate 
of December 29, 1937, in Finance No. 11885, Erie Railroad Co. 
reconstruction loan, approving a loan of $6,006,000 to the Erie, 
for the reason that the company did not comply with the con- 
ditions of the report and certificate, and on January 18, 1938, 
filed a petition for the purpose of effecting a plan of reor- 
ganization under the federal bankruptcy act. 

The Commission, by division 4, has dismissed Finance No. 
12098, Baltimore & Ohio reconstruction loan, in which that 
company asked for a loan of $6,000,000 from the RFC to be 
used for maintenance, the purchase of materials, and the pay- 
ment of payrolls. The dismissal was on request of the Balti- 
more & Ohio for permission to withdraw its application. The 
carrier in making its request gave no reason for the with- 
drawal. The request was taken, however, by those who have 
been following the company’s effort to bring about a reorgani- 
zation of its affairs so as to reduce its fixed charges as indi- 
cating a belief by the Baltimore & Ohio that the Commission 
would approve its interest reducing plan and thereby remove 
the necessity for the requested loan. 


CHICAGO SWITCHING RATES 


The Commission, in No. 19610, switching rates in Chi- 
cago switching district, and related cases, has extended to 
September 30, 1939, rates on sand, gravel, crushed stone, and 
slag within the Chicago district and to the district from Joliet, 
reduced to meet truck competition. 


October 22, 1938 


ERIE REORGANIZATION 


A plan for the reorganization of the Erie calling for the 
reduction of a capital structure of $485,345,502 to $300,697,209 
has been presented in Finance No. 11915, by a bank and insur- 
ance company group of creditors which has been consulting 
creditors with a view to a prompt reorganization of the com- 
pany. According to the thought expressed in the plan, prompt 
would mean not later than July 1, 1939. 

The group, in a summary of its plan, says the proposal is 
to reduce the fixed interest debt, other than debt of leased lines 
which is serviced through the payment of rentals, from $275,- 
477,402 to $139,185,679, and fixed charges from $14,238,002 to 
$7,670,108. The new fixed charges, says the summary, have 
been earned every year up to 1938, when they probably will 
not be earned. The figures are as of December 31, 1938. 

For all the existing long term debt, Reconstruction Finance 
Corporation, Railroad Credit Corporation and bank loans, aggre- 
gating $270,477,402 and stock in the amount of $214,868,100, or 
a total of $485,345,502, says the summary, there will be substi- 
tuted a debt of $190,937,024 and stock amounting to $109,- 
760,185, a total new capitalization, as before said, of $300,- 
697,209. 

The fixed interest debt, exclusive of that served through 
rentals, according to the summary, would be reduced by 49 per 
cent, the total debt of 31 per cent, and the total capitalization 
by 38 per cent. 

Common stock provided for in the plan, says the sum- 
mary, will be distributed only to the holders of refunding and 
improvement bonds and unsecured claims. It will total about 
$77,000,000 and is to be issued at a par or stated value of $36.25 
a share. The summary said that if there were any equity in 
the property for the present stockholders it was obvious it could 
exist only after the indebtedness of the company was satisfied. 
By that method of dealing with the present stockholders, it 
added, the equity, if any, was available to them purely through 
their payment of debts. Their interests were not adversely 
affected, it asserted. In fact, it said, should they take up 
options provided in the plan they then would have an equity in 
a company with a sound financial structure and much improved 
credit. 


The poor credit of the Erie for many years, the summary 
said, had been due largely to the unwieldy financial struc- 
ture erected in the reorganization of 1896, when no adequate 
means of financing was provided, and financing through equity 
securities had never been possible. The opinion was expressed 
that this plan avoided that error and set up a new structure 
under which financing should be possible at low cost, and that 
in good times financing should be possible with equity securi- 
ties. 

A capital expenditures fund is provided by the plan, before 
sinking fund payments and preferred dividends, equal to 2 per 
cent of gross, to be used for additions and betterments which 
may not later be capitalized. The new securities would be 
dated January 1, 1939. 


The group of bankers and insurance companies, with a 
view to effecting a prompt reorganization, the summary said, 
had consulted as many creditors as possible believing that sub- 
stantial agreement, at least by the creditors, was highly de- 
sirable, if not essential, to effect a prompt reorganization. The 
group expressed the opinion that the provisions of the plan 
were adapted to provide flexibility so as to facilitate prompt 
reorganization and to afford adequate safeguards. 


BROWNSVILLE RAIL CONSTRUCTION 


Examiner R. R. Molster, in Finance No. 10894, Brownsville 
Switching & Terminal Railroad Co. construction, embracing 
also Finance No. 11128, Port Isabel & Rio Grande Valley 
extension, has recommended authority for the Brownsville 
Switching & Terminal to construct a line from a connection 
with the St. Louis, Brownsville & Mexico, in Brownsville, Tex., 
about five miles long. He has also recommended grant of 
authority to the Port Isabel & Rio Grande to construct an exten- 
sion of its line, a little more than five miles long, also in the 
same general territory, if the project can be financed. 

The applications provoked a controversy between the Mis- 
souri Pacific and the Southern Pacific railroads. The Texas & 
New Orleans, operator of the Southern Pacific system lines 
in Texas and Louisiana, opp dsed the application of the Browns- 
ville railroad and also conditions which the Port Isabel had 
asked to be imposed on authorization for it intended to prevent 
diversion of traffic from the Missouri Pacific system. The San 
Benito & Rio Grande Valley, also a Missouri Pacific affiliate, 
according to the report, opposed the Port Isabel application 
unless the conditions proposed by the Port Isabel to prevent 
diversion from the Missouri Pacific were attached. The ex- 
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aminer did not attach conditions to his recommendation . in 
respect of the Port Isabel construction. 

The Port Isabel-San Benito Navigation District, a Texas 
governmental agency, and the chambers of commerce of San 
Benito, Barlingen, Rio Hondo, and Mercedes, Tex., supported 
that application, but the Brownsville Navigation District, also 
a governmental agency, opposed it, according to the report. 
Port Isabel railroad, the examiner said, opposed the applica- 
tion of the Brownsville railroad. The state authorities, he said, 
made no representations. 

Port Isabel and Brownsville, about 26 miles from each 
other, according to the report, are parts of the Brazos Island 
harbor, and the application of the Brownsville railroad was to 
enable the Missouri Pacific more effectively to participate in 
traffic to and from Mexico, a phase of which was presented to 
the Commission in Brownsville Navigation District vs. St. Louis, 
Brownsville & Mexico, 225 I. C. C. 246, decided November 2, 
1937. The Brownsville, through its attorney, contended that 
the proposed line of that carrier would fall within the provi- 
sions of section 1 (22) of the act, under which a certificate 
was not required for the construction of spur, industrial, 
switching or side tracks to be located wholly within one state, 
because it would be a switching spur or industrial track wholly 
within the industrial area of Brownsville. Examiner Molster 
said the Commission should find that the line would not be an 
industrial or switching track. 

The controversy between the Missouri Pacific and the 
Southern Pacific was the result of the fact that the Southern 
Pacific had about $6,500,000 invested in a branch into the 
Brownsville district and the proposals of the applicants, it was 
believed, would result in diversion of traffic from its rails. 

The cost of the proposed Brownsville railroad was esti- 
mated at $114,526, and of the Port Isabel extension, $86,132. 
The Port Isabel, according to the report, proposed financing 
itself, including the cost of the extension into Brownsville, by 
means of a loan from the Reconstruction Finance Corporation. 
Counsel for the Brownsville railroad, the examiner said, under- 
took to challenge the propriety of the Port Isabel to finance its 
needs by a loan from the RFC. 

The examiner said the construction proposed by the 
Brownsville was necessary if the port of Brownsville was to 
have a fair opportunity to share in the Mexican traffic. 


W. P. REORGANIZATION 


A plan for the reorganization of the Western Pacific that 
wipes out the present stock and places interest on funded obli- 
gations on a contingent basis for five years, has been approved 
by the Commission in Finance No. 10913, its docket in that 
matter. The plan is to be made effective as of July 1, 1938. 

The plan provides for the creation of a capital fund not 
exceeding $500,000 in any one year nor in excess of $1,000,000 
at any one time similar to the action taken by the Commission 
in Spokane International Railway Co. Reorganization, 228 
I. C. C. 387. It sets up a committee to carry out the details. 

The capitalization of the reorganized company, immediately 
after the consummation of the plan, is to be substantially as 
follows: Undisturbed equipment trusts, Baldwin lease, and 
Pullman contract $3,066,117; first mortgage 4 per cent bonds 
$10,000,000, or a short-term note for $10,000,000; income mort- 
gage 4 per cent bonds $19,716,040; 5 per cent preferred stock, 
$29,574,060; common stock without par value 313,703 shares. 

Provision is also made for a sinking fund of one-half of one 
per cent. If the Reconstruction Finance Corporation or some of 
the interests in the company do not buy the $10,000,000 of first 
mortgage bonds they are to be used as collateral for a loan 
of that amount by the governmental agency. The Western 
Pacific Railroad Corporation and the Western Realty Co., 
unsecured claimants, are to receive no securities or cash in 
satisfaction of their claims, says the report, since their claims 
are found to be without value. The present stock is also 
found to be without value. 

The immediate effect of the plan would be a capitalization 
of about $63,000,000, if no money value be assigned to the 
no par stock issuable immediately. If a value of $100 a share 
be assigned to the 313,703 shares the capitalization figure would 
be about $93,700,000. 

Dissenting in part, Commissioner Miller expressed the 
opinion that it would be in the interest of the security holders 
to defer reorganization. 

That suggestion was made by him in view of the pos- 
sibility of legislation at the next session of Congress “to com- 
pel consolidation of railroads into a few systems, or even into 
one system, which would obviate the necessity of reorganiza- 
tion of the railroads now in bankruptcy, and also taking into 
consideration the fact that railroads cannot be reorganized 
to the best advantage under present economic conditions.” 
He said he agreed with the conclusions in the report that 
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present fixed charges must be practically eliminated if the 
reorganization was now to be effectuated. ; 5 

He disagreed with other conclusions, he said, especially as 
to the capital fund required and the amount of capitalization 
allowed. His reasons for disagreeing as to the capital fund, 
he said, were well stated in the part-concurrence of Commis- 
sioner Eastman in the Spokane International Case, supra. 
He said he was strongly of the view that the capitalization 
should be on the basis of the original cost, less depreciation, 
amounting to something over $120,000,000, which he pointed 
out, was about the same as was proposed in two of the three 
plans which the Commission had under consideration. The no 
par common stock, he said, might have no market value when 
the company was reorganized, but, he added, the issuance of 
$30,000,000 more than the majority authorized would give the 
present stockholders a chance to participate in the future 
profits of the company. 

Commissioner Eastman said he was in accord with the 
findings with two exceptions. He said he did not favor the 
creation of the so-called capital fund. Nor, said he, did he 
favor the provision that additional first mortgage bonds should 
not be issued on the basis of additional property of any kind 
or additions or betterments, unless the income of the reorgan- 
ized company available for fixed charges in the period of 12 
consecutive months within the 18 consecutive calendar months 
immediately preceding the date of authentication and delivery 
of the bonds equalled or exceeded 1.5 times the fixed charges, 
including the interest on the bonds then applied for. No addi- 
tional bonds, he said, could be issued without the permission 
of the Commission. That being so, said he, he could see no 
good reason for the Commission’s tying its own hands for 
the future by the incorporation in the plan of reorganization 
of an inflexible rule of that character. 

Commissioner Eastman said he was authorized by Commis- 
sioner Aitchison to say the latter did not favor the provision for 
the creation and maintenance of a capital fund in this case. 


SOO LINE REORGANIZATION 


The Commission, by division 4, in Finance No. 11897, Min- 
neapolis, St. Paul & Sault Ste. Marie reorganization, has ap- 
proved $15,000 a year, beginning July 1, 1938, as reasonable 
maximum compensation to be paid monthly to Henry S. Mitch- 
ell, counsel for G. W. Webster and Joseph Chapman, trustees 
of the Soo Line. Mitchel, while serving as counsel for the trus- 
tees, according to the Commission, shall receive no compensa- 
tion or salary as counsel or officer of the debtor, and that his 
only compensation or salary from the estate of the Soo Line 
in such service shall be that allowed by the judge of the court 
of jurisdiction within the maximum limits herein approved. 


BOSTON & PROVIDENCE REORGANIZATION 


The Commission, by division 4, has ratified the appoint- 
ment of Bentley W. Warren and Charles W. Mulcahy as 
trustees of the debtor in Finance No. 12131, Boston & Provi- 
dence Railroad Corporation reorganization. Pointing out that 
Mr. Warren and members of his immediate family owned 
certain securities of the New Haven and that certain matters 
affecting the estate of the Boston & Providence are or will be 
the subject of negotiations or litigation between the trustees 
of the New Haven and trustees of the Boston & Providence, the 
Commission has prescribed conditions as to him. One is that 
before entering on his duties as trustee, Mr. Warren and the 
members of his immediate family shall divert themselves of the 
ownership of any securities of the New Haven. Another is that 
Mr. Warren shall receive no salary or compensation as an 
officer or employe of the Boston & Providence or of any affili- 
ated corporation and that his only compensation from the 
estate of the Boston & Providence shall be that allowed to him 
as trustee by the judge in the court having jurisdiction, within 
the ee limits to be approved by the Commission as rea- 
sonable. 


NEW HAVEN REORGANIZATION 

The Commission, by division 4, has reopened Finance No. 
10992, New York, New Haven & Hartford reorganization, to 
permit the principal debtor, on or before December 31, to file 
with it a revised plan of reorganization, and the taking of 
further evidence in support of, or in opposition to, the revised 
plan at a time to be announced later. The Commission has 
also canceled the oral argument set for October 21 on the 


report proposed by Examiner Harvey H. Wilkinson in this 
proceeding. 


MONON REORGANIZATION 
The Southern Railway and the Louisville & Nashville Rail- 
road Co., in exceptions filed in No. 10294, Chicago, Indianapolis 
move beyond that destination to an intersate point fixes the 
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& Louisville Railway Co. reorganization, object, “vigorously” 
to Examiner Brinkley’s plan of reorganization for the Monon. 
The protesting carriers own 88.3 per cent of the total capital 
stock of the Monon. They acquired the stock in 1902 for 
approximately $12,000,000, according to the exceptions. 

The protesting carriers say the proposal of the examiner 
that the Commission find that the claims of the Southern and 
L. & N. with respect to notes held by them, the claims of gen- 
eral creditors, and the equities of the debtor’s preferred and 
common stock are without value and that the holders of these 
claims and interests should not be permitted to participate in 
the distribution of the new securities is based on unsound and 
erroneous premises and should not be approved. 

These carriers say further that the examiner erred in 
“ignoring the uncontradicted evidence of the essential traffic 
support furnished to debtor by Southern and Louisville & 
ome ad and in recommending elimination of their interest in 

ebtor.” 

Exception also is taken to the recommendation that the 
capitalization of the reorganized carrier be not in excess of 
$34,000,000, the Southern and L. & N. contending that that 
would be too low. 


MILWAUKEE-NORTH WESTERN MERGER 


Chairman Jones, of the Reconstruction Finance Corpora- 
tion, said at his press conference October 18 that he did not 
expect to see a merger of the Chicago, Milwaukee & St. Paul 
and the Chicago & North Western effected. His comment was 
made in answer to a question as to whether his staff had com- 
pleted its examination into the proposal to merge those two 
properties which was put forward on proceedings before the 
Commission involving reorganization of the two properties. He 
said the R. F. C. did not plan to make public any recommenda- 
tion as a result of its study but that the purpose of the study 
was simply that it might be informed if occasion arose for use 
of information of that kind. He also remarked that he did not 
expect to see any mergers of railroads effected at this time. 


SAVANNAH & ATLANTA REORGANIZATION 

The Commission, by division 4, has submitted the plan of 
reorganization of the Savannah & Atlanta, in Finance No. 
11336, for acceptance or rejection by the holders of first mort- 
gage 25-year 5 per cent gold bonds, due May 1, 1935, of the 
Brinson Railway Co., and of the first and consolidated mort- 
gage convertible 6 per cent gold bonds, due May 1, 1935, of 
the Savannah & Atlanta. The voting for acceptance or rejec- 
tion is to be done by ballots which must be placed in the mail, 
addressed to the Commission, and postmarked not later than 
November 30. 


VACATION ORDER VACATED 

The Commission, by order in No. 11761, Iowa passenger 
fares and charges, has reinstated the maintenance part of its 
order in this case, dated January 11, 1921, as modified, and 
issued in connection with the report, 60 I. C. C. 55. 

The Commission vacated the maintenance part of that 
order in carrying out its program to vacate and set aside the 
maintenance part of orders that seemed no longer to be neces- 
sary. This order was vacated as a result of a “show cause” 
proceeding instituted by the Commission by order of March 31, 
1928. No one having objected the Commission, June 6, vacated 
the old order. 

After the maintenance part of the order had been vacated, 
the railroads operating in Iowa told the Commission that inad- 
vertently its order of March 31 and June 6, when served 
either did not reach or were overlooked by their passenger 
departments. Therefore they made no objection to the vacation 
of the old order. They called attention to the fact that there 
was a statute which prescribed maximum passenger fares in 
Iowa which would be brought into effect again if the main- 
tenance part of the order of January 11, 1921, were set aside, 
and that the result of that revival of the statute would be to 
bring state passenger fares in Iowa below the interstate level. 

The Commission, in reinstating the order of January 11, 
1921,.said the vacating order of June 6, 1938, was improvi- 
dently made and entered. It also said that no reply had been 
made to the petition of the Iowa railroads for reinstatement 
of the order of January 11, 1921. 


PIPE LINE VALUATIONS 

The Commission, by division 1, in valuation docket No. 
1233, Bradford Transit Co., has found the tentative final value, 
for rate making purposes, as of December 31, 1934, of the 
property of the carriers, owned and used for common-carrier 
purposes, to be $800,000; owned but not used, out of service, 
$550; and used but not owned, leased from the Buffalo, Brad- 
ford & Pittsburgh Railroad Co., the Tide-Water Pipe Co., Ltd., 
and private parties, $946. 
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N. Y. SHIPPERS’ CONFERENCE 


The Traffic World New York Bureau 


Denial of the application of eastern railroads seeking fourth 
section relief has been asked of the Commission by the Ship- 
pers’ Conference of Greater York, it was announced at the 
monthly meeting of the conference October 18. 

It is asked that in no event should the application be 
granted without a full hearing at which the petitioners may 
have an opportunity to present their objections and evidence in 
support of such objections. In the meantime, the Commission 
is requested to suspend the proposed increase of rates on Sea- 
train Lines. 

A. C. Welsh, traffic manager of the Brooklyn Chamber of 
Commerce, who presented the report, said the shippers or or- 
ganizations of shippers of freight in interstate commerce who 
forward shipments between points in the east and points south- 
west via rail water routes in connection with the eastern rail- 
roads, Seatrain Lines, and various southwestern railroads ‘are 
vigorously opposed to the granting of the fourth section relief 
sought by the application of eastern railroads dated September 
24, 1938.” Under this application, it was said that the change 
proposed would provide for a 17 per cent higher rate than the 
break bulk lines from the interior and would destroy the aggre- 
gate of intermediate rates. 

Mr. Welsh reported that the petitioners asking suspension 
of the new rates had adopted the arguments in opposition to the 
application contained in the motion of the Texas & Pacific Rail- 
way Company and its subsidiary lines and the arguments con- 
tained in the reply of the Seatrain Lines, Inc. 

The Conference expressed its opposition to the establishing 
by the City of New York of a traffic bureau under the jurisdic- 
tion of the Department of Docks at a cost of $50,000 a year as 
had been proposed at a meeting of the mayor’s committee on 
port terminals. It was said that such a bureau was “unneces- 
sary and unwarranted” as traffic organizations of the city and 
the Port Authority of New York amply took care of such prob- 
lems and without cost to the city. 

Another resolution adopted authorized a petition to be pre- 
sented to the Maritime Commission asking it to make an inves- 
tigation of the practicability of establishing uniformity in coast- 
wise lines’ bills of lading. 

W. H. Chandler, traffic manager of the Merchants’ Associa- 
tion, told of action being taken on behalf of shippers providing 
that shipments of goods by motor truck be amply protected 
under state laws. 

Referring to the proposed reduction in express rates, he 
said most shippers of small packages to nearby territory were 
in favor of the plans of the Railway Express and only the pack- 
ing companies were opposed to the increase of rates in the 
higher brackets. 

On the motion of Cornelius Callahan, general manager of 
the Maritime Association, the conference registered its oppo- 
sition to the suggested discontinuance of the 69th Street ferry 
from Brooklyn to Staten Island, as had been proposed by Park 
Commissioner Robert Moses in connection with the circumfer- 
ential highway project. Mr. Callahan advocated the restoration 
of the 39th Street ferry and the construction of the Battery to 
Brooklyn tunnel. 


SEATRAIN RATE BASIS 


A large number of shippers and railroads on friendly terms 
with Seatrain Lines, Inc., have asked the Commission to sus- 
pend tariffs of eastern railroads, dated to be effective Novem- 
ber 1, publishing rates between points on the eastern lines and 
points on the Missouri Pacific, Rock Island, Louisiana & Ar- 
kansas systems and other southwestern railroads, via Seatrain 
Lines, on a basis higher than rates between the same points via 
the break-bulk steamship lines. The same interests have asked 
the Commission to deny fourth section relief enabling the east- 
ern lines which have asked for it to publish rates on that higher 
basis which would be in violation of the aggregates of inter- 
madiates rules of the fourth section. 

On the basis proposed by the eastern railroads, the first 
class rate between Albany, N. Y., and New Orleans, La., via 
Seatrain Lines from Hoboken, N. J., would be 17 cents higher 
than the rate via the same railroads and the break-bulk steam- 
ship lines. 

Relief from the intermediates parts of the fourth section is 
desired by eastern railroads so as to publish an intermediate 
application rule which would come into play in the event 
that the aggregate of local intermediates would be lower than 
the joint through rate but would not become applicable in the 
event of a lower aggregate of intermediates including a propor- 
tional rate. Stated in another way, the intermediate rule desired 
would be one which permitted the application of an aggregate 
of local rates if it were less than the joint through rate but 
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would not operate in the event the aggregates including a pro- 
portional rate were lower than the joint through rate. 

Unless proportionals were excluded it is believed by the 
eastern railroads Seatrain Lines could publish a proportional 
between Hoboken and New Orleans that would have the effect 


- making rates via Seatrain’s the same as rates via break-bulk 
ines. 


SULPHUR INCREASES PROTESTS 


The government barge line, Texas Gulf Sulphur Co., Amer- 
ican Agricultural Chemical Co., and Ashcraft-Wilkinson Co., 
have asked the Commission to suspend Dulaney tariffs, dated 
to be effective November 5, naming increased rates on sulphur 
from Atlantic and Gulf ports to interior destinations in southern 
territory. Some of the tariffs were dated to be effective October 
25 and others November 5. The Commission authorized a change 
in the effective date of those operative October 25 so that the 
operative date of all the tariffs became November 5. The 
government barge line request covers rates from New Orleans 
and Mobile to southeastern destinations. Most of the sulphur 
affected by the Dulaney tariffs originates in southwestern 
territory. 

A general claim made by the protestants was that the in- 
creases would be in violation of the Commission’s decision ‘in 
Ex Parte 123, in that they would be added to increases allowed 
in Ex Parte 115. The protestants claimed that such a cumula- 
tion of increases was in direct violation of the decision in Ex 
Parte 123. 

Another point made by the protesting interests was that 
the combination of the rates of carriers by water from south- 
western origin points to Gulf and south Atlantic ports and the 
proposed rail rates into the interior from the Gulf and south 
Atlantic ports would be about the equal of all-rail rates from 
points of origin of the traffic to the final destinations. The 
government barge line said that the increases were not pro- 
posed to provide additional revenue for carriers out of the 
sulphur rates from New Orleans to Mobile, but were proposed 
for the sole purpose of putting the barge line out of the business 
of transporting sulphur. 


STOP-OFF CHARGE 


Railroads in official classification territory have reached 
an agreement to increase the stop-off charge partly to unload 
or to complete loading from $6.93 to $7.25 a car, according to 
H. A. Hollopeter, chairman of the rate construction and tariffs 
committee of the National Industrial Traffic League. E. F. 
Lacey, executive secretary of the League, said lines in other 
territories still had the subject under consideration and that 
no date had been announced as to when the increased charge 
would be published. 


REPARATION ORDERS 

Reparation orders have been issued in No. 23463 (supple- 
mental), Wilson & Co., Inc., et al. vs. A. T. & S. F. et al.; No. 
26757, Seymour Packing Co. vs. A. T. & N. et al.; No. 27472, 
Sub. No. 2, Ohio Hydrate & Supply Co. vs. Pennsylvania et al.; 
No. 27627 (supplemental), G. W. Capps Produce Corporation 
vs. Norfolk Southern et al.; No. 27698, Carolina Veneer Co., 
Inc., vs. C. & O., et al.; No. 27700, Great Western Sugar Co. 
vs. C. B. & Q. et al. 


SUPREME COURT ACTION 


The Supreme Court of the United States has granted a 
petition for a writ of certiorari to the Circuit Court of Appeals, 
eighth circuit, in No. 342, Lowden vs. Simons-Shields-Lonsdale 
Grain Co., in which the Rock Island sued to recover for services 
in the installation of grain doors in box cars in which bulk 
grain was shipped. The lower court affirmed a judgment for 
the shippers (see Traffic World, Sept. 24, p. 587). 

In No. 367, Eichholz vs. Public Service Commission of 
Missouri, involving the right of a motor carrier granted a per- 
mit by the state commission to operate as an interstate carrier 
on Missouri highways to carry intrastate within Missouri, the 
court postponed to the hearing of the case on the merits further 
consideration of the question of jurisdiction of the Supreme 
Court and of a motion to dismiss. 





COAL OPPOSITION TO GAS LINE 


Pursuing the policy of opposition to the construction of 
natural gas pipe lines on account of damage to the coal indus- 
try, railroads, and other transportation agencies, established 
with regard to the Kansas Pipe Line & Gas Co. application 
(see Traffic World, Sept. 24, p. 589), the National Bituminous 
Coal Commission and the Maher Coal Bureau, St. Paul, Minn., 
have asked permission to intervene in the proceeding before 
the Federal Power Commission looking to the issuance of a 
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certificate to the Public Service Gas Co., of Minneapolis, Minn. 
That company has asked for a certificate authorizing it to 
construct and operate a 1,500-mile natural gas pipe line from 
Montana and Wyoming through North Dakota into South 
Dakota, Minnesota and Wisconsin. The line would serve 115 
communities with an aggregate population of more than 
1,000,000. Wal 

The construction of the pipe line, the coal commission 
asserted, would have a serious adverse effect on the public 
interest for it would constitute a serious blow to the coal 
industry and the well established agencies now transporting 
coal to and distributing that commodity in the territory the 
gas pipe line would serve. 

The substitution of natural gas for coal in the market terri- 
tories which the proposed natural pipe line seeks to invade, 
says the petition of intervention, would further complicate the 
nation’s unemployment problem, as it would result in the loss 
of jobs by a large number of miners of bituminous coal, em- 
ployes of railroads, truck and water lines, and persons in the 
service of wholesale and retail distributors of that commodity 
in the affected market territories. 

The Maher bureau said its subscribers handled some eight 
million tons of coal a year, selling it in a considerable part 
of the territory proposed to be served by the gas company’s 
pipe line project. 


WESTERN LIVE STOCK 


The Commission has assigned I. and S. No. 4541, live stock, 
west to central and southern states, in connection with No. 
17000, part 9, live stock western district rates, for hearing 
before Examiner Stiles and Copenhafer as follows: Salt Lake 
City, Utah, October 24, at the Hotel Utah; Fort Worth, Tex., 
November 1, at the Hotel Texas; and Kansas City, Mo., No- 
vember 7, at the Hotel President. 

Notice of the assignment at the points mentioned says 
that immediately on the close of the hearings in No. 17000, 
part 9, and I. and S. No. 4541, Kansas City, the proceedings 
will be adjourned to the Hotel Morrison, Chicago, Ill., for the 
receipt of additional testimony and to conclude the hearings. 


PROPOSED DIESEL-ELECTRIC ROAD 


“Is this another Pennsylvania political frame-up?” asked 
Roy Greene of Pittsburgh, Pa., in a personal letter addressed to 
President Roosevelt when he had been advised that the Com- 
mission, in Finance No. 12068, Pittsburgh & Harrisburg Short 
Line Railroad, had denied his application for authority to con- 
struct a Diesel-electric railroad on the South Penn right of 
way with money he hoped to obtain from the Reconstruction 
Finance Corporation (see Traffic World, Oct. 8, p. 963). 

“Kindly give this important matter your personal atten- 
tion, and advise me how to proceed to secure active federal 
backing,” said Mr. Greene in the letter which the White House 
sent to the Commission and the latter put into the docket 
created when Greene filed his application. 


AIR ACCOUNTS AND REPORTS 


The Civil Aeronautics Authority has adopted and promul- 
gated as its own, forms of financial and statistical reports to 
be made monthly and accounts to be kept by air carriers in 
the continental part of the United States and the territory of 
Hawaii in regularly scheduled service, prescribed by the Post- 
master General when he had jurisdiction over air carriers, for 
the use of domestic air mail carriers. The forms originally 
prescribed for the mail carrying air lines are to be used by 
carriers engaged in regularly scheduled air transportation in 
the territory mentioned. 

The forms prescribed for the accounts to be kept by the 
air carriers are those originally prescribed by the Postmaster 
General for carriers holding domestic air mail contracts. The 
Authority, in adopting the forms and regulations of the Post- 
master General, says that whenever the manuals prescribing 
the uniform system of accounts to be kept by the carriers refer 
to the Postmaster General, any assistant postmaster general, 
the Post Office Department or any division thereof, they shall 
be deemed to refer to the Civil Aeronautics authority. 


AIR MAIL COMPENSATION 

In a proposed report in air mail docket No. 17, air mail 
rates for route No. 2, embracing also air mail docket No. 36, 
in re rates for Transcontinental & Western Air, Inc., Exam- 
iners C. E. Leasure and R. J. Bartoo have recommended that 
the Commission find that the rates of compensation for the 
transportation of air mail by airplane and the service con- 
nected therewith, over air mail route No. 2 be found not to 
have been fair and reasonable. The route in question is be- 
tween Newark, N. J., and Los Angeles, Calif. The assailed 
rate was 24 cents, made applicable to a base mileage of 600,000 


The Traffic World 


Vol. LXII, No. 17 


airplane miles a month for the initial unit of 300 pounds of 
mail, or less. The examiners found that fair and reasonable 
rates for each airplane mile actually flown with 300 pounds of 
mail or less, from the date of the filing of the petition herein 
to and including June 30, 1937, were those determined by 
applying the provisions of the Commission’s order in Air Mail 
Compensation, 206 I. C. C. 675, as amended, to a base rate 
of 27 cents an airplane mile for a base mileage of 600,000 miles 
a month; and from and after that date had been, were and 
would be those determined by applying the same provisions 
to a base rate of 30 cents an airplane mile for a base mileage 
of 600,000 miles a month. 





AIR OPERATIONS TERMINOLOGY 


Preparatory to the opening of five new airway traffic con- 
trol stations at Salt Lake City, St. Louis, Fort Worth, Atlanta, 
and Kansas City, officials of the Civil Aeronautics Authority 
held a series of conferences at the La Salle Hotel, Chicago, the 
week of October 17. Air line operating officials and air pilots 
attended the conference, the purpose of which was to standard- 
ize and simplify air operating terminology and methods of 
transmitting ground reports and reports and orders from and 
to aircraft in flight. 

Eight control stations are already in operation, at Newark, 
Cleveland, Chicago, Washington, Pittsburgh, Detroit, Oakland 
and Burbank. The function of these stations is to control all 
traffic on the airways within delineated areas, as distant from 
the traffic control at individual airports. Flight plans for all 
movements over the airways in the areas, where marked air 
routes are often comparatively crowded and where air routes 
frequently intersect, must be checked and approved at the 
control stations. 

The following officials of the commission attended the con- 
ferences, which were expected to continue well into the week of 
October 24: 

Earl F. Ward, chief, airways operations division; Eugene 
Sibley, chief, communications section; J. H. Nicholson, assistant 
chief, communications section; Glen A. Gilbert, chief, airway 
traffic control section; John L. Huber, assistant chief, airway 
traffic control section; Fred L. Smith, chief, airport traffic 
control section. 


ALASKA A LAND OF SKYWAYS 

Skyways instead of highways constitute the major factor 
in the continued industrial and economic development of Alaska, 
according to the annual report on activities in the territory sub- 
mitted to Secretary of the Interior Ickes by Governor John W. 
Troy. 

Started 10 years ago with eight obsolete planes, aviation 
facilities in Alaska included a fleet of 155 modern ships, many 
equipped with two-way radios and operating on regularly sched- 
uled routes, said the report. In the two-year period ending 
March 31, 1929, only 272,999 passenger miles were flown; in 
the 1938 fiscal year, 5,634,461 passenger miles of flight were 
recorded, with only one fatal accident in commercial aviation 
in the last year. 

The total freight load in 1929 was 94,701 pounds; in 1938, 
mining machinery, produce, meats and dairy produce weighing 
3,415,759 pounds were carried by the 100 commercial pilots 
registered in the territory. 


AIR CARRIER AGENTS 


The Civil Aeronautics Authority, calling the attention of 
domestic and foreign air carriers to the facts that section 
1005(b) requires every carrier to file with it the designation 
of an agent on whom service of all notices, etc., shall be 
made, has prescribed a form to be used in making the desig- 
nation of such agents. 


AIR CARRIER TARIFFS 

Scheduled air lines filed with the Civil Aeronautics Author- 
ity October 17 tariffs covering charges for passenger service. 
So far as could be learned at the Authority tariffs covering 
the transportation of property were not filed by the lines at 
that time. j jae] 

Authority officials said the air division of Railway Express 
Agency, Inc., had prepared a tariff covering air transportation 
of express matter and that they did not expect the individual 
air lines to file tariffs covering property. Those handling 
tariffs at the Authority, however, said October 20 they had 
not seen a copy of the air express tariff and that, so far as 
they knew, such a tariff had not yet been filed. 


AIR REGULATION EXEMPTIONS 
Non-scheduled operators of aircraft have been exempted 
by the Civil Aeronautics Authority from the requirements for 
obtaining certificates of public convenience and necessity and 


——— 


October 22, 1938 


from the requirements of certain other provisions of Title IV 
of the civil aeronautics act of 1938, except in so far as any 
specific regulation or order of the Authority may otherwise 
prescribe, according to the Authority, which adds: 


The exemption, which is effective for an indefinite period, was 
made in order to enable the Authority to study the character of the 
various classes of non-scheduled operations and to determine what pro- 
visions of Title IV the Authority should make applicable to each par- 
ticular class of service. This, of course, does not in any way affect the 
rights, if any, of any non-scheduled operator who may desire to obtain 
a certificate of public convenience and necessity under the so-called 
‘“‘grandfather’’ clause of the act. If any non-scheduled operator con- 
siders himself to be a ‘‘common carrier for compensation or hire’’ or 
is engaged in the carrying of mail by aircraft and thinks that he has 
““grandfather’’ rights under the act, such ‘‘grandfather’’ rights can be 
protected only by the filing with the Authority of an application for 
a certificate of public convenience and necessity on or before October 
21, 1938, this being the last day permitted by the act for the filing of 
such application. The exemption adopted will, however, remove all 
doubt as to the legality of operations by non-scheduled operators after 
October 21, whether or not they shall have applied for ‘‘grandfather’’ 
certificates before that date. 





AIR TRAFFIC REACHES NEW HIGH 


September was the best month in the history of air trans- 
portation in point of revenue passenger miles operated, accord- 
ing to an announcement by Edgar S. Gorrell, president, Air 
Transport Association of America. Total revenue passenger 
miles for the month were 49,480,616, which was 7.4 per cent 
over August, and 4.9 per cent over September, 1937. The total 
for the first nine months of 1938 was 345,906,887 revenue pas- 
senger miles, also a record for the industry, and 11.3 per cent 
over the same period of 1937. 


Cc. A. A. HEARINGS 


The Civil Aeronautics Authority has announced that its 
first series of hearings on applications for certificates of con- 
venience and necessity under the grandfather clause will be 
held at Washington, D. C., in the Department of Commerce 
building. All the hearings are on applications of operators who 
were from May 14 until the effective date of the section, 
August 23, continuously operating as air carriers, said the 
Authority. 

This grandfather clause, says a statement by the Authority, 
provides that the Authority shall issue certificates to applicants 
solely on their proof of such operation, unless the service ren- 
dered was inadequate and inefficient. 

Hearings are to be held October 24 as to Pan American Air- 
ways and Pacific Alaska Airways before Examiner F. A. Law; 
October 25, Marquette Airlines before Examiner A. G. Nye; 
October 26, Delta Air Corporation before Examiner F. W. 
Brown; October 27, United Air Lines before Examiner F. W. 
Brown; October 28, Transcontinental & Western Air before 
Examiner C. E. Leasure; and October 29, National Airlines 
before Examiner L. Jordan. 


FACTS ABOUT THE RAILROADS 


“Materials from 119 manufacturing plants go into the con- 
struction of a standard locomotive,”’ says the Association of 
American Railroads. 

“Except for Japan, where labor is very cheap, American 
freight rates, as measured by revenue received for hauling a 
ton of freight one mile, are the lowest in the world. 

“Fifty-six per cent of the passenger trains classified as the 
=e scheduled runs in the world operate on American rail- 
roads. 

“An Englishman, Thomas Edmondson, conceived the idea 
of railroad tickets, and wrote the first ones in pen and ink on 
pieces of cardboard. 

“In 1930, the total daily mileage run by American pas- 
senger trains at a mile a minute or more was 1,100, while to- 
day it exceeds 40,000. 

“The first railroad tunel in the United States was opened 
in 1833 four miles east of Johnstown, Pa., for the Portage 
Railroad. 

“Approximately 3,200 Pullman cars depart daily from 
points in the United States and Mexico.” 





REPRESENTATION OF EMPLOYES 


The Brotherhood of Railroad Shop Crafts of America, 
unaffiliated with any labor organization, has won election as 
exclusive bargaining agency of employes in the shops of the 
Pennsylvania Railroad system in an election held under the 
supervision of the National Mediation Board. The brotherhood 
received 17,003 votes to 10,934 for other organizations, affiliated 
with the American Federation of Labor’s railway employes’ 
department. The election was conducted by shopmen in thir- 
teen states and the District of Columbia. 
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RAIL WAGE CONTROVERSY 


The Traffic World Washington Bureau 


The emergency board appointed by President Roosevelt to 
investigate and report on the rail wage dispute may submit 
its report to him any time up to October 28—that is, the re- 
port, under the law, must be made within thirty days after 
the board was created or not later than October 27. The 
board was created September 27. 

The board, composed of Chief Justice Walter P. Stacy, of 
the Supreme Court of North Carolina, chairman; Professor 
Harry A. Millis, of Chicago, and Dean James M. Landis, of 
the Harvard Law School, began hearings September 30 and 
concluded them October 17. It sat about six hours each week 
day in that period. 

Nothing is said in section 10 of the railway labor act, 
which relates to the board, about the President making public 
the report of such a board, but the theory of the drafters of 
the act was that it would be made public and an effort made to 
settle the dispute on the basis of the report. 

Skeptical observers in Washington think that, if the board 
recommends a basis for settlement that involves a wage reduc- 
tion, the President will not make it public until after Novem- 
ber 8—election day. ; 

After receiving the report, it is pointed out, the President 
may call in the representatives of the railroads and of the 
employes and urge them to make a settlement along lines 
recommended by the board. While consideration was being 
given to such a request it is not believed that the President 
would make the report public. 

The view is held that there is nothing in the railway labor 
act to prevent the emergency board, after it concuded its pub- 
lic hearings, from conferring with representatives of each side 
and, as a practical matter, seeing if it can get the two groups 
to compose their differences. In one instance, an emergency 
board reported to the President that a basis for adjusting the 
dispute had been agreed on and only a brief report was made 
to the President. The present board is the first to have been 
appointed to deal with a nation-wide dispute in the railway 
service. A number of boards have been appointed heretofore 
under the railway labor act but they dealt with local or 
regional disputes which did not affect the entire nation as 
does this one. 

For thirty days after the board submits its report to the 
President, the railroads and their employes are required to 
maintain the status quo—not cut wages nor strike. At the 
end of that period, if the dispute has not been settled, the 
railroads may reduce wages and the employes may strike. 


Need for National Plan 


Chief Justice Stacy, chairman of the President’s emergency 
board, in remarks made while Chairman Wheeler, of the 
Senate interstate commerce committee was before the board 
October 14 (see Traffic World, October 15), indicated a belief 
that the problem confronting the board was one which required 
creation of governmental machinery not now in existence. 

“Is it not necessary that there be some national plan by 
which the problem can be solved?” asked Justice Stacy. “For 
example, we have gotten into a situation here that is a little 
difficult. When you come to reduce wages on a national scale 
that necessarily résUltS"tn injustices and inequalities.” 

“Exactly,” ggjid Senatgy ‘Wheeler. 

“The emplov®s on the’ sfforig roads are not paying tribute 
to the industry b the strogé roads and they are not help- 
ing the weak ¥oads, id usti tacy. 

“That isG@aght,” § to eeler. 


“Now, 0 e othe thaf-proposition there must be 
some national an Ww mi agement can face that situa- 
tion,” said the \jystice. \ 


“Yes,” said, Chairmah, Wh@géfr. a? 

“Now, haves. westhe hiff@fy today?” asked the justice. 

“T don’t thirk*yéy have theffachinery today,” said the 
senator. “I think the machinery co be set up by which that 







could be done.” Me pes 

“That is the point,” Said: ice Stacy. 

The “book” exhibit offered by President Whitney of the 
Brotherhood of Railroad Trainmen was described by Mr. Fort, 
for the carriers, as a conglomeration of unsupported conclu- 
sions and irrelevant matter. No opportunity had been afforded 
counsel for the railroads to examine the book before it was 
offered, said he. The railroads were denied fair play in the 
matter, said he. The book, he thought, would be perfectly 
worthless to the board—that it shed no light on any issue 
before it. . 

Tom Davis, counsel for Mr. Whitney, said the book did 
not contain argument as alleged but that the source of prac- 
tically every statement in it was shown. The book was finally 
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received by the board to be used where it offered evidence and 
not otherwise. 

Senator Wheeler made two appearances before the com- 
mittee—in the morning and in the afternoon. At the morning 
session he read a brief statement opposing the wage cut on 
general grounds while in the afternoon he read a long state- 
ment based on disclosures in the railroad investigatoin con- 
ducted by him for several years. The testimony before the 
Wheeler committee was placed in the record before the board. 

“The managers of the railroads are asking the employes 
to accept a cut in wages at the annual rate of $250,000,000 a 
year,” said the senator. “This is roughly at the rate of about 
two-thirds of a million dollars per day. I have been trying to 
make some estimate of the amount the railroad industry of 
the country could save if it eliminated indefensible wastes. 

“T include in this category various kinds of wastes and 
losses. For example, losses through fraud by persons in control 
of a railroad. Losses through milking by persons in control. 
Wastes by paying tribute which should not be paid. Losses 
on the stock market. Improper dividends. Improper pur- 
chases of one sort or another. Wastes in the operation of the 
railroads. Wastes in the receivership or bankruptcy proceed- 
ings of the railroads. Wastes in the reorganizations of rail- 
roads. I include in this category wastes due to the failure of 
our railroads to break away from controls and interests using 
the railroads improperly. I include in this category wastes 
and losses due to faults in the financial and similar operations 
of the roads. 

“It is obvious that an estimate of the preventable losses 
of this category is at best only an estimate. 

“I have taken courage in arriving at an estimate because 
of the fact that 26 or 28 years ago one of the great Americans 
of our time was willing to make an estimate of a similar sort. 

“Back in 1910 to 1912, Louis D. Brandeis appeared before 
the Interstate Commerce Commission in opposition to an appli- 
cation of the railroads for increased freight rates. He acknowl- 
edged that the railroads were not making an adequate return 
on the value of their properties, but said they were going at 
their problem the wrong end to. He said that they ought to 
eliminate wastes. He said that they were then wasting $1,000,- 
000 a day. 

“In my opinion, if the railroads would eliminate losses and 
wastes of the categories above described, they could save them- 
selves $1,000,000 a day. If so, they could save at least as much 
per day as they would now take from the wages of their 
employes—in fact, half again as much. Of course, it is possible 
to say that although there are wastes and even serious wastes, 
they do not amount to as much as one million or two-thirds of a 
million a day. It is even possible to say that they do not amount 
to anywhere near such a sum. I have not attempted to make the 
dollar by dollar detailed estimate. But I know that the area of 
railroad activities which we investigated was only a portion of 
all their activities. I know that wastes with which we have 
not dealt have been described by leading authorities in the gov- 
ernment, such as Mr. Eastman. 

“Further, I know that certain wastes which it would be 
humanly impossible to evaluate mathematically may be far 
more costly to our system than the total amount of my esti- 
mate. I have seen railroad presidents and sometimes also their 
other senior officers running around for months engaged on 
matters which wholly prevented them from paying any atten- 
tion to the operation of their roads. Who would dare to say 
that the resulting losses in such cases are only minor losses? 
I am confident that a realistic weighing of the types of wastes 
and losses to which I shall shortly refer justifies an estimate at 
least as large as that which I have here presented.” 


Examples of Waste Alleged 


Examples of waste such as he had in mind were sum- 
marized by Senator Wheeler as follows: 


The monopoly of the Pullman Company. The carriers are obliged 
to sign on the dotted line the contracts for increased payments exacted 
by the Pullman Company monopoly. Pullman Company directorate 
interlocks with the chief railroad bankers. 

Purchases of steel rails and other steel products and materials and 
equipment of other kinds from industries which have monopoly prices 
and are interlocked with the financiers and controlling interests in the 
railroads. 

Failure of the railroads to conduct adequate research for standard- 
ization of the articles they purchase and thus failure to obtain articles 
at the resulting lower cost. Disregard of Coordinator Eastman’s pro- 
posals for such research. 

Scratching the backs of large shippers by purchasing for them ma- 
terials, equipment and supplies at unduly high prices—an indirect form 
of rebate. 

(Total expenditures for equipment, capital investments, materials 
and supplies of which the preceding three items are examples have 
averaged one billion dollars per year in the last 8 years.) 

Wasteful undermaintenance of roads in pre-receivership period re- 
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sulting in costs far greater than if roads had been kept in proper re- 
pair currently. 

Failure of receivers and trustees in bankruptcy to perform their 
duty of investigating and suing for past mismanagement and fraud. 

Wasteful expenditures in reorganizations and large expenditures 
for impractical reorganizations. 

Purchases of stocks of railroads by other railroads with resulting 
losses of tens and hundreds of millions of dollars. 

Joint purchases of stocks by railroads and their bankers, with sub- 
sequent unloading by the bankers, and resulting higher prices for stock 
purchased by railroads than if the bankers had not bought for them- 
selves at the same time. 

Heavy losses in purchasing terminal properties and other land and 
property from big shipping interests such as the packers—indirect 
form of rebate. 

Loans of railroad money to stock market syndicates with resulting 
heavy losses. 

Milking of railroads by holding companies. 

Losses of millions to wholly-owned subsidiaries and concealment 
of such losses by use of this device. 

Losses through carloading companies formed by railroads or affil- 
iated holding companies. 

Loans to shippers which were in fact indirect forms of rebates. 

Excessive charges by private car lines controlled by interests pow- 
erful also in the railroad industry. 

Imprudent declaration of dividends to serve the needs of financiers 
or speculators, sometimes when the roads declaring such dividends had 
no money to pay dividends or were even on the verge of bankruptcy. 

The bankers’ monopoly of the financing of the railroads. 

Evasion by the bankers and others of the interlocking directorate 
provisions of the Clayton Act. 

Failure of many of the railroads to perform their own fiscal agency 
services and to take from leading New York banks and trust companies 
this form of very desirable ‘‘gravy.”’ 

Weakening and demoralizing the morale and efficiency of the prin- 
cipal officers and managements of our railroads as a result of direc- 
tors’ and financiers’ keeping major financial facts from the manage- 
ments, causing them to conduct their books on a false basis, hampering 
them in order to serve Wall Street purposes, subjecting them to the 
straitjacket of unsound financial structures, etc. This loss may be as 
great as any other loss and perhaps greater than any of the other 
losses combined. 


Divisions and Rentals 


Senator Wheeler referred to the testimony given by Presi- 
dent Sargent, of the Chicago and North Western, and Mr. 
Joyce, of the Chicago Great Western, before his committee 
on the subjects of divisions and car rentals. In cross-examina- 
tion by carrier counsel the senator reiterated views previously 
expressed and read from the testimony before his committee 
in support of his statements as to the need for revision of 
divisions of the railroads in the Mississippi Valley. 

“Even if a wage cut were appropriate in the case of a 
number of our roads it would be wholly inappropriate in the 
case of many others,” said he, adding that the Pocahontas 
carriers had earned 9 per cent on their property value in 1937. 

Senator Wheeler said he assumed the board was _ not 
merely “a processing body” which converted contested testi- 
mony into mere findings as to facts. As he read the statute, 
said he, the board was one to investigate and report respecting 
the dispute. 

“Obviously, under the statute, you have the discretion, and 
I think you will agree, the duty to perform the task of states- 
men, to seek to deal with large policy and to find, if possible, 
a way out of a seeming impasse,” said he. “I believe that the 
dispute here in question can be best solved with the highest 
statesmenship in the manner in which so many disagreements 
between management and men in the railroad industry have 
been solved in the past. Frequently the aid of Congress has 
been sought and has been made available so that the settlement 
of disagreements has been achieved on a tri-partite basis. With 
Congress lending its aid through remedial legislation, it has 
often been found possible to satisfy, to a reasonable extent, 
both the managements and the labor organizations, and thus 
to solve disputes on a more lasting and healing basis than 
would otherwise be possible.” 


The senator said that after the loan “relief’’ bill had failed 
of passage at the last session he said he had worked out a 
bill which would have met the needs of both groups but there 
was not sufficient time to obtain action. He did not indicate 
the nature of the bill. 


“I am hoping that we can have legislation that will make 
reorganizations of our railroads more feasible,” said he. “I 
am hoping that we may have legislation that will deal with 
the problem of unjust enrichment of favorably situated roads, 
an enrichment which prevents needed relief for unfavorably 
situated competitors.” 

In the course of his cross-examination the senator said he 
had been told the Association of American Railroads was con- 
trolled by a few big roads and named the Union Pacific and 
the Pennsylvania. 

“If any railroad man in this audience doesn’t know it, 
he doesn’t know what the situation is,” said he. 
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He also charged that Union Pacific’s interest in the Illi- 
nois Central was a factor in the divisions’ issue. 

Max Lowenthal, special counsel of the Wheeler investi- 
gating committee, sat by Senators Wheeler and Truman when 
they testified. He also participated in the discussion and at 
the suggestion of Mr. Fort was sworn as a witness. In answer 
to questions, Senator Truman said he had had no opportunity 
to examine the record before the board and that he was not a 
statistical expert. 

Truman’s Views 


Senator Truman thought the railroads had not kept up 
with the air lines and trucks and busses in finding more effi- 
cient methods. The railroad managers were living in 1893 in- 
stead of 1938, said he. This resulted in Mr. Fort placing be- 
fore the senator an exhibit submitted in the hearing by labor 
to show the increased efficiency of railroad operations. The 
senator did not think the debt situation of the railroads was 
improving but when he was pressed as to another exhibit, rail- 
road counsel believed showed the contrary, he said he did not 
pose as an expert or a Statistician or anything of that sort. 
He finally said he opposed the wage cut because he believed 
it would be bad for the country at this time. 

A declaration was made by Senator Truman that if a 
young man came forward with a new idea in rail transporta- 
tion he was “fired” as an “upstart.” Asked on what he based 
that statement, the senator told of an incident, as told to him 
by the railroad employe involved, the employe having been 
“fired” because he exercised what he thought was good judg- 
ment in an effort to save railroad property in a flood. 


Sinking Funds 


Mr. Landis brought up a discussion of requiring sinking 
funds for retirement of railroad bonds and remarked that 
President Roosevelt had indicated he favored creation of such 
funds. When the Commission was referred to in this discussion 
Senator Truman said he thought the Commission needed re- 
organizing the same as the railroads. Asked by Mr. Landis 
whether the blame for failure to set up sinking funds was not 
partly with the Commission and partly with management, the 
senator agreed, adding he thought the Commission had fallen 
down on the job. 


Mr. Hay, for the employes, read from testimony given by 
R. V. Fletcher, general counsel of the Association of Amer- 
ican Railroads, to the effect that railroads kept their bonded 
indebtedness to keep rates up, Mr. Fletcher having acquiesced 
in a statement to that effect made by a member of the House 
ways and means committee before which Mr. Fletcher was 
appearing, by saying that that was one way to put it. Senator 
Wheeler remarked he agreed with Mr. Fletcher in that state- 
ment. 


Rail Rebuttal 


In rebuttal testimony Dr. J. H. Parmelee, director of the 
Bureau of Railway Economics, said that the average hourly 
earnings of railroad employes for the first six months of 1938 
who worked or were held for work were 77.2 cents, based on 
reports of the Commission. Taking up the question of salaries 
of executives, Dr. Parmelee said he had made a study of 62 
Class I roads representing 80 per cent of the mileage and 88 
per cent of the payroll of Class I roads. These roads in 1929 
had 1,121 positions paying $10,000 a year or more, while in 
1937, said he, they had 947 such positions and that there had 
been an aggregate reduction in payroll with respect to these 
positions of 25.7 per cent, 1937 under 1929. In 1929, continued 
he, there were on these roads 38 presidents. In 1937 eight of 
these positions had been abolished. Of the remaining 30, said 
he, 26 had had their salaries reduced, 1937 under 1929, three 
received the same in 1937 as in 1929 and one had had his salary 
increased but he filled a consolidated position of chairman and 
president with a saving in salary to the company of $40,000 a 
year. Taking all the presidents, 1929-1937, there had been a 
reduction of 47.2 per cent in salaries, said he. Some increases 
in salaries were made in 1935, 1936 and 1937, said he, repre- 
senting total or partial restorations of reductions made earlier. 

Taking up carloading figures, Dr. Parmelee said carloading 
for the first two weeks of October was 15.4 per cent under 
that for the same period last year, and also rebutted testimony 
of Mr. Harrison, for labor, to the effect that carloading now 
was running about what it was in the spring of 1937 when 
labor made its demand for increases in pay. The effect of Dr. 
Parmelee’s statement was that, considering the fact that Mr. 
Harrison referred to loading in March as compared with Octo- 
ber, the present loading in October should be much greater 
than it actually was if it were true that loading was now 
running about what it was in March, 1937, because of considera- 
tions with respect to seasonal increases in carloading usually 
occurring after March each year. 
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Dr. Parmelee dealt in detail with various exhibits submitted 
on behalf of labor and criticized them. He also made a state- 
ment about purchasing power in which he took the position 
that it was the aggregate money paid out in wages and not 
wage rates that made purchasing power. 

Commissioner Eastman was quoted by Dr. Parmelee on 
the question of railroad wages. He quoted from the com- 
missioner’s address before the Chicago Traffic Club, April 26 
this year, wherein the commissioner said an impartial investi- 
gation should be made of the labor controversy and expressed 
the opinion that it was quite possible that the time and cir- 
cumstanes were not propitious for the 1937 increases in rail 
wages “and that the employes as a whole have not benefited 
from the increase.” Dr. Parmelee also read from a publication 
of October 3 this year in which Mr. Eastman was quoted again 
on wages and suggested a practical rather than a theoretical 
approach in handling the wage problem and an inquiry into 
the car mileage plan of pay. Ability to pay must be taken into 
considering in passing on wages, said Mr. Eastman. 

Mr. Faricy, for the carriers, said officials on his road, the 
Cc. & N. W., would take the same cut as made in wages of 
other employes. Other rebuttal witnesses of the carriers in- 
cluded R. F. Welsh, of the Association of Western Railways, 
and C. D. Mackay, of the Southern, who submitted data with 
respect to section men and unskilled workers. It was stated 
that more than 69 per cent of the section men lived in the 
country or in towns of less than 5,000 population, and more than 
86 per cent lived in the country or in towns and cities of less 
than 50,000 population. It was stated that in 1934 33.4 per 
cent of all wage earners on the railroads were unskilled, the 
“wage earners” having totaled 759,884. These data were ex- 
pected to in certain respects by Mr. Keller and Mr. Kaplan for 
the employes. It was contended that skilled workers were in- 
cluded among the unskilled, that section men were not unskilled 
workers and that whether the latter worked in the city or coun- 
try their work was the same. The unskilled workers were a 
smaller percentage of the total workers than as given by the 
railroads, it was contended. 


Pelley Answers Wheeler 


John J. Pelley, president of the Association of American 
Railroads, took the witness chair October 15 to reply to Senator 
Wheeler. 

“Are there any observations that you would care to make 
with respect to that testimony?” asked Mr. Fort, referring 
to the senator’s remarks. 

“Quite a number,” said Mr. Pelley. “I take it that the 
senator made the statement he did to indicate to this board 
that through some twenty-odd rat holes, so called, the railroads 
are wasting as much money as they would obtain by this wage 
reduction of 15 per cent, and I take it that his purpose was to 
indicate to this board that that was true, and being true, there 
was no necessity for a wage reduction. 

“That is not the fact, and I should like to tell you why in 
considerable detail.” 

Mr. Pelley said he had never heard before that money was 
wasted through the use of the Pullman Company by the rail- 
roads. He said the most economical way to supply sleeping car 
service was through a pool of cars and that was what the 
Pullman company supplied. If a railroad had to supply its 
sleeping car equipment, said he, to meet all its peak require- 
ments, it would require a tremendous investment that was not 
now necessary. He made the point that if the Pullman Com- 
pany had been making too much money he did not think the 
Commission recently would have increased its rates 5 per cent. 


Price of Rails, Coal 


With respect to railroads paying higher prices for rail and 
probably some other commodities of so-called interlocking direc- 
torships, Mr. Pelley called attention to the requirements of the 
Clayton act with respect to competitive bidding where there is 
an interlocking relationship. 

“The Senator spoke about the failure of the railroads to 
carry on research which would result, if they did carry on 
research, in standardizing equipment and making it possible 
for the railroads to reduce the cost of their supplies a great 
deal. Well, apparently he is not very well informed about what 
we are doing regarding research, because even through the old 
association we have been carrying on research very extensively 
for many, many years. Many railroads on their own account do 
extensive work in research.” 

Mr. Pelley said at the moment the railroads, collectively, 
with the locomotive builders, were trying to develop a steam 
locomotive that would handle a thousand ton miles an hour on 
level track. 

Saying that Senator Wheeler spoke of buying traffic, “pay- 
ing prices that we didn’t have to pay for materials and supplies, 
in order to get the traffic of the people from whom we buy,” 
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Mr. Pelley said he thought the senator admitted on cross-ex- 
amination that the one particular thing that the I. C. C. investi- 
gated was the purchase of coal and that he also admitted that 
when the government took over regulation of the bituminous 
coal industry, one of the first things the coal commission did 
was to raise the price of railroad coal 20 cents a ton, “which 
seems to me alone to be quite a tribute to our purchasing de- 
partments of our various railroads, that they were able to buy 
the coal at figures much less than the Bituminous Coal Commis- 
sion thought was a fair figure. 

“They must have been doing a pretty good job,” continued 
he. “And incidentally, every time I get around the coal com- 
mission, or within earshot of it, I hear a great deal af criticism 
of the railroad that I used to operate. because of the ridicu- 
lously low prices we paid for coal. And I have to admit that 
they were rather ridiculously low. So I think there is very 
little, if anything, in that.” 

Mr. Pelley referred to alleged wasteful practices because of 
undermaintenance, and agreed there might be “a little in that,” 
the point at issue having been with respect to carriers trying to 
save money on maintenance to keep out of the courts and then 
later having to spend a great deal more to bring the property 
back than if it had been carried along on a uniform basis. 

Mr. Pelley said the senator had spoken of the failure of 
trustees and receivers to prosecute mismanagement, and misap- 
propriation of funds, and fraud, and dishonesty, and what not. 
He said his general impression was that some of that had been 
done and pretty generally unsuccessfully. 

Referring to allegations in the Frisco-Rock Island case in 
which he said the board of directors and bankers were accused 
of having bought some 180,000 shares of Rock Island stock to 
the disadvantage of the Frisco, the court had just decided in 
favor of the bankers and the board and made the point that 
one thing that governed his decision was the very high standing 
of the banks involved. 

As to wasteful expenditures made by the railroads in mak- 
ing reorganization plans Mr. Pelley said any money that was 
spent for such purposes must be approved by the Commission 
and the court. 

As to railroads losing money by purchasing stock of other 
railroads Mr. Pelley said that such losses were not entirely 
confined to the railroads. Such losses as had been sustained 
were due to the general depressed condition of industry that it 
reduced the price of stock, said he. He said the senator spoke 
also of the milking of railroads by holding companies. He said 
it might be that the holding company was all wrong and that 
it should be abolished. He said he wondered what the senator 
was going to get out of the investigation he was making. If 
there could be legislation that would improve the railroad situa- 
tion, ‘“‘we would be very much pleased about it,” said he. He 
had discussed the investigation with the senator, said he. 


Not As Pure As Ivory Soap 


“As I said to him, we don’t claim to be as pure as Ivory 
soap, but we are pretty good,” said he. ‘We have been under 
the scrutinizing eye of this governmert for 50 years, and every 
man at the head of a railroad in this country today was born 
in regulation. He has known all of his life that his every act 
must stand the acid test of public approval. If some mistakes 
have been made, all right, let’s correct them. We have no fault 
whatever to find with the investigation and are glad that it is 
being made, and hope that something will come out of it of real 
value to us.” 

Mr. Pelley said the senator had not said in what way the 
railroads were losing money by using the car loading compa- 
nies, but that this question was one on which the railroads did 
not agree. 

“Some railroad officers could prove to you to a dead 
moral certainty that if they were to abolish or discontinue their 
forwarding companies that they would lose a lot of traffic to 
the highways,” said he, adding that the Commission had investi- 
gated this matter and that a report was expected from it. 

With respect to loans to shippers or rebates, Mr. Pelley 
said he did not know anything about that but he called attention 
to the fact that the Commission had a most efficient department 
of inquiry and he just could not imagine there being anything 
of any sericus consequence in that connection. He said there 
was a lot of talk about excessive charges for use of private cars. 
Some railroads felt they had to pay too much—that he did 
when he was running a railroad. The present charge was 2 
cents a mile, said he, and that charge was arrived at on a cost 
basis, it being considered that some reasonable profit ought to 
be made, probably 6 per cent. 

Mr. Pelley said the senator had said that a good many divi- 
dends had been paid that should not have been paid. 

“T think that is correct,” said he, “but I would also say that 
my hindsight is just as good as his, and any other board of 
directors’ hindsight is just as good as his. I would call atten- 
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tion to the fact that when this depression came on and every- 
body was trying to hold up wages and buying power and 
everything else, it might be that some board of directors some- 
where strained a point in the direction of trying to keep the 
thing up. Take my own personal case on the New Haven Rail- 
road. I voted to declare a dividend that if I had known all 
that was going to happen, I never would have been in favor of.” 

“The senator talked a great deal about banker control,” 
continued Mr. Pelley, “and really I think the senator believes 
there is something in it, because I have talked to him about it 
a great deal; but if there is anything in it, I don’t know any- 
thing about it. I was the president of a railroad—two railroads 
—one for two and a half years and the other for five and a 
half years—and I never heard anything about it and never 
knew anything about it. No banker ever tried to tell me any- 
thing about what to do with my road, so I just don’t know 
what that talk is all about. Now, maybe he has got something 
more specific than I know about, but there is just nothing to 
that so far as I know.” 

Referring to a charge by the senator that railroad officers 
did not have a free hand to operate their properties, Mr. Pelley 
said he had never heard of a case where a railroad officer 
failed to do something that he thought would be to the in- 
terests of his property, and did not do it because somebody 
did not want him to do it who had a financial interest in it or 
something of that sort. 


Wage Cut Must Be Prosecuted 


Referring to the plan proposed by George M. Harrison on 
behalf of railroad labor, Mr. Pelley said that by and large 
he thought it was very good, though there were some things 
in it he probably could not fully approve, “but I think it is 
a program that probably we and the men with some talk across 
the table might pretty fully agree upon.” 

Notwithstanding that any plan or program to aid the rail- 
roads might be proposed, said he, he wished to tell the board 
that “there is no plan, there is none that can be made, there 
is none that can be put into effect that will meet this emer- 
gency that we are in now.” 

“There is nothing that can be done for this railroad indus- 
try that would obviate the necessity of prosecuting this wage 
reduction to the last,” said he. 

Mr. Pelley believed that generally there was a sympathetic 
attitude in the government toward the railroads from the Presi- 
dent down, but he wished to reiterate that the wage cut “is the 
only way out for us.” 

Mr. Pelley was cross-examined by counsel for the railroads 
and also by Mr. Lowenthal. Much of this had to do with 
matters developed in the Wheeler investigation. 


Wheeler Investigation 


The attitude of the railroads toward the Wheeler investi- 
gation was discussed, Mr. Pelley denying that he had tried to 
stop the investigation. Mr. Pelley said the only concern he 
had had was that the investigation would prevent the inter- 
state commerce committee from considering proposed legisla- 
tion in which the railroads were interested and that Senator 
Wheeler had promised him he would not permit that to hap- 
pen. 


“So I had no further objection to the investigation, and I 
will say incidentally that the senator made good to me 150 
per cent,” said Mr. Pelley. 

Counsel for labor brought up the correspondence between 
Milton Harrison and Mr. Pelley in which Mr. Harrison wrote 
that he had scotched the investigation, and that Pelley had 
expressed the hope that Senator Wheeler would “stay put.” 
This correspondence was disclosed in the Wheeler investigation. 

Mr. Pelley said his board had never given the question of 
the Wheeler investigation much consideration, that is, with 
respect to the investigation being made. 

“T think the general feeling was, and my feeling was, and 
it has been confirmed by the investigation for that matter, that 
they probably would dig into a lot of matters that had already 
been made known, they would probably get into this Van 
Sweringen matter that had been in the newspapers for months. 
They might get into this Terminal Share matter that had been 
in the newspapers and been in a master’s court. Frankly, I 
thought probably the investigation wouldn’t be worth the money 
that it would cost.” 


Rails Not All Wrong 


While being cross-examined by Mr. Lowenthal, Mr. Pelley 
suggested that the former mention some of the good things 
while he was talking, such as purchase by the Pennsylvania of 
Norfolk & Western stock. He told Mr. Lowenthal he was not 
going to let him give the impression that things were wrong 
generally in the railroad business because that was not true. 


—— 
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He said it had taken Mr. Lowenthal two years to dig out most 
of what had been known before. 

In an interview Senator Wheeler expressed the opinion 
that at this time he saw no immediate prospect of general rail 
legislation being enacted at the next session of Congress. He 
foresaw only “patchwork” legislation. He expressed the opin- 
ion that no actual solution could be worked out until railroad 
presidents would join labor and Congress in a sensible job of 
reestablishing the carriers on a sound basis. 

Dean Landis, when the presentation of testimony had been 
concluded by both sides late October 15, made inquiries of 
the railroad representatives as to just what data were before 
the railroad executives in Chicago last spring when they de- 
cided to seek a 15 per cent reduction in wages, particularly 
with respect to comparisons of railroad wages with wages in 
other industries. According to statements made, the executives 
had no such specific data before them when they made their 
decision. But they were generally informed of the situation, 
it was said, chiefly as the result of the negotiations which re- 
= in the increases granted the employes last summer and 
all. 

At the conclusion of the hearings, arrangements were made 


for each side to have three hours October 17 in which to argue 
the case. 


Argument Presented 


The case was argued on behalf of the carriers by Sidney 
S. Alderman and J. Carter Fort, and on behalf of the employes 
by Charles M. Hay and Ray T. Miller, for the brotherhoods 
and unions other than the Brotherhood of Railroad Trainmen 
for which Tom Davis appeared. 

Opening the argument for the carriers Mr. Alderman 
submitted a brief prepared by railroad counsel outlining the 
evidence and argument of the carriers. 

Railroad counsel contended that the present proceeding 
was “a severe test” of the railway labor act, a law which 
had been widely praised as fair and as a model for the regula- 
tion of labor relations. On that point they said: 


The employes’ theory in this case is essentially an attempt to have 
applied, in defense of their present high wage rates, a general political 
or academic philosophy against wage reductions, regardless of the con- 
ditions of general and railroad business, regardless of their present 
earnings as compared with their earnings under prior and more favor- 
able conditions, regardless of their earnings as compared with the earn- 
ings of the other major classes of wage earners and citizens and with 
their respective trends, and an attempt to keep railroad employes’ wage 
rates up at the present excessively high levels by the mere momentum of 
past movements which have pushed them to those levels under other 
and more favorable conditions. If such a theory is to prevail against a 
meritorious case presented by the carriers for wage reduction, then the 
law will have proved to be indeed a ‘‘one-way law,’’ useful only in aid 
of the employes when they are plaintiffs, and it will have failed to ac- 


complish that preservation of the public interest for which it was in- 
tended. 


Carriers’ counsel said the basic facts involved were undis- 
puted—that the real issues were conflicts of philosophies and as 
to conclusions to be drawn from admitted facts. 

Addressing himself to the point as to what data the rail- 
road executives had before them when they decided to cut 
wages 15 per cent, Mr. Alderman said if the processes by 
which they had made that decision were to be made the subject 
of inquiry, likewise the board should ask for the record in 
that respect on the other side. 

Referring to allegations of inefficiency on the part of rail- 
road management, Mr. Alderman said the only inefficiency he 
had observed was that railroad management had permitted 
George M. Harrison, the head of the Railway Labor Executives’ 
Association, to embark on a labor union career and had not 
obtained his services on the side of management. 

Discussing the view of labor that “ability to pay” was not 
a factor to be considered in determining the level of wages, 
Mr. Alderman said that “ability to pay” was a talking point of 
labor when wages were raised in 1937. 


Labor “One Way” Only 


“The labor leaders have their job to perform and they do 
that job with magnificent ability,” said carrier counsel. 
“Their job is to get constantly more and more for their men, 
Lo move constantly forward, never backward. As they frankly 
state, the labor organizations are geared only for forward 
motion, they have no reverse gear equipment. When they 
secure advances for their men in times of prosperity or of high 
costs of living, their organization is designed to operate with 
an automatic ratchet effect, to lock the advance against any 
reduction in subsequent times of depression, and then to start 
from that high level for further raises in subsequent times of 
prosperity. They are necessarily, from what they believe to 
be their own interests, ‘one-way’ organizations. 

“In the present case, they are forced by the inescapable 
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logic of events and economic trends to go even further and to 
take the square position that bondholders have no right to 
the small rate of return guaranteed them by their secured 
investments which have financed and enabled the creation 
of the great railroad industry that gives its employes their 
livelihood; that the stockholders, the owners of the properties, 
have no right to any return on their investment; that capital 
has no rights which must be respected; and that however unable 
the railroad industry is to meet its operating expenses, taxes, 
and fixed charges, the employes have the inalienable right to 
retain whatever scale of wages and compensation they have 
been able to achieve under different and more prosperous con- 
ditions and by their constant demands for increases based on 
other conditions.” 

The basic ground for the demand for the 1937 increases 
was that business was picking up, asserted rail counsel. 

“When railroad and general business has been prosperous 
and the ability to pay higher wage rates has been more or less 
demonstrable, the employes have consistently used that fact 
as the basis for demands for increases,” said counsel. 

“In the face of downward economic trends such as we are 
now facing, the labor unions always shift from consideration of 
costs of living and ability of the industry to pay to arguments 
based upon the necessity for preserving a ‘living wage,’ upon 
the asserted necessity of maintaining consumer ‘purchasing 
power’ by maintaining high wage rates, and to arguments 
charging the railroads with overcapitalization, ‘banker controll,’ 
and spoliation.” 

Railroad counsel asserted the emergency board had no 
function to perform with reference to establishing a broad, 
long-term national transportation policy, and that the dumping 
before the board of the transcript of the hearing before the 
Wheeler committee was essentially unfair and an attempt to 
deny the carriers the fundamental right of due process of law. 


Labor’s Argument 


Mr. Miller followed Mr. Alderman, building his argument 
against a wage cut on the theme that a wage cut would be 
a blow to New Deal philosophy. Railroad management’s rea- 
son for a wage cut was that it was the “wise” thing to do, said 
he, asserting he had not heard of it being the just thing to do. 
Had the carriers been wise in the management of the railroads 
at any time, he asked. 

Mr. Hay said the wage cut move was not a proposal on 
the part of the bankrupt and other distressed roads to cut 
wages in order to obtain temporary relief nor a proposal of 
all the roads to cut the wages of only the better paid groups 
of employes, but a proposal of all the roads to cut the wages 
of all the employes. He contended the evidence showed that the 
proposal was conceived in haste and born in confusion—that 
the board had been unable to ascertain just who started the 
movement or how it started. 

“It is indecent and inhuman for any group of men to launch 
a movement that, if successful, will thrust a million men and 
their families down to a lower level of living than they now 
enjoy, subject them to embarrassment, hardship and humilia- 
tion, without giving the matters which give rise to a movement 
a different sort of consideration from that given in this matter,” 
said he. 

Mr. Hay said the wage cut proposal was opposed by the 
employes because it would be grossly unjust to them, would 
reduce the wages below a fair measure of the value of the 
service rendered by the men now engaged in the industry. He 
spoke of the labor problems created by technological improve- 
ments and said the board had a great opportunity “to lay down 
for this industry and the other industries of the country, prin- 
ciples which should govern them in making wage adjustments 
with the men remaining in industry after their fellows have 
been eliminated by technological improvements.” 

By recommending a wage cut, said he, the board would 
in effect say it made no allowance for labor because of the 
increased productivity of industry developed by technological 
improvement. On the other hand, said he, by declining to recom- 
mend a cut “and by making it clear that one of the reasons 
impelling you to that course is the recognition of the right of 
men remaining in an industry revolutionized by technological 
improvements to a larger per employe share in the proceeds 
of the industry,” the board would be making a most invaluable 
contribution to “our social and ethical thinking on industrial 
and wage questions and would be a lasting and transcendent 
service to a distressed country.” 

“We are here to prevent railroad presidents and railroad 
bankers from striking a deadly blow at the business of the 
country and bringing disaster upon the railroad industry,” said 
Mr. Hay, continuing in part as follows: 


We oppose this wage cut proposal because, as the evidence in this 
case abundantly shows, wages are not the source of the industry’s 
problems, and reduction in wages will not solve them. Whether a wage 
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cut be put into effect or not, approximately 68 per cent of the roads 
will continue solvent and comfortably sound. Twenty-three per cent 
will continue in bankruptcy and about 9 per cent will struggle along 
trying to keep out of bankruptcy. 

Existing wage rates are not distressing the solvent roads, or the 
roads in receivership. The only roads which will have any concern 
with the wage rate are the 9 per cent which Mr. Harrison has charac- 
terized as the problem roads. Many of them ought to go into trustee- 
ship for the purpose of re-organization. Some of them are long over- 
due at the bankruptcy court. Following the enactment of the amend- 
ments to- the bankruptcy law and the passage of the emergency trans- 
portation act, which, in positive language, sought to encourage reor- 
ganizations of over-burdened railroads, many of them took advantage 
of the new law and went into trusteeship and are still there, and others 
ought to take the same course. .. . 

We oppose the wage cut . . . because the recommendation of a cut 
would deter the railroad industry from sincere and vigorous efforts to 
set their house in order by the correction of such shocking abuses, 
wastes and extravagances as Senator Wheeler gave in summary for the 
committee. . 


Criticizes Pelley 


Shocking and astounding as his disclosures were, a spectacle was 
presented the following day which should bring even deeper grief and 
humiliation to every man connected with the railroad industry and to 
all friends of the industry. There appeared before this board the man 
who has not only been a railroad president, but who is now the presi- 
dent of all the presidents, the man who stands at the very top and 
peak of the railroad industry. This spokesman and ambassador of that 
industry to the country, the man of all men charged with responsibility 
of keeping the industry in every line and department clean and honest 
and efficient and of highest service to the country, sat here and con- 
fessed that he had given only such attention to the investigation and 
disclosures of the Wheeler committee as any headline reader of the 
newspaper would give; that, in fact, he only casually considered the 
whole matter. 

I say to this board in solemn earnestness, and I speak now not as 
the representative of these men, but as a citizen of a country, depend- 
ant for high service upon the railroad industry in peace and in war, 
that I heard the testimony of Mr. Pelley with a heavy heart and re- 
flect upon it with deep misgivings for the future of the railroad indus- 
try and the country. 

We oppose the wage cut . . . because it is inconsistent with our 
present national, social, industrial and governmental policy. The lead- 
ership of the country at this time has discarded the old philosophy of 
low wages, bottomed upon the theory that low wages encourage more 
employment, more widely distributed buying power and through that 
increased production, and is committed to the philosophy of higher 
wage standards resting upon the theory that the maintenance of such 
standards is essential not only to the realization by workers of the 
American ideal of a decent and comfortable living, but as essential also 
to the creation of wide markets for the products of modern industry. 


Mr. Hay dwelt on labor’s proposal that the wage cut pro- 
posal be dropped and a national transportation plan develpoed. 
In that connection he praised Mr. Harrison for having sub- 
mitted an outline of a plan while, he said, railroad presidents 
presented nothing along that line. 

Mr. Davis, for the trainmen, made a general attack on the 
proposal of the railroads and wound up, paraphrasing William 
Jennings Bryan’s “you shall not crucify mankind upon a cross 
of gold,” and applying that statement to Mr. Enochs, chairman 
of the carriers’ joint conference committee, with respect to the 
wage cut. He charged that the railroads were in their present 
condition because of mismanagement, because of banker con- 
trol, and because of avoidable waste in the industry. He said 
the railroad managers were merely the Charlie McCarthys of 
the House of Morgan and of Kuhn, Loeb and Co. He told the 
board there was no room for compromise in this case—that 
there was nothing to justify a reduction of even one per cent 
in the wages of railroad employes. 


Fort Closes for Carriers 


Mr. Fort, late in the day, made the final argument in the 
proceeding before the board. He had heard enough oratory in 
the course of the day, said he, to do him for a long time, and 
if the board expected to hear any more it would be disappointed. 
The decision of the board, said he, would have a most important 
bearing on the future of the railroad industry. The railroads, 
said he, would be glad to double the wages of railroad: em- 
ployes, if they could. He believed the situation called for the 
application of good common sense. 

“Instead, this board has been treated to a regular Hal- 
loween parade of the hob-goblins,” said he. 

Mr. Fort pointed out that the railroads last year had raised 
railroad wages. The increasing wage rates then did not cause 
any improvement in business, said he, and there was no more 
reason to think that decreasing them now would cause a 
decline. He argued that to set wages at some ideal level without 
reference to what happened to the rest of the industry, was 
simply not good sense, and would not work. 

Senator Wheeler issued a statement criticizing the testi- 
mony of Mr. Pelley before the board. 


Statement by Stacy 


Remarks made by Chairman Stacy when the presentation 
of the case had been concluded gave rise to speculation as to 
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what the board would recommend in its report. One view was 
that it would recommend a compromise—that the employes 
take a reduction or deduction in pay at least for a specified 
period pending improvement in the condition of the railroads. 

In his remarks Chairman Stacy said that one might be 
interested in the purchasing power of eggs and under normal 
conditions it was desirable that the purchasing power of eggs 
should be high, but that if one’s chickens fell sick, it might be 
necessary for the time being to turn attention to the health 
of the chickens. 

“However,” he immediately added, “that is venturing upon 
the merits of the case and it is not now desirable to express 
any opinion upon the subject.” 

Chairman Stacy’s remarks follow: 

“Perhaps it is unnecessary to restate the reasons why this 
board is here. They have already been enumerated in the 
record. 

“IT would like to express to the parties on both sides the 
appreciation which is ours of the help that you have rendered 
us in understanding the problem which is before us. Perhaps, 
for the record, I should say that we have received a number of 
letters, telegrams, resolutions and communications, and offers 
of additional evidence. The exigencies of the time limit, how- 
ever, will not permit further extension of the evidence in this 
case. If we had further time it would, of course, be a pleasure 
for us to hear those who wish to present further testimony, or 
to have extended the time for you gentlemen to have presented 
your case. 

“A few letters seemed to be cynical in character. Perhaps 
they deserve no further notice than to say that the cynic 
doesn’t count—the man who knows not and knows not that he 
knows not, the man who points out where the strong man 
stumbled and where the doer of deeds might have done them 
better when he himself knows neither victory nor defeat. 

“The credit belongs to the man who is in the arena, whose 
face is marred with dust and sweat and blood, who knows the 
deep emotions and the high enthusiasms, who risks all that he 
may win a competence for himself and those depending upon 
him. 

“And it is agreed that the time has come in this country 
when the man who earns his daily bread by the use of his arm 
or by the cunning of his hand, whether on the farm, in fac- 
tory or the shop, is to enjoy a larger share of the profits of his 
toil. But what is said in respect of profits, may not apply in 
the case of deficits. The two are not the same. 

“There are in this case certain conflicting equities. If that 
were not so you men, strong men that you are, would not be 
here debating the issue. Perhaps it comes from undertaking to 
use one yardstick, when another should be applied. For exam- 
ple, one may be interested in the purchasing power of eggs and 
under normal conditions it is desirable that the purchasing 
power of eggs shall be high. But if one’s chickens fall sick, it 
may be necessary for the time being to turn your attention to 
the health of your chickens. 

“However, that is venturing upon the merits of the case 
and it is not now desirable to express any opinion upon the 
subject. 

“Just one other point. During the hearing perhaps I have 
been guilty of some levity or some humor, so-called. The only 
purpose of that was to break the strain at the time. I think you 
all understand that the members of this board are accustomed 
to dealing with serious questions in a serious way. In that 
spirit we approach this problem and if we can feel the rock 
beneath our feet, there we shall stand, come what may, storm 
or sunshine, night or day. 

“So, gentlemen, we come to the end of the evidence in the 
case. We thank you again for giving us the information you 
have. We will now undertake to digest it and discharge the 
obligations that devolve upon us as best we may.” 


CAR SURPLUS REPORT 


Class I railroads in the period September 15-30, inclusive, 
had an average daily surplus of 169,432 cars, as compared with 
206,189 cars in the preceding period, according to the car serv- 
ice division of the Association of American Railroads. It was 
made up as follows: Plain box, 65,251; auto box, 20,373; total 
box, 85,624; flat, 6,956; gondola, 29,389; hopper, 19,662; total 
coal, 49,051; coke, 490; S. D. stock, 17,542; D. D. stock, 2,303; 
refrigerator, 6,324; tank, 195, and miscellaneous, 943. Can- 
adian roads reported a surplus of 7,405 cars, as compared with 
7,687 cars in the preceding period, made up of 5,400 plain box, 
750 auto box, 350 flat, 175 gondola, 175 hopper, 300 S. D. stock, 
200 refrigerator, and 230 miscellaneous. 


You may either write or wire our Washington office 
for information concerning matters in any department 
of the government there, if you are a subscriber to 
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Short Line Meeting 


Legislative Program Adopted—Silver Jubilee Banquet 
—Addresses by Beyer, Latimer, and Palmer— 
Officers Elected 


The American Short Line Railroad Association, at its 
twenty-fifth annual meeting, at the Stevens Hotel, Chicago, 
October 17 and 18, adopted a comprehensive legislative pro- 
gram patterned, for the most part, on recommendations made 
by its traffic committee. In a number of statements of posi- 
tion adopted at the meeting, this program is a reaffirmation of 
positions taken at earlier meetings of the association. Among 
such are positions favoring the discontinuance of subsidies to 
all forms of transportation and the equalization of taxes among 
all forms of transportation; favoring the repeal of land grant 
rate legislation; urging relief from the financial burden to 
railroads incident to the elimination of highway crossings; 
opposing all legislation tending to increase railroad expense 
without paralleling improvements in service to the public or 
improvements in safety of operation; favoring a legislative 
definition of the word “deficit” in Section 204, of the interstate 
commerce act; and opposing any reorganization of federal 
departments that would impair the independence of the 
Commission. 

With reference to possible fourth section and water trans- 
portation regulatory legislation at the coming session of 
Congress, the meeting voted to put discretion in the hands of 
the board of directors in judging and acting on such legislation, 
in view of the uncertainty as to just what might be proposed. 
Previous action opposing an increase in the number of Supreme 
Court justices and control of the federal judiciary was passed 
without action, the view being that the subject no longer needed 
the attention of the association. 


Rate-Making Section 


Among the new matters considered was new rate-making 
section proposed by the Association of American Railroads. 
C. A. Miller, general counsel for the association, explained it. 
He sat on the committee of railroad lawyers that drew up the 
proposed amendment to section 15A, he said, and, while it was 
undoubtedly not perfect as drawn, it probably represented the 
best that could be hoped for. The meeting voted to refer the 
matter to its traffic committee with instructions for further 
study and recommendation to the board of directors. 

A number of corollary matters were also referred to the 
traffic committee. These included an expression of willingness 
to accept a recapture clause in conjunction with the new rate- 
making rule if such concession should be necessary to obtain 
the adoption of the rule; a proposal that the jurisdiction of 
the Commission over divisions be broadened, and a proposal 
that the reparation clauses of the act be amended to require 
positive proof of damage as a condition precedent to an order 
of reparation by the Commission, and to exclude attorneys’ 
fees and interest from such awards. 

The meeting voted to oppose any broadening of the control 
of the Commission over intrastate rates as not in the interests 
of the short lines, many of which carry considerable intrastate 
traffic. It also voted to support legislation that would make 
it impossible to grant authority to any government officer to 
appear as such in rate cases before the Commission. 

Although the meeting took no action on a proposal to 
repeal the present consolidation provisions of the act, it voted 
to oppose any proposal to enact legislation making consolidation 
compulsory. 

There was some discussion of the proposal that the asso- 
ciation oppose the creation of a transportation authority, as 
recommended by the President’s committee of commissioners. 
On the theory, however, that such a body would merely be 
one more board to regulate transportation, the members voted 
to include opposition in its program. 

Other legislative proposals that met with opposition by 
vote of the meeting were the proposal to set up a special court 
to handle railroad reorganizations and the proposal to exclude 
transportation from the provisions of the Sherman anti-trust 
act. Action on the latter was motivated by a feeling that the 
Sherman act now protected the short lines from trunk line 
monopoly. 

The meeting reaffirmed the stand taken by the association 
at earlier meetings supporting proposals for a routing bill along 
the lines of S. 1261, which failed of adoption at the last Con- 
gress. It took no definite action on railroad pick-up and de- 
livery service, but the discussions indicated that the matter 
would be watched by the association officers and board of 
directors. 


No action was taken on a proposal to abolish free rail- 
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road transportation, the reading of the proposal merely caus- 
ing a ripple of merriment. 


It was voted to support proposals to amend the railway 
labor act so as to provide for public representation on boards 
of adjustment and to put a limitation on the actions possible 
under the act. 

There were also discussions of the value of small Diesel- 
powered locomotives in short-line service and of the advis- 
ability of opposing granting of permits for the building of 
natural-gas pipe lines. No action was taken in either of these 
matters. On the pipe-line question, J. M. Hood, president, who 
presided, pointed out that it had been the policy of the asso- 
ciation to assist individual member roads where the proposal 
to construct a local pipe line was a threat to them. Otherwise, 
he said, the association, as such, took no action except where 
the proposal was for the construction of an interstate line of 
such magnitude as to be of interest to the railroads generally. 

The report of the traffic committee, on which much of the 
legislative action was based, was presented by W. H. Goodner, 
chairman. It and the reports of other committees and of the 
officers were received. The report of the legislative commit- 
tee, the function of which is to foster legislation on which the 
association has acted affirmatively and to keep the members 


informed of pending legislation, was presented by O. Arthur 
Kirkman, chairman. 


Election of Officers 


At regional meetings, October 17, the following regional 


vice-presidents and members of the board of directors were 
elected: 


Eastern Region: Vice-president, O. H. Nance, president, Canton 
Railroad, and president and general manager, Maryland and Pennsyl- 
vania Railroad, Baltimore, Md.: members of the board, D. L. Tilly, 
president New York Dock Railway, New York City; D. W. Thomas, 
general manager, Chesapeake Western Railway, Harrisonburg, Va.; 
H. C. Finch, vice-president and general manager, Genesee and Wyoming 
Railroad, Retsof, N. Y.; A. F. Tidabock, president and general mana- 
ger, Northampton and Bath Railroad, Northampton, Pa.; C. H. Jones, 
general manager, Chicago, South Shore and South Bend Railroad, 
Michigan City, Ind.; W. M. B. Lord, vice-president and general mana- 
ger, York Utilities Company, Sanford, Me.; C. J. Graham, Pittsburgh 
and West Virginia, Pittsburgh, Pa. 

Western Region: Vice-president, H. G. Monger, traffic manager, 
Milwaukee Electric Railway and Light Company, Milwaukee, Wis.; 
members of the board, H. A. Benjamin, president, Des Moines and 
Central Iowa Railroad, Des Moines, Iowa; J. B. McCaffrey, general 
manager, La Salle and Bureau County Railroad, La Salle, Ill.; G. C. 
Wright, president and general manager, Minneapolis, Northfield and 
Southern Railway, Minneapolis, Minn.; J. T. Morrison, president, Pull- 
man Railroad Company, Chicago; A. C. Friedsam, president and gen- 
eral manager, Chicago, West Pullman and Southern, Chicago. 

Southwestern Region: Vice-president, H. B. Cobban, general mana- 
ger, Northeast Oklahoma Railroad, Miami, Okla.; members of the 
board, C. H. Sommer, president, Quanah, Acme and Pacific Railway, 
St. Louis, Mo.; J. A. Fenimore, president and general manager, Joplin- 
Pittsburgh Railroad, Pittsburg, Kan.; V. A. Roane, general freight and 
passenger agent, Ashley, Drew and Northern Railway, Crossett, Ark.; 
C. J. Rhodes, superintendent and auditor, Eastland, Wichita Falls and 
Gulf Railroad, Eastland, Texas; H. A. White, general manager, Red 
River and Gulf Railroad, Long Leaf, La. 

Pacific region: Vice-president, W. L. White, vice-president and 
general manager, Yosemite Valley Railway, Merced, Cal.; H. B. Tooker, 
traffic director, Bingham and Garfield Railway, San Francisco, Cal.; 
W. J. Gamble, assistant general manager, Washington, Idaho and 
Montana Railway, Potlach, Ida. W. H. Bunney, president and general 
manager, Montana, Wyoming and Southern Railroad, Belfry, Mont.; 
E. M. Martindell, traffic manager, San Louis Southern Railway, Denver, 
Col.; T. M. Wheeler, general manager, Salt Lake, Garfield and Western 
Railway, Salt Lake City, Utah. 


Meeting on the evening of the same day, the board of 
directors reelected the incumbent officers, as follows: 


President, J. M. Hood; assistant to the president, J. H. Huntt; 
secretary-treasurer, R. E. Schindler, and general counsel, C. A. Miller, 
all at association headquarters, Washington, D. C.; J. P. Blanton, 
traffic manager, Southern Classification Territory, Atlanta, Ga.; J. H. 
Jester, traffic manager, Official Classification Territory, Washington, 
D. C.; W. R. Grimm, assistant traffic manager, Southern Classification 
Territory, Atlanta. 


The Railroad Crisis 


Henry A. Palmer, editor of The Traffic World and of 
Business Digest, speaking before the convention October 17, 
on “The Railroad Crisis,” predicted that within three years, 
unless some necessary things that he believed would not be 
done were done in the meantime, the railroads would be in 
the hands of the government. 

He started with a showing of their present financial con- 
dition. The reascns for this condition, he said, were the 
business depression; the growth of competition, fair and 
unfair; burdensome regulation of the railroads and subsidies 
for their competitors; and the failure of the railroads to 
realize the situation and do something for themselves in the 
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way of consolidations, unifications, pooling, and other group 
economies; the Association of American Railroads, set up 
for the avowed purpose of accomplishing such things, had 
been a failure. 

There was nothing in the picture, he said, to indicate an 
improvement in business conditions, except temporarily, 
through the so-called pump-priming efforts of the government; 
he saw little hope for concerted action looking toward a new 
system of transportation regulation, with much of the present 
red tape—a hold-over from the days when the railroads had a 
monopoly—cut out and what was left applying equally to all; 
and he did not anticipate any change in the attitude of the 
railroads in reforming their own practices to meet the neces- 
sity for cutting down the size of their plant to take care of a 
shrinking business. 

If some such program, including wage reductions, were not 
adopted and made effective soon, he said, the government would 
have to take over the railroads, if they were to continue to 
operate, for they could not run without money or much longer 
on borrowed money. And this would be a strange phenomenon, 
he pointed out, for few were demanding government operation 
at the moment. As time went on and conditions became worse, 
he said, the demand or the lack of resistance would grow; labor 
was already more than willing; there were doctrinaires, like 
Commissioner Eastman, favorable to the theory in general, 
who would be likely to use the situation as an argument for 
immediate action; and security owners would see what might 
appear their only chance to recover their money. 


The Art of Mediation 


The speaker at the silver jubilee dinner Monday evening 
was Otto S. Beyer, member of the National Mediation Board. 
His subject was “The Art of Mediation.” 

“The best way to describe mediation is, perhaps, by anal- 
ogy.” said he. “The mediator in a human relations situation 
such as characterizes labor disputes is in very much the same 
position and discharges very much the same function as does 
a catalyzer in a chemical reaction. In other words, mediation 
in labor relations operates much the same way as does a 
catalytic agent in chemistry. 

“When it is desired to combine two chemicals or elements 
into a new chemical or compound, it is often necessary to use 
a third and entirely different chemical or element to help effect 
the desired combination of the two primary reagents. That is 
to say, the two chemicals we wish to unite to form a new 
and entirely different substance will not combine unless a third 
chemical or element, a catalyzer, is present and facilitates the 
reaction. After the reaction has taken place and the new 
chemical compound has been formed, the independent third 
chemical or catalyzer is left over just as it was before it was 
introduced into the mixture. It can continue to be used as a 
catalyzer ad infinitum to effect future chemical combinations. 

“There is a long scientific explanation as to just how a 
catalyzer works in chemistry which I have not got the time 
to elaborate here. A mediator between two parties in a labor 
dispute works just about the same way as a catalyzer does in 
a chemical reaction. He first enters into a combination or 
understanding with one of the parties involved, hears the 
party’s problems and difficulties and gets its point of view. 
Thus conditioned, he contacts the other party and exposes him- 
self to its problems, difficulties, and attitudes and gets its point 
of view. At the same time he transmits to this second party 
some of the things he has learned from the first party and 
enters into a sort of sympathetic understanding with the sec- 
ond party. 

“But for one chemical or catalyzer to combine temporarily 
or permanently with another there must be what is known in 
chemistry as an affinity between these two chemicals. There 
must be a sort of chemical attraction between them as there 
is, for example, between oxygen and hydrogen, which chemical 
attraction or affinity enables them to unite and form a new 
substance which, in the case of oxygen and hydrogen becomes 
water. The mediator, to serve as an effective catalyzer, must, 
therefore, be possessed of the equivalent of chemical affinity 
in human or labor relations. 


“Being possessed with the equality of affinity—that is, the 
ability to appreciate each party’s problems and viewpoints and 
to place himself in the position of each party and thus to 
imbue or transfer from each to the other some of the thoughts, 
ideas and attitudes—the mediator is able to function as a 
catalyzer in the human sense. 


“But, like all good catalyzers, your mediator must still be 
possessed of another quality. A catalytic agent must also be 
able to influence the nature of the reaction which leads to the 
formation of the new chemical compound. A good mediator 
must likewise be able to make original contributions in the 
way. of new ideas, suggestions and thoughts as well as be able 


The Traffic World 


Vol. LXII, No. 17 


to harmonize, as far as possible, the views of the two parties 
to a labor dispute. His experience and knowledge should en- 
able him to advance constructive help for the solution of the 
problems at hand. A mediator, to be effective in bringing em- 
ployers and workers together on the terms of a labor agree- 
ment must come into the picture well equipped technically on 
the matters at issue; must have a good imagination; must be 
able to conclude from the discussions and transactions that 
have taken place whether the views of the two parties tend 
to coincide or diverge. He must be able to clarify, first in his 
own mind and then in the minds of the two parties concerned, 
just what the issue or issues may be—that is, where the parties 
differ—so as to focus attention in the discussions and thinking 
on these issues. He especially must be able to set forth clearly 
just what and how serious these differences are, for only then 
will it become apparent to the parties concerned what the fair 
and appropriate compromise is between them. 

“It sometimes takes time for a chemical reaction to com- 
plete itself. Mediation also takes time. Above all, it is not 
a process that cannot be hurried, more particularly so since it 
involves that elusive human phenomenon known as ‘making up 
one’s mind.’ Patience, then, is a dominant requirement of good 
mediation. But patience of itself is not sufficient. 

“Effective mediation also calls for persistency. As trying as 
it may be to bring about a meeting of minds that are wide 
apart, discouragement must never be permitted to take hold 
of a mediator. Interesting enough, our experience has shown 
over and over again what was so dramatically demonstrated 
in the recent European crisis—that the breaks in mediation 
seldom, if ever, come before it looks as if there was nothing 
left to do but to break off and let the parties fight it out. It 
seems that most people just will not make up their minds until 
oe returns are in and there is no alternative left but to 

ght. 

“A mediator, to be effective, cannot function as a police- 
man, prosecutor, judge or jailer. That is to say, when he enters 
the situation it must not be for the purpose of enforcing a law 
or rectifying a complaint. He ¢an only come into the picture 
as a friend and counselor to the two parties who, for the time 
being, have reached a deadlock in their negotiations. The 
simple fact that they are trying to reach an agreement elim- 
inates the element of duress or force such as need for the 
invocation of the police power of the government implies. 
Mediation does not and cannot contemplate this approach to 
the problem at hand. It is my judgment that, because this 
aspect of mediation was so clearly understood by the framers 
of the railway labor act and so clearly reflected in the provi- 
sions of the act, the act has served so successfully in main- 
taining peace and order in railroad and air line labor relations. 

“The National Mediation Board is not empowered to en- 
force any features of the act, in the ordinary sense of this 
term. When the mediatory services of the board are invoked, 
the only things the act contemplates is that the conditions out 
of which the dispute arose remain unchanged until the board 
has exhausted its efforts in mediation. What this all gets 
around to simply is that, if and when we mediators enter a 
given situation where two parties to a railroad or air line 
dispute have failed to come to an understanding, neither party 
can throw us out. In keeping with the terms of the act, they 
are obliged to accept our good offices to help bring them into 
agreement. It is our duty under the law to exercise our judg- 
ment as to when our effects are no longer effective. In such 
an event, we urge the parties to arbitrate. 

_ “I wish to say a good word for the greater use of media- 
tion by state and federal agencies in the adjustment of our 
labor problems. We usually think of the government either as 
a law-making or law-enforcing agency. The government, to 
most people, means a policeman. It makes laws and it creates 
agencies to enforce them—that is, to cause them to be observed. 
I sincerely believe that in this country we have not given ade- 
quate thought to the possibilities of mediation as a function of 
government distinguished from policing as a function of govern- 
ment. The government as a mediator is far more palatable than 
the government as a policeman. All that need be required is 
that the parties at issue forego the use of direct action pending 
the exercise by the government of its mediatory function. To 
my mind, this is a worthy field for exploration by the principals 
concerned with labor relations in the industrial set-up—namely, 
the employers and the labor union executives on the one hand 
= our legislators, both state and national, on the other 

and. 


Results Achieved 


“How effectively this scheme works in practice is revealed 
by the results achieved thereunder in the last fiscal year. 
Approximately 500 cases developed on the railways and air 
lines involving the making of new agreements or the changing 
of existing agreements bearing on labor standards. Approxi- 
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mately 400, or 80 per cent, of these cases were adjusted in 
direct negotiation between the parties concerned and written 
agreements were consumated. Of the remaining 100 cases, the 
mediation services of our board were invoked with the result 
that 63 more cases were settled by mediation agreements. 
These sixty-three additional mediation agreements brought the 
total settled by agreement up to ninety-three per cent of all 
cases arising. The efforts of the board resulted in 30 of these 
100 cases being withdrawn either before or after formal inter- 
ference on the part of the board. In only seven cases handled 
by the board were the parties unable, either in direct negotia- 
tion or with the help of the board, to get together and com- 
pose the issues involved. As a result the board urged that 
these cases be arbitrated. Arbitration was rejected by either 
or poth parties in six of the cases and accepted in one case, 
which was successfully and constructively settled. Thus, out of 
500 cases in all, 493, or almost 99 per cent, were adjusted either 
in negotiation or mediation.” 


Work of Retirement Board 


Already there are more than 2,100,000 separate individuals 
who have accumulated rights under the 1937 railroad retire- 
ment act, according to Murray W. Latimer, chairman of the 


Railroad Retirement Board, who addressed the association 
October 18. 


The purpose of his talk, Chairman Latimer said, was to 
present a brief review of the operations and working problems 
of the board of which he was chairman. The highlights of those 
operations and working problems, he said, were grouped into 
three aspecis: 


First: What the board’s functions are and what they require in 
terms of cooperation with other federal agencies and state agencies 
with the carriers. 

Second: A brief picture of some of the board’s operating resulis. 

Third: A discussion of the major working problems of the board, 
both as regards old-age retirement and unemployment insurance. 


The board, he said, was responsible for the administration 
of three acts of Congress, the railroad retirement act of 1935, 
the railroad retirement act of 1937, and the railroad unemploy- 
ment insurance act. He said about 20,000 persons were draw- 
ing annuities under the retirement act of 1935. 

It was in connection with the statement about the board’s 
duties under the three acts that Mr. Latimer made the asser- 
tion as to rights having been accumulated by more than 
2,100,000 individuals. 

The chairman said it was obviously an undertaking of 
some difficulty to obtain records of compensation and employ- 
ment of individuals numbering now more than a hundred 
thousand who had applied, under the earlier act, for an an- 
nuity and whose connection with the industry reached back 
for twenty or thirty or even forty or fifty years. 

Yet, he said, that was one of the things the board had to 
do. The board, he said, was still receiving inquiries by the 
thousand from employes who wished to know their rights under 
the act, how annuities were calculated, under what conditions 
they might become eligible for an annuity, etc. The necessity 
for obtaining data, the chairman indicated, required coopera- 
tion with other government agencies, both state and federal. 


With regard to some operating results, Chairman Latimer 
said: 


From the beginning of its operation to the close of business on 
October 10, 1938, 114,627 applications for annuity had been received. 
11,358 applications for death benefits in various categories had been re- 
ceived. On that same date, the board had certified 78,509 annuities and 
5,258 death benefits or other death payments and had denied 7,834 
claims. Under the provisions by which the board took over the pension 
payments formerly made under the voluntary plans of the various em- 
ployers, the board had paid about a total of 48,788 pensions to persons 
who were not entitled to annuities, that is, they had retired before 
August 29, 1935. By September 30 last, 10,500 deaths had occurred, 7 
employes had returned to service, and some payments under the 1935 
act of the one-year death benefit had been completed. Of course. in 
certain cases of death benefits, only one lump sum was payable. There 
are in addition a few annuities which have been suspended for various 
reasons. There were in effect on September 30, 116,414 pensions and 
annuities at an aggregate monthly rate of $7,260,034.60, and represent- 
ing total payments by the board of $113,057,231. Up through June 30 
last, the average annuity upon initial certification was $65.24. The av- 
erage full single-life annuity at age sixty-five or over is $70 a month. 
This average has been reduced to the figure given for three reasons: 
first, there are some reductions in the case of retirement before age 
sixty-five in accordance with provisions of the act; second, approximately 
seven per cent of annuitants have elected the joint and survivor an- 
nuity and, therefore, have taken voluntary reductions; and third, initial 
annuity certifications are not always complete. If an employe claims 
service on more than one railroad, or the records are partially missing, 
we will certify an annuity and later on adjust it when all the informa- 
tion is in or when an individual has proved his service by affidavits or 
other means. The average annuity in effect on June 30 was just under 
$67 per month. The average joint and survivor annuity has been just 
under $39 and the average pension $57.88: The average pension in effect 
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on June 30 was a little over $58 because the oldest pensioners, who, of 
course, are represented to a greater degree in deaths than relatively 
young ons, retired some years ago when wages and pensions were a 
little lower than they were in recent years. On October 10, 1938, the 
board had in its files 28,000 annuity applications and 6,000 death bene- 
fit applications on which certifications had not been made. Of the an- 
nuities some 5,000 applications were from persons who had not retired 
and on which, therefore, payments could not be made. Approximately 
2,000 had been tentatively held to be ineligible, but final action had not 
been taken in order to make doubly certain that no injustice had been 
done. There are 7,338 cases before the Disability Rating Board and 
4,168 in the Employment Relation Unit. I shall have some comment to 
make on these cases, as well as on the death cases, in connection with 
some description of our problems. 


Taking the whole coverage of the railroad retirement act, 
including all classes of railroads, Pullman and express com- 
panies, and members of railroad associations, Chairman Lati- 
mer said there were on August 29, 1935, more than 1,500,000 
persons either in active service or in an employment relation 
to an employer. He said the board had thus far received ap- 
proximately 105,000 valid applications for annuity; that prob- 
ably at least 25,000 or 30,000 deaths had occurred among the 
active younger employes, but there were still living more than 
1,400,000 persons who had accrued annuity rights based on 
service before January 1, 1937. 

“The aggregate amount of service of these employes will 
run more than 25,000,000 years, and checking their service will 
probably involve some examination of 300,000,000 service en- 
tries, even taking into account those cases where summariza- 
tion has already taken place for certain purposes,” said Chair- 
man Latimer. “Obviously there still remains a task of major 
proportions to be done.” 


RAILROAD EARNINGS 


Preliminary reports from 87 Class I railroads, represent- 
ing 79.9 per cent of total operating revenues, made public by 
the Association of American Railroads, showed that those rail- 
roads, in September, 1938, had estimated operating revenues 
amounting to $257,805,888 compared with $290,179,368 in the 
same month of 1937 and $373,360,033 in the same month of 
1930. Operating revenues of those roads in September, 1938, 
were 11.2 per cent below those for September, 1937, and 30.9 


per cent below September, 1930, continued the association, 
adding: 


Freight revenues of the 87 Class I railroads in September, 1938, 
amounted to $207,501,207 compared with $233,207,814 in September, 
1937, and $292,272,331 in September, 1930. Freight revenues in Septem- 
ber, 1938, were 11.0 per cent below the same month of 1937, and 29.0 
per cent below the same month in 1930. 

Passenger revenues in September, 1938, according to these prelimi- 
nary reports from 87 Class I railroads, totaled $27,463,683 compared 
with $31,997,118 in September, 1937, and $48,597,003 in September, 1930. 
For the month of September, 1938, they were 14.2 per cent below the 
same month in 1937, and 43.5 per cent below the same month in 1930. 


Eastern District 


34 Class I railroads, representing 87.7 per cent of total operating 
revenues in the eastern district, in September, 1938, had estimated op- 
erating revenues of $129,935,456 compared with $152,938,564 in Septem- 
ber, 1937, and $194,509,903 in September, 1930. Operating revenues of 
the 34 Class I railroads in the eastern district in September, 1938, were 
15.0 per cent below the same month of 1937, and 33.2 per cent below 
September, 1930. 

Freight revenues of those railroads in September, 1938, amounted 
to $102,398,612 compared with $120,291,188 in September, 1937, and 
$146,800,652 in September, 1930. Freight revenues of those railroads in 
September, 1938, were 15.0 per cent below the same month in 1937, and 
30.3 per cent below the same period in 1930. 

Passenger revenues of those roads in September, 1938, totaled $15,- 
790,696 compared with $19,350,182 in September, 1937, and $30,074,601 in 
September, 1930. Passenger revenues in September, 1938, showed a 
decrease of 18.4 per cent compared with September, 1937, and a de- 
crease of 47.5 per cent compared with September, 1930. 


Southern District 


17 Class I railroads, representing 63.9 per cent of total operating 
revenues in the southern district, had estimated operating revenues in 
September, 1938, of $25,962,443 compared with $26,677,200 in September, 
1937, and $33,078,310 in September, 1930. Operating revenues of the 17 
Class I railroads in the southern district in September, 1938, were 2.7 
per cent below those for the same month in 1937, and 21.5 per cent be- 
low September, 1930. 

Freight revenues of those railroads in September, 1938, amounted 
to $21,682,228 compared with $21,903,228 in September, 1937, and $26,- 
875,982 in September, 1930. Freight revenues of those railroads in Sep- 
tember, 1938, were 1.0 per cent below the same month in 1937, and 
19.3 per cent below the same month in 1930. 

Passenger revenues of those roads in September, 1938, totaled $2,- 
137,049 compared with $2,537,951 in September, 1937, and $3,634,989 in 
September, 1930, being 15.8 per cent below September, 1937, and 41.2 
per cent below September, 1930. 


Western District 


36 Class I railroads, representing 75.2 per cent of total operating 
revenues in the western district, had estimated operating revenues in 
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September, 1938, of $101,907,989 compared with $110,563,604 in Septem- 
ber, 1937, and $145,771,820 in September, 1930. Operating revenues of 
the 36 Class I railroads in the western district in September, 1938, 
were a decrease of 7.8 per cent compared with the same month of 
1937, and a reduction of 30.1 per cent compared with September, 1930. 

Freight revenues of those railroads in September, 1938, amounted 
to $83,520,367 compared with $91,013,398 in September, 1937, and $118,- 
595,697 in September, 1930. Freight revenues of those railroads in Sep- 
tember, 1938, were 8.2 per cent below the same month in 1937, and 29.6 
per cent below the same month in 1930. 

Passenger revenues of those roads in September, 1938, totaled $9,- 
535,938 compared with $10,108,985 in September, 1937, and $14,887,413 
in September, 1930. Passenger revenues in September, 1938, were 5.7 
per cent below those for September, 1937, and 35.9 per cent below Sep- 
tember, 1930. 


REVENUE FREIGHT LOADING 


Revenue freight loading the week ended October 15 totaled 
726,612 cars—23,648 or, 3.4 per cent, above the preceding week, 
79,483, or 9.9 per cent, under the corresponding week last year, 
and 228,170, or 23.9 per cent, under the same week in 1930. 
Miscellaneous totaled 293,952; merchandise, 160,043; coal, 
137,321; grain and products, 43,193; live stock, 22,718; forest 
products, 32,569; ore, 30,737; coke, 6,069. 

Railroads the week ended October 8 loaded 702,964 cars 
of revenue freight (see Traffic World, Oct. 15), according to 
the Association of American Railroads. 

All districts reported decreases compared with the corre- 
sponding weeks in 1937 and 1930. 


1938 1937 1930 

es Tee ee eee 2,256,423 2,714,449 3,347,717 
er 2,155,451 2,763,457 3,506,236 
Se FE SO kbc bcectoecd keuce 2,222,864 2,986,166 3,529,907 
ee ee eee 2,649,894 3,712,906 4,504,284 
ee 2,185,822 3,098,632 3,733,385 
NS OS Pe eee eee 2,170,984 2,962,219 3,642,357 
ee ees 2,861,762 3,794,249 4,492,300 
ee ee a rer 2,392,040 3,100,590 3,687,319 
4 weeks in September .............. 2,552,621 3,169,421 3,759,533 
a ge er are 697,938 843,861 950,663 
Roe Sa ere © gc. Soke case ncies 702,964 812,258 971,255 

PN: i cea hbee eek ek soe eeer 22,848,763 29,958,208 36,124,956 


Revenue freight loading by districts the week ended Octo- 
ber 8 and for the corresponding period last year was reported 
as follows: 


Eastern district: Grain and grain products, 7,203 and 5,738; live 
stock, 1,244 and 1,055; coal, 28,856 and 31,285; coke, 1,867 and 2,251; 
forest products, 1,319 and 1,599; ore, 3,537 and 3,788; merchandise, L. 
C. L., 40,901 and 45,226; miscellaneous, 59,050 and 70,018; total, 1938, 
143,977; 1937, 160,960; 1936, 162,747. 

Allegheny district: Grain and grain products, 3,897 and 3,260; live 
stock, 988 and 771; coal, 31,343 and 37,352; coke, 2,088 and 4,001; forest 
products, 833 and 1,187; ore, 5,044 and 11,238; merchandise, L. C. L., 
28,727 and 31,048; miscellaneous, 51,868 and 65,755; total, 1938, 124,788; 
1937, 154,612; 1936, 160,723. 

Pocahontas district: Grain and grain products, 304 and 191; live 
stock, 286 and 211; coal, 37,016 and 41,779; coke, 641 and 660; forest 
products, 495 and 430; ore, 213 and 216; merchandise, L. C. L., 6,087 
and 6,067; miscellaneous, 6,533 and 5,919; total, 1938, 51,575; 1937, 
55,473; 1936, 58,089. 

Southern district: Grain and grain products, 3,328 and 2,380; live 
stock, 1,191 and 908; coal, 17,553 and 20,665; coke, 306 and 398; forest 
products, 10,697 and 10,236; ore, 1,008 and 1,094; merchandise, L. C. L., 
29,050 and 30,032; miscellaneous, 43,027 and 45,655; total, 1938, 106,160; 
1937, 111,358; 1936, 111,188. 

Northwestern district: Grain and grain products, 11,578 and 9,597; 
live stock, 4,828 and 5,303; coal, 6,469 and 8,970; coke, 1,032 and 1,639; 
forest products, 8,189 and 9,713; ore, 14,628 and 35,850; merchandise, 
L. C. L., 19,538 and 21,059; miscellaneous, 35,846 and 39,940; total, 
1938, 102,108; 1937, 132,071; 1936, 138,541. 

Central Western district: Grain and grain products, 11,460 and 9,747; 
live stock, 8,994 and 10,090; coal, 9,249 and 12,754; coke, 148 and 210; 
forest products, 6,359 and 6,150; ore, 3,815 and 5,962; merchandise, 
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L. C. L., 25,681 and 27,336; miscellaneous, 52,476 and 61,750; total, 
1938, 118,182; 1937, 133,999; 1936, 126,146. 

Southwestern district: Grain and grain products, 4,731 and 4,543; 
live stock, 2,025 and 2,193; coal, 4,051 and 4,732; coke, 60 and 91; for- 
est products, 3,907 and 4,521; ore, 291 and 347; merchandise, L. C. L., 
11,589 and 12,748; miscellaneous, 29,520 and 34,610; total, 1938, 56,174; 
1937, 63,785; 1936, 63,136. 


BLEDSOE ON TRANSPORT REMEDIES 


Samuel T. Bledsoe, president, Atchison, Topeka and Santa 
Fe., speaking before the Western Railway Club at the Sher- 
man Hotel, Chicago, October 17, illustrated the trend of rail- 
road affairs by comparing operating results for the six-year 
period from 1926 to 1931 with those of the six-year period from 
1932 to 1937. In the earlier period, he said, total operating 
revenues of Class I railroads averaged $5,730,005,998 a year as 
compared with an average of $3,527,410,505 in the second 
period. Net railway operating income went down from an 
average of $1,016,690,687 a year to $503,436,026, he said, and 
the only reason there was any net at all in the later period 
was because operating expenses had been cut from an average 
of $422,011,526 to an average of $2,622,955,142. Although a 
reduction of 37.7 per cent in the yearly averages of the total 
payrolls of the two periods contributed greatly to the reduction 
in operating expenses, he pointed out, the portion of the operat- 
ing revenue dollar used to pay labor had, in fact, gone up from 
a yearly average of 43.8 cents to 44.3 cents. 


Unless some way were found promptly to adjust railroad 
expenses to revenues, he said, private operation could not con- 
tinue. He said that, in that case, it was practically certain 
that other forms of transportation would come under govern- 
ment management also, because government never would per- 
mit private competition with itself. 


He spoke of the work of the transportation committee of 
the Chamber of Commerce of the United States, of which he is 
a member, with special reference to the transportation confer- 
ence, one meeting of which has been held and others of which 
are being planned. The conference was trying to work out a 
general transportation plan, he said, and would speak “in its 
own name and on the responsibility of those participating.” An 
informal canvas of the associations cooperating, he added, indi- 
cated that comparatively little legislation was desired by any 
of them except those representing the railroads. 


“The committee was of the view that a program of remedial 
railroad legislation could be worked out which would be very 
beneficial to the railroads and not injurious to other classes of 
transportation, shippers, or financial interests,’ he said. 


COMMERCIAL FORMS 


The Division of Simplified Practice of the National Bureau 
of Standards has announced that printed copies of simplified 
practice recommendation R-37, commercial forms, are again 
available. Copies may be obtained from the Superintendent of 
Documents, Government Printing Office, Washington, D. C., 
for 10 cents each, according to the division, which adds: 


The supply of printed copies of this recommendation, which covers 
the standard invoice, purchase order, and inquiry forms, had become 
exhausted, because of steady demand, and reprinting was necessary. 

The standing committee of the industry, in reviewing this recom- 
mendation in 1938, found that no changes in the forms were needed, and 
the new issue therefore continues the forms which were approved in 
1927, and which were reaffirmed in 1931 and 1934. However, the illus- 
trative forms in the new edition are larger than those in the 1928 edi- 
tion, and better typography and paper enhance the usefulness of the 
new issue to all interested in these standard forms. 


The new edition is indexed as Simplified Practice Recommenda- 
tion R37-38, and should be ordered by that number. 





Revenue Freight Car Loading—Week Ended Saturday, October 8 


Grain and Live 
grain prod. stock Coal 
1938 42,501 19,556 134,537 
te A: CRORE » sx ccene xe Se 1937 35,456 20,531 157,527 
| 1936 30,054 21,911 155,730 
Preceding week October 1........ 1938 41,589 17,216 131,789 
Per cent increase over ........... 1937 19.9 
Per cent decrease under ......... 1937 4.7 14.6 
Per cent increase over ........... 1936 41.4 
Per cent decrease under ......... 1936 10.7 13.6 
1938 1,531,674 502,111 3,968,914 
Cumulative 40 weeks to Oct. 8.. | 1937 1,356,501 528,227 5,331,643 
| 1936 1,418,509 544,377 5,080,135 
Per cent increase over ........... 1937 12.9 
Per cent decrease under ......... 1937 4.9 25.6 
Per cent increase over ........... 1936 8.0 


Per cent decrease under ......... 1936 7.8 21.9 


Per cent to 15 year average, 75.2. 


Forest Mdse. 

Coke products Ore L.C. L. Miscellaneous Total 
6,142 31,799 28,536 161,573 278,320 702,964 
9,250 33,836 58,495 173,516 323,647 812,258 
10,318 34,813 60,752 173,097 333,895 820,570 
6,408 32,487 29,184 158,576 280,689 697,938 
33.6 6.0 51.2 6.9 14.0 13.5 
40.5 8.7 53.0 6.7 16.6 14.3 
195,578 1,082,034 653,208 5,905,492 9,009,752 22,848,763 
424,873 1,495,964 1,986,156 6,648,414 12,186,430 29,958,208 
348,072 1,280,599 1,322,014 6,346,875 10,931,303 27,271,884 
54.0 27.7 67.1 11.2 26.1 23.7 
43.8 15.5 50.6 7.0 17.6 16.2 
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The Open Forum 


A Department for the Discussion by Readers of THE TRAFFIC WORLD of Transportation 
Questions of Interest to Traffic Men 


(No anonymous co.nmunications will be published and writers must identify themselves.) 








LAND GRANT RATES 


Editor The Traffic World: 

In your issue of September 24, 1938, you published a letter 
from W. S. Stoner, Unit Head, General Accounting Office, Wash- 
ington, D. C., regarding assessment of revenue on government 
shipments bought F. O. B. destination. 

The original land grant act provided for allowance of land 
grant deductions on shipments of government freight covered 
by government bills of lading on which charges were payable 
from public funds. These net rates were usually arrived at by 
use of an authorized usually traveled route over which com- 
mercial rates were applicable, and certainly did not provide for 
equalization, for instance, on shipment between Ft. Knox, Ky., 
and Cairo, Ill., via I. C. to Elizabethtown, Ky., L. & N. to Mo- 
bile, Ala., and M. & O. to Cairo, which is only one of the many 
ridiculous requests of the general accounting office for equaliza- 
tion of land grant deductions. 

The Controller of the Treasury, in Volume XX, Decisions 
of the Controller of the Treasury, page 724, has stated that the 
use of government form bill of lading is not conclusive and 
cannot change the character or ownership of the property and 
cannot vest in the government any right with reference thereto 
which it does not otherwise rightfully possess. 

The fact that the government issues bills of lading and 
then, in turn, charges for the transportation of the property 
against the contractor the full commercial rate would be to 
hold that the government might speculate in a case of that sort 
at the expense of a land grant railroad. 

I am quite sure that the law did not ever intend to vest any 
such right in the government. 

P. J. Ryan, Special Accountant, 


Illinois Central System. 
Chicago, Ill., Oct. 20, 1938. 


RECOVERY OF OVERCHARGES 


Editor The Traffic World: 

The Traffic World, page 531, Sept. 17, 1938, reports the 
transportation conference held under the auspices of the Cham- 
ber of Commerce of the United States. It says that Mr. 
Samuel T. Bledsoe said no interest other than the railroads 
had sought action by the conference at the meetings Sept. 14 
and 15. The purpose of the conference was to better the rail- 
road’s circumstances by considering the preparation of a pro- 
gram for submission to Congress. 

It is universally recognized that the railroads need help 
and it is implied that this conference was held to “feel out” 
the attitude of the interested public as to what might be done. 
Among the 59 suggestions received covering all phases of trans- 
portation, the Committee had in mind the importance of tak- 
ing up major noncontroversial topics and selected first the nine 
points shown in the article. 

We take exception to point No. 9 “Reparation,” in part. 
Point 9 (d) proposes to shorten the time for the recovery of 
overcharges to six months. This would be decidedly unfair 
to all users of railroad transportation and this point is decidedly 
controversial and would work a hardship on all concerned. 

It would mean the transferring from the shippers and re- 
ceivers of freight by rail to the pockets of the carriers count- 
less thousands of dollars that were unlawfully taken from them. 
There are thousands of freight tariffs in effect today—no man 
knows what is in all of them or in their countless supplements 
—and the carriers’ policy is—when they are in doubt about a 
freight rate—to be sure and get enough. They can, as they 
say, refund excess charges easier than they can collect under- 
charges, but the trouble is they do not always know when 
they have overcharged. 

As an example, we audit freight bills for overcharge for our 
clients. We find that, no matter how good a traffic manager 
a concern has, we can audit his bills and recover some over- 
charges. The six months would work a hardship, because many 
have their books audited by expert accountants once a year. 
This expert makes the bookkeeper show the paid freight b‘ll 
for $400 on a car of lettuce from California to New Orleans, 
La., so that he will know why the $400 is not in the bank. 


It is necessary that the bookkeeper hold every freight bill until 
after the audit, and, rather than permit the bookkeeper to be 
wide open where he could, if he choose, appropriate several 
hundred thousand dollars of the firm’s money, paid out in 
freight, the concern would no doubt sacrifice the two or three 
hundreds of dollars overcharges. Every ordinary sized concern 
has these overcharges and they would run into billions in the 
next 50 years if the carriers had a six months’ statute of limi- 
tation. It is unlawful for the carrier to keep this money. The 
United States Supreme Court, in upholding a decision of the 
Commission, has ruled that the overcollection of freight by a 
common carrier is a tort, and it can be made to return the 
overcharge. Adams vs. Mills, 286 U. S. 397. 

Further, if a business concern sells a man merchandise, 
and the man does not pay for it, the business concern has 
several years under common law in which to sue before the 
statute of limitation is invoked; but it is proposed that, when 
a carrier sells transportation and over charges you illegally 
and you don’t even know it and the carrier don’t even know 
it, if neither of you finds it out in six months they can keep 
the money. The three-year statute of limitations is bad enough. 
We can furnish car numbers, freight bill numbers and dates 
where the three years was not enough. 

Such a statute would affect the Commission by reducing 
the cases in reparation, would cut down the relief to the ship- 
pers that was the intent and purpose of the interstate com- 
merce act, out of which grew the Commission. 

As an example, the class B practitioner is generally a full 
time traffic man in business for himself. He has a number of 
clients paying on a so-much-a-month basis for a traffic service 
and he also audits their freight bills for overcharge. Generally 
he gets them once a year, after the CPA audits the books. 
Contrary to general belief, every audit for overcharges is a 
new audit. By this we mean that since the last audit the rate 
man has read items in tariffs he had never seen before, he has 
seen tariffs and supplements since the last audit he had never 
seen before—in other words he knows more today than he 
did a year ago. He sometimes finds a freight bill to be over- 
charged today—a bill he had a year ago and passed as being 
correct. 

Now, suppose he finds a bill wrong today, or a rate which 
knows is unlawful and that he thinks he can get reparation 
on. He gets the bills for the past three years to see how much 
he can get out of it. It is very expensive to file a formal com- 
plaint with the I. C. C. First, you must have all the facts 
properly prepared and supported, then printed or mimeo- 
graphed. It is necessary to have quite a bit of money involved 
or the complaint will not be filed. 

As I am going into detail on how to do this, it is well for 
me to state now, that I am not a practitioner. Suppose our 
friend the practitioner finds that the concern for which he is 
auditing only has about $40 overcharge on one car in the last 
six months, but has in the last three years $1,000. With a 
three-year statute of limitaiton he can file a claim with the 
carrier and possibly get it paid; with a six months statute of 
limitation he is afraid to file a claim with the carrier, and if 
he did, he could only file for $40. With a three-year statute 
of limitation he goes to the Commission for relief; with a six- 
months limitation the carrier keeps the money it unlawfully 
collected, because no one will file a formal complaint for $40. 
Of course, if unreasonableness in violation of section one is 
involved, a complaint can be filed for the future, but in many 
cases the dealer does not handle that line any more and there 
is no further interest. It is just taking the money from the 
shipper and handing it to the carrier with a smile. 

It hurts the class A practitioner the same way. Where 
he comes in is where some large shipper who doesn’t need a 
traffic manager—that is, he says he doesn’t need one and does 
not have one. He thinks he has some overcharges; he feels 
he is paying to much; he goes to the class A practitioner with 
his troubles. He could just as well go to a class B practitioner 
for he probably knows more about freight rates than the class 
A man—but in this case we assume he goes to the class A man. 
If he had $40 involved in the last six months and $1,000 in the 
last three years, with a six months statute of limitations, the 
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carrier keeps the money. The class A practitioner won't even 
“crank up” for 50 per cent of $40 because it will cost him 
$100 to file the complaint and he might lose. : 

It is even worse for the shipper and better for the carrier 
when a traffic man who is not a practitioner makes a 50-50 
deal with a class A practitioner for the reason that the amount 
involved must be twice as much. Today, with a three-year 
statute of limitations, it is hard to find overcharges in one 
complaint that would show a profit on a 50-50 split with the 
shipper and a 50-50 split with a class A practitioner. ; 

One thing they might do is to cut the cost of a complaint 
before the I. C. C. Of course, they make no charge in money 
but they keep the shipper from securing his money by their 
rules of practice being so formal. ; 

It would be our idea that the Commission permit the ac- 
ceptance of a complaint, typewritten, with about one carbon 
copy and not sworn to. Should they do this, informally, they 
would save the shipping public over a million dollars a year 
(in my opinion) because this money is kept by the carriers 
solely because the (1) difficulty in obtaining admission to 
practice (2) rules of practice. Certainly, the practitioner will 
never tell the shipper anything is wrong that he cannot collect. 
In other words, should I find I have a case wherein I can make 
$10 by spending $100, all I would do is to turn the bill over 
and say, “That is too bad.” That’s all I can do. Now if they 
cut the limitation down to six months you can readily see 
they hurt the public in general. The shipper pays more freight. 
He finds at the end of the year he has done a better business 
than the year before, but he never got back any overcharges 
in freight; therefore, he did not make as much. So he raises 
prices to the general public and that hurts them. That makes 
the people’s money accomplish less—they have less and buy 
less, and the railroad has less to haul. This puts them back 
in the same shape they are in today, and twenty years from 
now they will ask that the limitation be reduced to six days. 
If they get that it will help them to where twenty years from 
then they will want it reduced to six minutes. 

This won’t even help the Chamber of Commerce of the 
United States. They are so big we don’t even know them, but 
if they take the money from their industrial members and give 
it to their railroad members they certainly will not please all 
their members. 

We are writing all our clients today requesting them to 
write their Congressmen today protesting this proposal and, 
if the committee wants to start off with “noncontroversial 
topics” we would suggest that it eliminate this one. 

Earl Roy, Manager, 
Industrial Traffic Association. 
New Orleans, La., Oct. 15, 1938. 


DELIVERY OF POOL SHIPMENTS 


E. F. Lacey, executive secretary of the National Industrial 
Traffic League, has sent to members an opinion from League 
counsel on a question as to whether certain drayage deliveries 
of pool car shipments moving in interstate commerce would be 
subject to the jurisdiction of the Commission. A member in- 
quired whether he would be in violation of the law in making a 
contract with a local drayman, a party to a tariff on file with 
the Commission naming local drayage rates at the destination 
city, for the delivery of freight to different consignees within 
a municipality when the freight had originated with his com- 
pany as a part of pool car consignments and consigned to his 
company in care of the drayman at destination. 

“The inquiry,” said Herman F. Mueller, of the League’s 
counsel, Walter, Burchmore and Belnap, “gives rise to two 
fundamental legal questions, viz., whether the essential char- 
acter of the transportation involved classifies it either as inter- 
state or intrastate and whether it is subject to regulation by 
the Commission if determined to be interstate.” 

Mr. Mueller directed attention to the decision of the 
Supreme Court of South Dakota in Buckingham Transporta- 
tion Co. of Colorado, Inc., vs. Black Hills Transportation Co. 
et al., 281 N. W. 94, wherein the court held that the South 
Dakota commission had no power to forbid distribution of pool 
car shipments, originating outside the state, in South Dakota, 
on the ground that the commerce was interstate in its nature. 

The question before the court, said Mr. Mueller, was the 
right of the state commission to issue a cease and desist order 
against the Buckingham company from engaging in the dis- 
tribution of pool car shipments contained in railroad cars ar- 
riving at Rapid City and intended for distribution in the Black 
Hills area of South Dakota. Buckingham held a certificate 
from the federal commission authorizing operation as a com- 
mon carrier over certain South Dakota highways but did not 
hold a certificate from the state commission to operate as 
= carrier of intrastate commerce. Continuing, Mr. Mueller 
said: 

The court acknowledged the adjudication by the Supreme Court 
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of the United States in several cases that an intrastate movement may 
follow an interstate shipment of goods, but found a distinguishing 
characteristic in the cases so holding, viz., that the reshipment in 
each instance was in response to an independent intention formed 
subsequent to the original shipment, or that the merchandise became 
a part of stock in trade of a domestic business at the end of the 
interstate movement and that the reshipment was in the course of a 
purely domestic business. .. . 

If the distribution referred to in your member's letter takes place 
wholly within the municipality of (a) or between contiguous municipali- 
ties or within a zone adjacent to and commercially a part of any such 
municipality or municipalities, it would appear that he is protected by 
the language of section 203 (b) which in sub-section (8) excepts from 
regulation by the Commission unless the Commission shall have pre- 
viously found that such regulation is necessary to carry out the con- 
gressional policy, the transportation of passengers or property in inter- 
state or foreign commerce wholly within a municipality or between con- 
tiguous municipalities or within a zone adjacent to and commercially a 
part of such municipality or municipalities, except when such trans- 
portation is under a common control, management, or arrangement or 
a continuous carriage or shipment to or from a point without such 
municipality, municipalities or zones. 


It would seem that when a shipper makes a separate and independ- 
ent arrangement with a local trucker to handle goods to or from a 
terminal of a line-haul rail carrier, there is no arrangement for a 
continuous carriage. The arrangement contemplated in section 203 (b) 
(8) must be held, I believe, an arrangement for a continuous carriage 
as between the carriers involved, and I do not believe the arrangement 


contemplated in your member’s letter would be held subject to the 
Commission’s regulations. 


In a situation of this kind, if the motor vehicle operator at des- 
tination is a party to a joint tariff with the line-haul interstate carrier, 
or has entered into a general arrangement between carriers for the 
continuous carriage and delivery of traffic, a shipper could not properly 
make a side arrangement calculated to defeat the integrity of the pub- 
lished interstate charges. The courts would hold that this was an 
evasion of the law and that the interstate tariffs should control where 
there had been such common arrangement between carriers for the 
interchange of freight, even though the particular shipments were not 
handled under such continuous arrangement. 


MOTOR ORDERS EFECTIVE 

The following recommended orders have become effective 
as shown: 

MC 6254, Sub. No. 1, Telford and Lux Drayage Co., exten- 
sion of operations, as of Oct. 3; MC 11918 and MC 11919, Arthur 
H. and William S. Bowen, common and contract carrier appli- 
cations, as of Oct. 3; MC 15801, Sub. No. 1, Russell Gilliland, 
extension of operation, Ohio, as of Oct. 3; MC 33535, Anderson 
Bros. Truck Co., common carrier application, as of Oct. 3; MC 
50179, Donald B. Cowell, common carrier application, as of Oct 
3; MC 50935, Ancro Freight Lines, Inc., common carrier appli- 
cation, as of Oct. 3; MC 53202, La Verne Edward Ott, common 
carrier application, as of Oct. 3; MC 58979, Sub. No. 1, Sun- 
flower Lines, Inc., extension, Grand View, Okla., as of Sept. 26; 
MC 84351, Salvatore Lombardo, common carrier application, 
as of Oct. 3; MC 84738, Sub. No. 2, T. Glen Miller, Jr., Murphy- 
Ducktown extension, as of Oct. 3; MC 88587, Frank Hamilton 
Moving & Storage Co., contract carrier application, as of Oct. 3; 
MC 88925, Gilbert W. McAvoy, common carrier application, as 
of Oct. 1; MC 88939, Edward L. Kramer, common carrier appli- 
cation, as of Oct. 3; MC 93386, Ed Black, common carrier appli- 
cation, as of Oct. 3; MC 93428, Clyde E. Nix, common carrier 
application, as of Oct. 3; MC 94005, W. B. and J. H. Pullman, 
common carrier application, as of Oct 3; MC 783, Raymond D. 
Brown, common carrier application, as of Oct. 6; MC 32721, 
Sub. No. 1, Raoul Lalibert, extension of operations, as of Sept. 
29; MC 37370, Sub. No. 1, Jesse Ross, extension of operations, 
as of Oct. 6; MC 50914, Children’s Bus Service, Inc., contract 
carrier application, as of Oct. 6; MC 50958, Samuel Yavelberg, 
contract carrier application, as of Oct. 6; MC 69264, Sub. No. 2, 
Stuart Trucking Service, Inc., extension C. C. C. camps service, 
as of Sept. 19; MC 77088, Raymond Manuel Pennington, com- 
mon carrier application, as of Oct. 6; MC 87883, Bahr Trucking 
Corporation, common carrier application, as of Oct. 6; MC 
88360, H. L. Chambers, C. A. Chipman and A. W. Shaner, con- 
tract carrier application, as of Oct. 7; MC 88378, Merlin Elder, 
common carrier application, as of Oct. 6; MC 88879, C. H. Mor- 
gan, common carrier application, as of Oct. 7; MC 89009, H. R. 
Fiess, contract carrier application, as of Oct. 7; MC 89023, 
Edward I. Strank, contract carrier application, as of Oct. 7; 
MC 89247, J. O. Singleton, common carrier application, as of 
Oct. 6; MC 89329, George Percy Macy, common carrier appli- 
cation, as of Oct. 6. 


CENTRAL MOTOR FREIGHT ASSOCIATION MEETING 


The Central Motor Freight Association will hold a mem- 
bership meeting, dinner and stag party at the Stevens Hotel 
October 25. Dave Axelrod, counsel for the association, will 
report on proposals for the prohibition of highway truck opera- 
tion on week-ends and holidays in Illinois. Chester G. Moore, 
chairman of the association’s board, will report on the work 
of the association. Barney Cushman, president, will preside, 
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CENTRAL STATES MOTOR RATES 


Although none of those concerned kept an accurate count, 
it was estimated that between 700 and 800 proposals for indi- 
vidual rate adjustments had been presented to Examiner Parker 
at the time the hearing in the reopened Ex Parte MC-21 came 
to a close at Chicago late October 19, after continuing for three 
weeks and three days (see Traffic World, October 15, p. 769). 
These proposals were contained in 45 petitions for modification 
of the Commission’s minimum rate order in that case. A num- 
ber of those petitions, mostly comparatively minor in character, 
were added in the final days of the hearing. 

Reasons put forward by petitioners in the closing days were, 
for the most part, similar to those put forward by other peti- 
tioners earlier in the hearing. Several operators asked for 
modifications with respect to minimum weights on truckload 
commodity rates because of restrictions on loads under state 
laws. Typical of these was an operation between Muscatine, 
Iowa, and Chicago, the eastbound traffic on which was almost 
entirely in commodities requiring refrigeration. The weight of 
the refrigerator trucks was such, it was testified, that the maxi- 
mum load possible under Illinois weight limitation statutes was 
18,000 pounds. It was suggested that the Commission might 
substitute that minimum for the applicable minimum of 20,000 
pounds in a number of commodity rates applicable over the 
operation westbound. 

There were also several requests for all-commodity rates 
westbound out of Chicago, on bases substantially lower than 
the prescribed class and commodity minimum rates by opera- 
tors who had movements into that city which, lacking the prac- 
tice of moving miscellaneous cargo outbound, had been consid- 
ered contract operations, but which, in view of that outbound 
movement, had been declared common carrier operations by the 
Commission. The operators testified that, unless such types of 
rates could be offered by themselves to potential receivers at 
the western ends of their operations, their return hauls would, 
in many cases, have to be made empty. 

Representatives of the Central States Motor Freight Bu- 
reau, who appeared as advocates of the 12 petitions filed by the 
bureau and as opponents to a number of others in which indi- 
vidual operators sought to have the prescribed bureau tariffs 
altered, admitted after the hearing closed, that the petitions 
thus far heard did not represent anywhere near all of the 
adjustments that would have to be made in the prescribed 
tariffs in order to eliminate the defects the Commission had 
said, in its decision, was present in them. Further reopening 
orders and further similar hearings might be expected in the 
near future, they said. 


CONTRACT PERMIT QUESTIONS 


“Contract carriage is a private business in which the 
transport function is subordinated to the accomplishment of a 
non-carrier commercial activity.” 

So contending, in MC 1898, specifying in permits the busi- 
ness of contract carriers, John R. Turney, Franklin G. Over- 
meyer, David Axelrod, Edgar Watkins, Jr., and Charles E. 
Cotterill, as representatives of motor vehicle common carriers, 
submit that the Commission should place specific limitations 
in permits it issues to contract carriers under section 209 of 
the motor carrier act. The contention is made in a memoran- 
dum supplementing arguments made in that proceeding (see 
Traffic World, Aug. 6, p. 255). 

The memorandum submitted that the permits should 
specify the business to be transacted by the contract carrier, 
the commercial function to be performed of which the trans- 
portation was part, the type of equipment to be used, and the 
points to, from or between which the operations were to be 
conducted. In an appendix to the memorandum the represen- 
tatives of the common carriers show the form in which they 
think permits should be issued. 

Much of the difficulty which pervaded the problem before 
the Commission, the common carrier representative said, could 
be resolved by a reexamination of the concepts and history of 
the development of contract carriage. They pointed out that, 
perhaps due to the guild system which prevailed in medieval 
England, the original carrier was a public officer, in whose 
fidelity the public was bound to trust, and who owed an affir- 
mative duty to discharge such office properly. At that time, 
the memorandum said, apparently no distinction was made be- 
tween the various classes of such carriers. All were in the 
business of hauling, and all were deemed to be public or com- 
mon carriers, bound to the public. As time went on, the com- 
mon carrier representatives said, the guilds lost their hold on 
the business, and other commercial businesses added wagons to 
their facilities and began to transport their own goods as a 
part of noncarrier business activity. To that private hauling 
they ascribed the rise of the business of a contract carrier. 
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Then, they said, it was necessary for the courts to determine 
the rights and duties of such operators, their earliest court 
reference being to Gisbourn vs. Hurst, 1 Salk. 250, 91 Eng. 
Rep. 220 (1697). 

Among the propositions laid down by the representatives 
of the common carriers are the following: 


The act contemplates that interstate contract carriage shall be 
confined to those operations shown or presumed to be consistent with 
the public interest and its statutory declaration of policy. 

Permits should be framed to specify the particular business activity 
and the scope of operations with respect to the commercial function 


which they are designed to perform, type of equipment to be used, and 
territory to be served. 


The act contemplates that contract carriage shall be confined to op- 


erations which are necessary to supply special type of service not other- 
wise available which will not unduly impair common carrier service. 


Issuing of permits to applicants merely on application sup- 
ported by the stated desire of one shipper is causing widespread 
disease to the transportation industry and fast bringing a col- 
lapse of regulatory benefits, declares a brief of the rail carriers 
in official territory in MC 1898, Keystone Transportation Co., 
and related grandfather cases, and MC 88240, James E. Slusher 
and related new service cases. 

In connection with those cases the Commission raised ques- 
tions as to limitations it should place in contract carrier per- 
mits. The eastern railroads declare the situation they declare 
exists should be cured by more strict adherence to the words 
of the motor carrier act by specifying in terms the exact limi- 
tations of the business of contract carriers. The policy of the 
act, they say, is not to further individual interests, either appli- 
cant or shipper, but to further an efficient machine for all, 

The Jacobs Transfer Co., Inc., and Household Goods Car- 
riers’ Bureau, of Washington, D. C., and Brooks Transfer & 
Storage Co., Inc., of Richmond, Va., express the belief that the 
permits already written to which exceptions of rail carriers 
have been taken in this case describe, with a fair degree of 


accuracy, the type of service conducted and should not be 
disturbed. 


TRUCK SAFETY CONTEST 


The American Trucking Associations, Inc., has announced 
awards made in its fourth national truck safety contest. In 
making the awards the judges take into consideration, among 
other things, the training of drivers, the operators’ safety pro- 
grams and cooperation with others in attaining safety on the 
highways, and the records of accidents. Members of the board 
of judges were H. H. Kelly, chief of the safety section of the 
Bureau of Motor Carriers; A. B. Barber, manager of the trans- 
portation division of. the Chamber of Commerce of the United 
States; Norman Damon, executive secretary of the Automotive 
Safety Foundation; Dawes E. Brisbine, research counsel, Na- 
tional Highway Users’ Conference; and W. A. Cameron, chief 
safety advisor, division of labor standards, Department of Labor. 

First prize winners were: Long distance, 1 to 3 vehicles, 
Sprague Oil Service, 500 N. Maxwell St., McPherson, Kan.; 
4 to 6 vehicles, Athey-Brooks Motors, Inc., 113 Ann St., Parkers- 
burg, W. Va.; 7 to 10 vehicles, Kaw Transport Co., 501 Cam- 
bridge, Kansas City, Mo.; 11 to 25 vehicles, Indiana Film 
Transit Co., 29 W. Thirteenth St., Indianapolis, Ind.; 26 to 50 
vehicles, Hugh Breeding Transport, Inc., 619 West Grand Ave., 
Oklahoma City, Okla.; 51 to 100 vehicles, Galveston Truck 
Lines, 2603 S. Walker Ave., Oklahoma City, Okla.; and over 
100 vehicles, Roadway Express, Inc., 97 E. South St., Akron, O. 
Local, 1 to 3 vehicles, George Adams, 3921 Deal St., Indiana 
Harbor, Ind., and 26 to 50 vehicles, in large cities, Philadelphia 
Coke Co., 4501 Richmond St., Philadelphia, Pa. 

In addition to the first prizes awarded, the judges made six 
awards of honor and fifty-two awards of merit. 


MOTOR ACT PROSECUTIONS 


The Commission has been advised, according to a state- 
ment by Secretary Bartel, that C. W. Howard, of Kinston, N. 
C., in the federal court for the eastern district of North Caro- 
lina, has been fined a total of $250 and costs on a plea of nolo 
contendere to an information charging him with accepting re- 
bates from the D. D. Jones Transfer & Warehouse Co., of Nor- 
folk, Va. 

The information, according to the secretary’s statement, 
contained 25 counts in which it was charged that in the period 
from September 18 to November 16, 1937, D. D. Jones Transfer 
& Warehouse Co. transported 45 shipments of property in inter- 
state commerce for defendant, C. W. Howard Co., wholesale 
grocers, Kinston, N. C.; that in connection with such shipments, 
Jones collected its lawful tariff rates but returned cash rebates 
of five cents a hundred pounds to Howard. The investigation 
disclosed, according to Secretary Bartel, that the rebates were 
paid by the carrier under the guise of payments for tail-gate 
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delivery service, and the carrier’s tariffs did not provide for 
such payments. All the rebates were paid in cash to the defend- 
ant which were entered in his books as error in freight, accord- 
ing to the statement. D. D. Jones Transfer & Warehouse Co., 
Inc., the carrier, D. D. Jones, its president, and Augustus Nor- 
ton, its traffic manager, were fined $1,350 in the district court 
at Norfolk on May 3 for granting these rebates to C. W. How- 
ard and other shippers, said Secretary Bartel. 

The Commission has been advised, according to a state- 
ment by Secretary Bartel, that a criminal information has 
been filed in the federal district court at Fort Worth, Tex., 
accusing J. R. Lingo, of Fort Worth, of doing business as I-Go 
Transfer & Storage Co. without obtaining a certificate from the 
Commission. The information is in 11 counts and charges 
Lingo with transporting property as a common carrier between 
Fort Worth and points in Oklahoma and Louisiana. It also 
accuses him of operating without having filed a tariff showing 
rates and charges for that transportation. One count of the 
information charges him with seeking to evade and defeat 
regulation under the motor carrier act by issuing fictitious bills 
of sale on his equipment to a shipper, thereby purporting to 
characterize such operations as those of a private carrier. 

A civil case has also been filed against Lingo seeking an 
injunction forbidding him further to violate the motor carrier 
act, according to the secretary’s statement. Hearing on that 
application is set for November 7. 


MOTOR ORDERS STAYED 


The Commission, by division 5, has stayed until its further 
order the recommended orders made in the following motor 
carrier cases: 

MC 41432, Sub. No. 2, East Texas Motor Freight Lines, 
extension of operations, Texas points; MC 88407, M. M. Hays, 
common carrier application; MC 94673, Michael Gannon, com- 
mon carrier application; MC F-150, A. R. Dalby, purchase, 
A. D. Miller; MC 151, A. R. Dalby, purchase, John J. Conley; 
MC F-163, A. R. Dalby, J. A. Fadell and D. C. Sanders, pur- 
chase, E. M. Hale and H. H. Davis; MC F-164, A. R. Dalby, 
lease, A. R. Dalby, J. A. Fadell and D. C. Sanders. 


EXCEPTIONS TO MOTOR REPORTS 

MC F-344, Southwestern Greyhound Lines, Inc., issuance 
of stock; MC F-345, Pennsylvania Greyhound Lines, Inc., issu- 
ance of stock; MC F-346, Capitol Greyhound Lines, issuance of 
stock; MC F-347, Illinois Greyhound Lines, Inc., issuance of 
stock; MC F-348, Teche Lines, Inc., issuance of stock; MC 
F-349, Dixie Greyhound Lines, Inc., issuance of stock; and MC 
F-350, Ohio Greyhound Lines, Inc., issuance of stock. Time 
for filing exceptions to recommended order extended to No- 
vember 19; MC F-459, Puget Sound Navigation Co., control, 
Olympic Peninsula Motor Freight Co., Inc. Time for filing 
exceptions to recommended order extended to November 3; 
MC 9888, Williams Transportation Co., Inc., common car- 
rier application. Time for filing exceptions to recommended 
order extended to October 31. 


TRUCK CARRIERS AND WORKING RULES 

Members of the common carrier division of the American 
Trucking Associations, Inc., in the middle-western states met 
at the Stevens Hotel, Chicago, October 20, to consider testi- 
mony to be entered at the Commission’s hearings on truck 
hours of service and working rules, in Ex Parte MC-2, which 
will begin in Chicago November 4. The meeting followed 
others, held the week previous, in which for-hire truck opera- 
tors generally participated (see Traffic World, October 15, p. 
771). Walter Mullady, regional vice-president of the A. T. A., 
presided. 


PRIVATE TRUCKERS MEET 

Representatives of midwest industries and farm groups, 
meeting at Chicago October 14, acted on a number of matters 
of interest to private truck operators. The meeting, at which 
W. H. Ott, general traffic manager, Kraft-Phenix Cheese Com- 
pany, Chicago, presided, endorsed the aims and purposes of the 
National Council of Private Motor Truck Owners. 

Dawes E. Brisbine, research counsel for the National 
Highway Users’ Conference, spoke on the efforts of state and 
federal government to regulate private motor trucks, after 
which the meeting went on record as opposed to any plan 
that would couple the private and the for-hire truck in regula- 
tion and taxation under utility and transportation commissions. 

The meeting went on record as favoring complete license 
tag reciprocity among the states and in opposition to laws 
and regulations to eliminate the operation of trucks on Satur- 
days, Sundays and holidays. 

In addition to representatives of individual industries in 
the packing, mail, order, petroleum, bakery, rubber, paper, 
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motor truck manufacturing, and other fields, a number of or- 
ganizations of private truck owners were represented. These 
included the Private Truck Owners of Indiana, the Minnesota 
Truck Owners’ Association, the Wisconsin Private and Con- 
tract Truckers’ Association, and the Motor Truck Owners’ Asso- 
ciation of Illinois. 


MOTOR CARRIER SHOW CAUSE ORDER 


An order to show cause why that application should not be 
denied for want of prosecution has been served on the ap- 
plicant in MC 2600, Earl W. Slagle, contract carrier applica- 
tion, 2 M. C. C. 127, around which there has been debate about 
bona fide operations in many other cases. 

The Commission recited that orders had been duly served 
on the applicants joined with the Slagle application that on full 
compliance with the requirements set forth therein appropriate 
authority would be issued unless otherwise ordered authorizing 
the applicants to engage in interstate or foreign commerce. 
Another, recital was that the applicants had failed and neg- 
lected to comply with the requirements of the motor carrier 
act and the rules and regulations prescribed by the Commission 
thereunder governing the filing of rate publications although 
duly requested to do so. It is on this failure to comply that 
the show cause order has been issued to Slagle and about two 
dozen others. 


MOTOR CARRIER BUREAU WORK 


Addressing members of the Federal Transportation Asso- 
ciation of Washington, Director W. Y. Blanning, of the Com- 
mission’s Bureau of Motor Carriers, said that in round figures 
the Commission had received 80,000 applications for certifi- 
cates or permits since its organization. Of that number, he 
said, 40,000 had been granted, 30,000 denied, 5,000 were pend- 
ing before the Commission, and the remainder had been with- 
drawn by reason of bankruptcy or consolidation. Mr. Blan- 
ning said he expected increased work for the bureau on account 
of changes that were being made by sales and financial diffi- 
culties of operators. 

Regulation of rates of carriers by motor vehicle, the direc- 
tor said, was in its infancy. He expressed doubt as to the 
advisability of motor carriers following the railways in the 
making of their rates but said that they were doing so. 

William E. Hayghe, chief of the transportation section of 
the procurement division of the Treasury, also a speaker at 
the association’s meeting, read a paper urging retention of the 
present land grant deductions in settling accounts for the trans- 
portation of government employes and property. 


NEW ENGLAND TRUCK CREDIT GROUP 


Twenty-nine motor truck operators in New England have 
formed an organization to facilitate the collection of freight 
charges and to educate shippers in the seven-day payment rule 
of the Commission. The name of the organization is the Motor 
Truck Operators’ Credit Bureau, and its central office is at New 
Haven, Conn. 

James A. Walsh, credit manager, Adley Express Company, 
New Haven, writing in Credit and Financial Management for 
September, under the title “Truck Transport Credits,” describes 
the developments which made the seven-day rule necessary. 
Although there have been numerous complaints from shippers 
as to the shortness of the time allowed for payment, Mr. Walsh 
predicts that it will be further shortened “in the not too distant 
future.” 


ILLINOIS TRUCK LEGISLATION 

State Senator Louis J. Menges, chairman of a special com- 
mission to study the need for motor truck regulation in Illinois 
and to prepare legislation for submission to the 1939 session 
of the Illinois general assembly, announced October 18 that his 
commission had prepared and would shortly make public such 
a bill. The bill was framed, he said, after the commission had 
spent a year studying the subject and had held 42 public hear- 
ings (see Traffic World, Jan. 29, p. 286). The bill will deal 
with matters of safety and the financial responsibility of truck 
operators in the state, and was drawn with the thought in 
mind that “while the trucks seem indispensable in certain 
types of transportation, some industries have been seriously 
handicapped or injured by the operation of trucks.” 

The bill will regulate all types of trucking, for-hire and 
private. Among the for-hire trucks, there will be classifications 
to take care of common and contract carriers and local haul- 
ers. The bill has been so drawn, it was said, as effectually 
to control the itinerant trucker. Other parts of it, it was 
announced, were drawn in an effort to control the growing 
raids on farm poultry lots and pastures. 

While the original announcement said nothing with refer- 
ence to rate regulation, it was understood that the bill will 


a ~~ CCU 


] 


October 22, 1938 


contain a rate section, instructing the administrating body 
which will be the state highway and building department 
rather than the state commerce commission, to construct a 
complete line of intrastate minimum rates and classifications 
based on the cost of operation of the trucks, to be determined 


by the department, plus a stated reasonable return on the 
operators’ investments. 


HIGHWAY TUNNELS 


Highway tunnels were once rare because of their cost, but 
within recent years the U. S. Bureau of Public Roads has con- 
structed in federal areas, or aided the states in the construc- 
tion of, 24 major highway tunnels in the western states. 

“Speed and volume of traffic have increased and the steep 
and winding roads once built in the mountains often can be 
avoided only by boring a tunnel,” says the bureau. 

“In general, construction of an open cut is more economical 
than tunneling if the length is less than 80 feet or if the cut 
can be made by excavating not more than 80 feet deep. 

“Most of the important tunnels range from from 200 to 
1,000 feet in length, but there is one in Zion National Park 
over a mile in length. The Wawona tunnel in Yosemite Na- 
tional Park is nearly a mile long. 

“Tunnels vary greatly in difficulty of construction and in 
cost. A short tunnel through solid rock may be built for $75 
to $100 per lineal foot. If the rock is broken so that it falls, 
or the tunnel is through earth, lining is required. A reinforced 
concrete lining may more than double the cost. Nineteen of 
the twenty-four tunnels referred to had to be lined. 

“The longer tunnels must be ventilated, sometimes by side 
openings or by shafts that act like chimneys and sometimes by 
forced drafts from large fans. Lighting of tunnels is becom- 
ing a frequent practice.” 


A. T. A. CONVENTION PROGRAM 


The American Trucking Associations, Inc., has issued the 
program for its fifth annual convention to be held at the 
Statler Hotel, Detroit, October 31 and November 1, 2 and 3. 

The convention will be opened October 31 with Ted V. 
Rodgers, president, presiding as chairman. The speaker will 
be W. J. Cameron, of the Ford Motor Co., whose subject is 
“Employer-Employe Relations.” Following his address Mr. 
Rodgers will make his annual report and W. Y. Blanning, 
director of the Bureau of Motor Carriers, will present the 
awards to A. T. A. safety contest winners. 

At the luncheon meeting that noon Walter Mullady, of 
Chicago, will act as chairman. Mayor Richard W. Reading, 
of Detroit, will deliver an address of welcome. The speaker 
at the luncheon will be Paul G. Hoffman, president of the 
Automotive Safety Foundation and of the Studebaker Corpora- 
tion, whose subject is “Greater Highway Safety.” 

In the afternoon of the first day meetings will be held of 
the safety and personnel division committees, and of the A. T. 
A. divisions—automobile transporters, common carriers, contract 
carriers, film carriers, and petroleum transporters. A member- 
ship meeting of the Household Goods Carriers Bureau, which 
will hold its third annual meeting in connection with the conven- 
tion, also will be held. A meeting of the personnel and safety 
division will be held also the night of October 31. 

H. H. Kelly, chief of the section of safety of the Bureau 
of Motor Carriers, will speak at a breakfast given by the 
personnel and safety division, November 1. A breakfast also 
will be given the same morning for presidents of affiliated 
associations. 

The annual truck parade will be held the morning of 
November 1. Later that day there will be meetings of the 
safety and personnel division, cartage operators, dump truck 
group, oil field haulers, household goods carriers, private car- 
riers, contract carriers, petroleum transporters and of man- 
agers of affiliated associations. Chester H. Gray, director of 
the National Highway Users Conference, will speak at the 
luncheon meeting November 1 

The annual meeting of the Michigan Trucking Association 
will be held at 4 p. m. November 1. 

H. E. Crawfurd, president of the Associated Road Opera- 
tors, Ltd., of Great Britain, will speak on “International 
Problems in Motor Transportation,” at the annual banquet. 

At the luncheon meeting November 2 William P. Helm, 
Washington newspaper correspondent, will speak on “What’s 
Ahead for Business.” 

The annual banquet will be held the evening of Novem- 
ber 2. There will be a floor show. The toastmaster will be Fred 
O. Nelson, Jr., of New York City, and Chester G. Moore, of 
Chicago, will be master of ceremonies. Don B. Smith, general 
manager of the Michigan Trucking Association, will welcome 
the guests. 


The last day of the convention, November 3, will be 


devoted to visits to truck manufacturing factories in and near 
Detroit. A feature of the program will be the second annual 
truck drivers’ rodeo. The Greater Detroit Cartage Association 
and the National Automobile Transporters Association also will 
hold annual meetings while the convention is in session. 

_ Several business sessions will be held by certain groups 
prior to the opening session of the convention. The National 
traffic committee, C F. Weilbacher, chairman, will meet October 
28, and a subcommittee will meet the following day to con- 
sider possible effects of the I. C. C. order prohibiting truck 
drivers working more than 10 hours a day. On Sunday, October 
30, the following A. T. A. committees will meet: Executive com- 
mittee, national traffic committee, taxation and reciprocity 
committee, insurance committee, policy committee, legislative 
committee, traffic committee, carrier classification committee 
and freight claims rules committee. The board of directors 
of the Household Goods Carriers Bureau will meet the same 
day. The advisory board of the common carrier division and 
tariff bureau representatives also will hold meetings Sunday. 


TRUCK LOADINGS 


One hundred and sixty-four motor carriers operating in 
35 states carried 679,187 tons of freight in September, as com- 
pared with 664,290 tons in August, and 665,098 tons in Sep- 
tember, 1937, according to reports made by these carriers to 
the American Trucking Associations, Inc. The September 
loadings for these carriers represented an increase of 2.24 per 
cent over their August loadings and 2.11 per cent over their 
loadings for September, 1937. The loadings for September 
were 6.84 per cent higher than the average for 1936. The 
heaviest movement was in L. C. L. freight. The number of 
carriers reporting loadings to the association is increasing. Last 
month only 129 carriers reported. The association is making 


an effort to add as many as possible to the number of report- 
ing carriers. 


WATER CARRIER AGREEMENTS 


The following described action has been taken by the Mari- 
time Commission on agreements filed pursuant to the provi- 
sions of section 15 of the shipping act, 1916, as amended: 


Agreements Approved 


Conference 90-3 between The Bank Line, Ltd., Isthmian Steamship 
Company, N. V. Rotterdamsche Lloyd, and the nine other carriers com- 
prising the membership of the Java-New York Conference modifying 
the conference agreement to more accurately define the scope thereof. 

Conference 140-10 between Compagnie Generale Transatlantique, 
Waterman Steamship Corporation, Norddeutscher Lloyd, and the other 
eleven carriers comprising the membership of the Gulf/French Atlantic 
Hamburg-Range Freight Conference, recording the understanding of 
the parties in respect to ‘‘open’’ rates. 

Conference 161-11 between Larrinaga & Co., Ltd., Waterman Steam- 
ship Corporation, Strachan Shipping Company, and the other seven 
parties to the agreement of the Gulf United Kingdom Conference modi- 
fying the agreement of the Conference to record the understanding of 
the parties in respect to ‘‘open’’ rates. 

3868-4 between Grace Line, Inc., Lykes Bros.-Ripley Steamship Co., 
Inc., Panama Rail Road Company (Panama Railroad Steamship Line), 
Standard Fruit and Steamship Company, and United Fruit Company 
modifying agreement of Atlantic and Gulf/Panama Canal Zone, Colon, 
and Panama City Conference to include agreement as to divisions of 
through rates on cargo transhipped at Balboa, Canal Zone. 

4412-1 between The Bank Line, Ltd., Isthmian Steamship Company, 
Dollar Steamship Lines, Inc., Ltd., N. V. Rotterdamsche Lloyd, and 
the eleven other carriers comprising the membership of the Deli/New 
York Conference modifying the conference agreement to more accurately 
define the scope thereof. 

6014-1 between Furness, Withy & Company, Ltd. (Furness Red 
Cross Line), and Luckenbach Steamship Company, Inc., American Line 
Steamship Corporation—The Atlantic Transport Company of West Vir- 
ginia (Panama Pacific Line), Dollar Steamship Lines, Inc., Ltd., and 
Baltimore Mail Steamship Company (Panama Pacific Line) modifies 
agreement 6014 to include Baltimore Mail Steamship Company (Panama 
Pacific Line) and to eliminate American Line Steamship Corporation 
—The Atlantic Transport Company of West Virginia (Panama Pacific 
Line) as delivering intercoastal carriers. Agreement 6014 provides for 
the transportation of dried squid under through bills of lading from St. 
John’s Newfoundland, to United States Pacific Coast ports, with tran- 
shipment at New York. 

6016-2 between Luckenbach Steamship Company, Inc., Dollar Steam- 
ship Lines, Inc., Ltd., Panama Mail Steamship Company (Grace Line), 
American-Hawaiian Steamship Company, American Line Steamship 
Corporation—The Atlantic Transport Company of West Virginia (Pan- 
ama Pacific Line), and Baltimore Mail Steamship Company (Panama 
Pacific Line) and ‘‘Italia’’ Societa’ Anonima di Navigazione (Italian 
Line) modifies agreement 6016, as amended, to include Baltimore Mail 
Steamship Company (Panama Pacific Line) and to eliminate American 
Line Steamship Corporation—The Atlantic Transport Company of West 
Virginia (Panama Pacific Line) and Panama Mail Steamship Company 
(Grace Line) as originating intercoastal carriers. Agreement 6016, as 
amended, provides for the transportation of canned goods and dried 
fruit under through bills of lading from United States Pacific Coast 
ports to Portugal and ports in the Mediterranean, Adriatic, and Black 
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Seas; and honey under through bills of lading from United States Pa- 
cific Coast ports to Genoa, Leghorn, Naples, Trieste, and Venice, with 
transhipment at New York. 

6046-4 between Roamer Tug & Lighterage Company and Pacific-At- 
lantic Steamship Company (Quaker Line), Luckenbach Steamship Com- 
pany, Inc., American-Hawaiian Steamship Company, Weyerhaeuser 
Steamship Company, States Steamship Company—California Eastern 
Line, Inc. (California-Eastern Line), McCormick Steamship Company, 
American Line Steamship Corporation—The Atlantic Transport Com- 
pany of West Virginia (Panama Pacific Line), Sudden & Christenson 
(Arrow Line), Isthmian Steamship Company, Calmar Steamship Cor- 
poration, and Baltimore Mail Steamship Company (Panama Pacific 
Line) modifies agreement 6046, as amended, to include Baltimore Mail 
Steamship Company (Panama Pacific Line) and to eliminate American 
Line Steamship Corporation—The Atlantic Transport Company of West 
Virginia (Panama Pacific Line) as delivering intercoastal carreirs. 
Agreement 6046, as amended, provides for the transportation of cargo 
under through bills of lading from Vancouver, Washington, to United 
States Atlantic Coast ports, with transhipment at Portland, Oregon. 

6202-1 between Calmar Steamship Corporation, American-Hawaiian 
Steamship Company, Dollar Steamship Lines, Inc., Ltd., Panama Mail 
Steamship Company (Grace Line), Luckenbach Steamship Company, 
Inc., American Line Steamship Corporation—The Atlantic Transport 
Company of West Virginia (Panama Pacific Line), Weyerhaeuser Steam- 
ship Company, and Baltimore Mail Steamship Company (Panama Pa- 
cific Line) and Compagnie Maritime Belge (Lloyd Royal) S. A., modifies 
agreement 6202 to include Baltimore Mail Steamship Company (Panama 
Pacific Line) and eliminate American Line Steamship Corporation—The 
Atlantic Transport Company of West Virginia (Panama Pacific Line), 
Panama Mail Steamship Company (Grace Line), and Calmar Steamship 
Corporation as originating intercoastal carriers. Agreement 6202 pro- 
vides for the transportation of cargo under through bills of lading from 
United States Pacific Coast ports to ports in Belgium or Germany, with 
transhipment at New York. 

6207-1 between Canadian Pacific Steamships, Ltd., and Canadian 
Pacific Railway Company (British Columbia Coast Steamship Service), 
and Coastwise Line, and American Line Steamship Corporation—The 
Atlantic Transport Company of West Virginia (Panama Pacific Line), 
Dollar Steamship Lines, Inc., Ltd., and Baltimore Mail Steamship 
Company (Panama Pacific Line) modifies agreement 6207 to include 
Baltimore Mail Steamship Company (Panama Pacific Line) and to 
eliminate American Line Steamship Corporation—The Atlantic Trans- 
port Company of West Virginia (Panama Pacific Line) as delivering 
intercoastal carriers. Agreement 6207 provides for the transportation of 
silk under through bills of lading from Japan, Korea, Formosa, Man- 
churia, China, Hong Kong, and Indo-China to United States Atlantic 
Coast ports, with transfer to lightering carrier at Vancouver, B. C., 
and to coastwise carrier at Seattle, and to the intercoastal carrier at 
San Francisco, or Los Angeles Harbor. 

6208-1 between American-Hawaiian Steamship Company, American 
Line Steamship Corporation—The Atlantic Transport Company of West 
Virginia (Panama Pacific Line), and Baltimore Mail Steamship Com- 
pany (Panama Pacific Line) and Fern Line (Joint Service of Fearnley 
& Eger and A. F. Klaveness & Co., A/S) modifies agreement 6208 to 
include Baltimore Mail Steamship Company (Panama Pacific Line) and 
to eliminate American Line Steamship Corporation—The Atlantic Trans- 
port Company of West Virginia (Panama Pacific Line) as originating 
intercoastal carriers. Agreement 6208 provides for the transportation 
of cotton, cotton linters, and motes under through bills of lading from 
United States Pacific Coast ports to Oporto, Portugal, with tranship- 
ment at New York. 

6211-1 between Luckenbach Steamship Company, Inc., American- 
Hawaiian Steamship Company, Dollar Steamship Lines, Inc., Ltd., 
American Line Steamship Corporation—The Atlantic Transport Com- 
pany of West Virginia (Panama Pacific Line), and Baltimore Mail 
Steamship Company (Panama Pacific Line) and Linea Sud Americana, 
Inc. (Gardiaz Line), modifies agreement 6211 to include Baltimore Mail 
Steamship Company (Panama Pacific Line) and to eliminate American 
Line Steamship Corporation—The Atlantic Transport Company of West 
Virginia (Panama Pacific Line) as originating intercoastal carriers. 
Agreement 6211 provides for the transportation of canned goods and 
dried fruit under through bills of lading from United States Pacific 
Coast ports to Portugal and ports in the Mediterranean, Adriatic, Black 
Seas, and Levant; and honey under through bills of lading from United 
States Pacific Coast ports to Genoa, Leghorn, Naples, Trieste, and 
Venice, with transhipment at New York. 

6236-2 between Bull Insular Line, Inc., Baltimore Insular Line, Inc., 
Bermuda & West Indies Steamship Company, Ltd., and American Carib- 
bean Line, Inc., and Pacific-Atlantic Steamship Company (Quaker Line), 
American-Hawaiian Steamship Company, American Line Steamship 
Corporation—The Atlantic Transport Company of West Virginia (Pan- 
ama Pacific Line), Luckenbach Steamship Company, Inc., Dollar Steam- 
ship Lines, Inc., Ltd., Sudden & Christenson (Arrow Line) Pacific 
Coast Direct Line, Inc., Calmar Steamship Corporation, and Baltimore 
Mail Steamship Company (Panama Pacific Line) modifies agreement 
6236, as amended, to include Baltimore Mail Steamship Company (Pan- 
ama Pacific Line) and to eliminate American Line Steamship Corpora- 
tion—The Atlantic Transport Company of West Virginia (Panama Pa- 
cific Line) as delivering intercoastal carriers. Agreement 6236, as 
amended, provides for the transportation of cargo under through bills 
of lading from the Virgin Islands to United States Pacific Coast ports, 
with transhipment at United States Atlantic Coast ports. 

6322 between Hamburg-Amerikanische Packetfahrt Actien-Gesell- 
schaft (Hamburg-American Line) and Mooremack Gulf Lines, Inc., 
provides for the transportation of cargo under through bills of lading 
from the Philippine Islands to Baltimore, Boston, New Bedford, New 
York, and Philadelphia, with transhipment at New Orleans. 

6323 between Yamashita Kisen Kabushiki Kaisha and Agwilines, 
Inc., provides for the transportation of cargo under through bills of 
lading from China and Japan to Charleston, Jacksonville, Miami, and 
Tampa, with transhipment at New York. 
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6362 between Nippon Yusen Kaisha and The Bull Steamship Line 
provides for the transportation of cargo under through bills of lading 
from ports in China and Japan to Charleston, Jacksonville, Fort Pierce, 
Miami, Tampa, St. Petersburg, Pensacola, Lake Charles, Beaumont, 
and Corpus Christi, with transhipment at Baltimore. 

6366 between Osaka Syosen Kaisya and The Bull Steamship Line 
provides for the transportation of cargo under through bills of lading 
from Dairen, Hong Kong, and ports in China and Japan to Charleston, 
Jacksonville, Fort Pierce, Miami, Tampa, St. Petersburg, Pensacola, 
Lake Charles, Beaumont, and Corpus Christi, with transhipment at 
Baltimore. 

6367 between Ellerman & Bucknall Steamship Company, Ltd. 
(American & Manchurian Line), and The Bull Steamship Line pro- 
vides for the transportation of cargo under through bills of lading 
from ports in China, the Philippine Islands, the Dutch East Indies, the 
Straits Settlements, and from Port Sudan, Aden, and Port Said to 
Lake Charles, Beaumont, and Corpus Christi, with transhipment at 
Baltimore. 

6394 between Nippon Yusen Kaisha (N. Y. K. Line) and Mooremack 
Gulf Lines, Inc., provides for the transportation of cargo under through 
bills of lading from Hong Kong and ports in Japan, China, Manchukuo, 
and the Philippine Islands to New Orleans, Corpus Christi, and Hou- 
ston, with transhipment at Baltimore, Boston, New York, or Phila- 
delphia. 

6395 between Kokusai Kisen Kabushiki Kaisha (Kokusai Line) and 
Mooremack Gulf Lines, Inc., provides for the transportation of cargo 
under through bills of lading from ports in China, Japan, the Philip- 
pine Islands, and the Straits Settlements to New Orleans, Corpus 
Christi, and Houston, with transhipment at Baltimore, Boston, New 
York, or Philadelphia. 

6407 between Wilhelm Wilhelmsen (Barber-Wilhelmsen Line) and 
Mooremack Gulf Lines, Inc., provides for the transportation of cargo 
under through bills of lading from Hong Kong and ports in China, 
Japan, and the Philippine Islands to New Orleans, Corpus Christi, and 
Houston, with transhipment at Baltimore, Boston, New York, or Phila- 
delphia. 

6408 between Lancashire Shipping Co., Ltd. (Dodwell-Castle Line) 
and Mooremack Gulf Lines, Inc., provides for the transportation of 
cargo under through bills of lading from Hong Kong and ports in 
Japan, China, Korea, Formosa, Siberia, Manchukuo, Indo-China, and 
the Philippine Islands to New Orleans, Corpus Christi, and Houston, 
with transhipment at Baltimore, Boston, New York, or Philadelphia. 

6467 between Yamashita Kisen Kabushiki Kaisha (Yamashita Line) 
and the Bull Steamship Line provides for the transportation of cargo 
under through bills of lading from ports in China and Japan to 
Charleston, Jacksonville, Fort Pierce, Miami, Tampa, St. Petersburg, 
Pensacola, Lake Charles, Beaumont, and Corpus Christi, with tranship- 
ment at Baltimore. 


6494 between Wilh. Wilhelmsen (Barber-Wilhelmsen Line) and 
Baltimore Mail Steamship Company (Panama Pacific Line) by which 
they assume and agree to be bound by the terms and conditions of 
agreement 5425 between Wilh. Wilhelmsen (Barber-Wilhelmsen Line) 
and American Line Steamship Corporation—The Atlantic Transport 
Company of West Virginia (Panama Pacific Line) providing for the 
transportation of cargo under through bills of lading from the Philip- 
pine Islands, China, and Japan to United States Atlantic Coast ports, 
with transhipment at Los Angeles Harbor. 


6522 between The East Asiastic Company, Ltd., and Bermuda & 
West Indies Steamship Company, Ltd., provides for the transportation 
of cargo under through bills of lading from United States Pacific Coast 
ports to Frederiksted, St. Croix; Basse-Terre, St. Kitts; St. John’s, 
Antigua; Basse-Terre and Pointe-a-Pitre, Guadeloupe; Roseau, Domin- 
ica; Fort de France, Martinique; Castries, St. Lucia; Bridgetown, 
Barbados; Port of Spain and San Fernando, Trinidad; St. Georges, 
Granada; Kingston, St. Vincent; and Georgetown (Demerara), British 
Guiana, with transhipment at St. Thomas, Virgin Islands. 

6526 between United States of America—United States Maritime 
Commission (American Pioneer Line) and The New York and Porto 
Rico Steamship Company and Bull Insular Line, Inc., provides for the 
transportation of gunny sacks under through bills of lading from 
Calcutta, India, to Puerto Rican ports, with transhipment at New York. 

6531 between Grace Line, Inc., and Hammond Shipping Co., Ltd., 
provides for the transportation of cargo under through bills of lading 
between ports in Mexico, Honduras, Guatemala, Salvador, Costa Rica, 
Nicaragua, Canal Zone, Panama, Colombia, Ecuador, Peru, and Chile 
and San Francisco, Los Angeles Harbor, Portland, Astoria, Seattle, 
and Tacoma, with transhipment at Los Angeles Harbor or San Fran- 
cisco. 

6532 between Grace Line, Inc., and McCormick Steamship Company 
provides for the transportation of cargo under through bills of lading 
between ports in Mexico, Honduras, Guatemala, Salvador, Costa Rica, 
Nicaragua, Canal Zone, Panama, Colombia, Ecuador, Peru, and Chile 
and San Francisco, Los Angeles Harbor, Portland, Astoria, Seattle, and 
Tacoma, with transhipment at Los Angeles Harbor or San Francisco. 

6533 between Thos. & Jno. Brocklebank, Ltd. (Brocklebanks-Cunard 
Service) and The New York and Porto Rico Steamship Company and 
Bull Insular Line, Inc., provides for the transportation of gunny sacks 
under through bills of lading from Calcutta, India, to Puerto Rican 
ports, with transhipment at New York. 

6544 between Yamashita Kisen Kabushiki Kaisha and McCormick 
Steamship Company and Baltimore Mail Steamship Company (Panama 
Pacific Line) by which they assume and agree to be bound by the 
terms and conditions of agreement 5309 between Yamashita Kisen 
Kabushiki Kaisha, McCormick Steamship Company, and American Line 
Steamship Corporation—The Atlantic Transport Company of West Vir- 
ginia (Panama Pacific Line) providing for the transportation of silk 
under through bills of lading from Japan, Korea, Formosa, Manchuria, 
China, Hong Kong, and Indo-China to United States Atlantic Coast 
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ports, with transhipment at Victoria or Vancouver, B. C., or Seattle, 
and at San Francisco or Los Angeles Harbor. 

6545 between The China Mutual Steam Navigation Company, Ltd.— 
The Ocean Steam Ship Company, Ltd. (Blue Funnel Line) and Balti- 
more Mail Steamship Company (Panama Pacific Line) by which they 
assume and agree to be bound by the terms and conditions of agree- 
ment 5191 between The China Mutual Steam Navigation Company, Ltd. 
—The Ocean Steam Ship Company, Ltd. (Blue Funnel Line) and Amer- 
ican Line Steamship Corporation—The Atlantic Transport Company of 
West Virginia (Panama Pacific Line) providing for the transportation 
of raw silk under through bills of lading from Japan, Korea, Formosa, 
Manchuria, China, Hong Kong, and Indo-China to United States At- 
lantic Coast ports, with transhipment at Seattle, thence via rail to 
San Francisco. 

6546 between The China Mutual Steam Navigation Company, Ltd.— 
The Ocean Steam Ship Company, Ltd. (Blue Funnel Line) and McCor- 
mick Steamship Company and Baltimore Mail Steamship Company (Pa- 
nama Pacific Line) by which they assume and agree to be bound by the 
terms and conditions of agreement 5304 between The China Mutual 
Steam Navigation Companv, Ltd.—The Ocean Steam Ship Company, 
Ltd. (Blue Funnel Line), McCormick Steamship Company, and Amer- 
ican Line Steamship Corporation—The Atlantic Transport Company of 
West Virginia (Panama Pacific Line) providing for the transportation 
of silk under through bills of lading from Japan, Korea, Formosa, 
Manchuria, China, Hong Kong, and Indo-China to United States Atlantic 
Coast ports, with transhipment at Victoria, B. C., Vancouver, B. C., 
or Seattle, and at San Francisco or Los Angeles Harbor. 

6548 between Nippon Yusen Kaisya and Baltimore Mail Steamship 
Company (Panama Pacific Line) by which they assume and agree to 
be bound by the terms and conditions of agreement 5071 between 
Nippon Yusen Kaisha and American Line Steamship Corporation—The 
Atlantic Transport Company of West Virginia (Panama Pacific Line) 
providing for the transportation of raw silk under through bills of 
lading from Japan, Korea, Formosa, Manchuria, China, Hong Kong, 
and Indo-China to United States Atlantic Coast ports, with tranship- 
ment at Seattle, thence via rail to San Francisco. 

6559 between Canadian Pacific Steamships, Ltd., and Canadian 
Pacific Railway Company (British Columbia Coast Steamship Service) 
and Baltimore Mail Steamship Company (Panama Pacific Line) by 
which they assume and agree to be bound by the terms and conditions 
of agreement 5568 between Canadian Pacific Steamships, Ltd., Canadian 
Pacific Railway Company (British Columbia Coast Steamship Service), 
and American Line Steamship Corporation—The Atlantic Transport 
Company of West Virginia (Panama Pacific Line) providing for the 
transportation of silk under through bills of lading from Japan, Korea, 
Formosa, Manchuria, China, Hong Kong, Indo-China, and the Philip- 
pine Islands to United States Atlantic Coast ports, with transhipment 
from Vancouver, B. C., to Seattle, and thence by rail connections to 
San Francisco or Los Angeles Harbor. 


Agreements Cancelled 


737 between American Pioneer Line (Roosevelt Steamship Co., 
Inc.), and The New York and Porto Rico Steamship Company, which 
has been superseded by 6526. 

961 between Ocean Dominion Steamship Corporation and Panama 
Mail Steamship Company (Grace Line) provided for the transportation 
of molasses under through bills of lading from Barbados, British West 
Indies, to Los Angeles Harbor and San Francisco, with transhipment 
at New York. 

1159 between American Pioneer Line (Roosevelt Steamship Co., 
Inc.), and Bull Insular Line, Inc., which has been superseded by 6526. 

1885, as amended, between Panama Mail Steamship Company 
(Grace Line) and Ellerman & Bucknall Steamship Company, Ltd. 
(American & Indian Line) provided for the transportation of canned 
goods and dried fruit under through bills of lading from United States 
Pacific Coast ports to ports in Egypt and Arabia, with transhipment 
at New York. 

2022 between Bermuda & West Indies Steamship Company, Ltd., 
and Panama Mail Steamship Company (Grace Line) provided for the 
transportation of nutmegs under through bills of lading from Grenada, 
British West Indies, to United States Pacific Coast ports, with tranship- 
ment at New York. 

2267, as amended, between Panama Mail Steamship Company 
(Grace Line) and Compagnie Generale de Navigation a Vapeur (Fabre 
Line) provided for the transportation of canned goods, canned fruit, 
and dried fruit under through bills of lading from United States Pacific 
Coast ports to Algiers, Casablanca, Ceuta, Marseilles, Melilla, Oran, 
Tangier, Tunis, Lisbon, and Oporto, with transhipment at New York. 

2298 between Wilhelm Wilhelmsen (Barber-Wilhelmsen Line) and 
Mooremack Gulf Lines Inc., which has been superseded by 6407. 


2299 between Lancashire Shipping Co., Ltd. (Dodwell-Castle Line) 
and Mooremack Gulf Lines, Inc., which has been superseded by 6408. 

2397, as amended, between Panama Mail Steamship Company (Grace 
Line) and The Export Steamship Corporation (American Export Lines) 
provided for the transportation of canned goods, canned fruit, and 
dried fruit under through bills of lading from United States Pacific 
Coast ports to specified ports on the Mediterranean and Black Seas, 
and on the Atlantic Coast of Morocco, with transhipment at New York. 

3219 between Thos. & Jno. Brocklebank, Ltd. (Brocklebanks-Cunard 
Service) and The New York and Porto Rico Steamship Company, which 
has been superseded by 6533. 

3222 between Thos. & Jno. Brocklebank, Ltd. (Brocklebanks-Cunard 
Service) and Bull Insular Line, Inc., which has been superseded by 
6533. 

3223 between Clyde-Mallory Lines and Panama Mail Steamship 
Company (Grace Line) provided for the transportation of cigars under 
through bills of lading from Tampa, Fla., to United States Pacific 
Coast ports, with transhipment at New York. 

3883 between Panama Mail Steamship Company (Grace Line) and 


The Traffic World 


PAGE 829 





Kingsley Navigation Company, Ltd., provided for the transportation 
of cargo under through bills of lading between United States Atlantic 
Coast ports and Vancouver and Victoria, British Columbia, with tran- 
shipment at San Francisco. 


4353 between Nippon Yusen Kaisha and The Bull Steamship Line, 
which has been superseded by 6362. 


4669 between Ellerman & Bucknall Steamship Company, Ltd. 
(American & Manchurian Line) and The Bull Steamship Line, which 
has been superseded by 6367. 

4900 between Panama Mail Steamship Company (Grace Line) and 
McCormick Steamship Company, which has been superseded by 6532. 

4903 between Panama Mail Steamship Company (Grace Line) and 


Hammond Shipping Co., Ltd. (Christenson-Hammond Line), which has 
been superseded by 6531. 


5134 between Osaka Shosen Kaisha and The Bull Steamship Line, 
which has been superseded by 6366. 

6387 between Panama Mail Steamship Company (Grace Line) and 
New York and Cuba Mail Steamship Company provided for the trans- 
portation of cargo under through bilis of lading from Los Angeles 
Harbor and San Francisco to ports on the East Coast of Mexico, with 
transhipment at New York. 

5960 between Edward P. Farley and Morton L. Fearey, Trustees of 
Munson Steamship Line and Prince Line, Ltd., provided for the estab- 
lishment and maintenance of agreed rates and charges in respect to 
the transportation of refrigerated cargo from United States Atlantic 
Coast ports to ports in Brazil, Uruguay, and Argentina. 

6037 between Panama Mail Steamship Company (Grace Line) and 
Rederiaktiebolaget Nordstjernan (Johnson Line) provided for the trans- 
portation of cargo under through bills of lading from United States 
Atlantic Coast ports to Vancouver and Victoria, British Columbia, with 
transhipment at San Francisco. 


6153 between Yamashita Kisen Kabushiki Kaisha (Yamashita Line) 
and The Bull Steamship Line, which has been superseded by 6467. 


STEAMSHIP CONFERENCE COMPLAINT 


Allen Dean, manager of the foreign trade department and 
transportation bureau of the Detroit Board of Commerce, in a 
letter to Chairman Land, of the Maritime Commission, has 
given support to the request of the attorneys general of Wis- 
consin, Michigan, Ohio and Indiana, asking the maritime body 
to initiate a review of the existing contracts of the steamship 
lines in the North Atlantic Conference to determine the legality 
of the so-called 100 per cent patronage clause that requires 
exporters to give those lines all their traffic or suffer a penalty 
rate of $2 a ton (see Traffic World, Oct. 1, p. 655). 

According to Mr. Dean, the Detroit organization has con- 
sistently urged the illegality of this clause for more than four 
years. He said he entertained no doubt as to the serious effect 
on foreign commerce and shipping of the nation in general 
and the Great Lakes region in particular which this contract 
clause generated. He also expressed the opinion that the deci- 
sion of the Supreme Court in Swayne and Hoyt vs. United 
States, 57 Supreme Court 478; 300 U. S. 297, convinced the 
Detroit organization that the contracts of the conference had 
no support in law. 

Detroit, Mr. Dean said, produced more manufactured goods 
for export than any other American city and that the largest 
percentage of its products was destined to English channel 
ports. In the present season of navigation, he said, the Fjell 
(Norwegian) Line provided 25 sailings direct from Detroit and 
other Great Lakes cities to the channel ports. Mr. Dean said 
that, beginning in the spring of 1929, Detroit had been informed 
the Orange Line (Netherlands) would enter the Great Lakes- 
European direct service. That, Mr. Dean said, indicated, in 
a small way the eagerness of Great Lakes exporters to take 
advantage of all-water service direct to their markets. The 
North Atlantic Conference lines, Mr. Dean said, operated no 
service direct from the Great Lakes. It therefore was mani- 
festly unjust and unlawful, said he, for it to prohibit Detroit 
shippers from patronizing the direct service of other carriers 
through the imposition of penalties on such exporters. 


EMPLOYES ON SUBSIDIZED VESSELS 


The Maritime Commission has announced hearings to be 
held November 1 at its offices at 45 Broadway, New York 
City, and 200 Bush Street, San Francisco, Calif., to take evi- 
dence of the relevant facts, concerning the working conditions 
of employes in ocean-going shipping, to be considered by the 
commission, together with other facts obtained through its 
investigations, in determining what, if any, minimum wages 
scales, minimum manning scales and reasonable working con- 
ditions should be established by the commission. for those 
members of the crews of vessels receiving an operating-differ- 
ential subsidy, who are employed as electricians, machinists, 
plumbers, storekeepers, boilermakers, and in other specialized 
unlicensed ratings. 

Application was made to the commission under section 
301 (a) of the merchant marine act, 1936, by the National 
Maritime Union, New York, N. Y., and the International 
Brotherhood of Electrical Workers, Washington, D. C., for 
the inclusion of the ratings in the prescribed minimum scales 
and working conditions. 
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(Circuit Court of Appeals, Fifth Circuit.) Where owner 
of vessel transferred legal title of vessel to his insolvent brother, 
it would be presumed that his purpose was to avoid liability 
for possible claims arising from operation of the vessel. (Gard- 
ner vs. Dantzler Lumber & Export Co., 98 Fed. Rep. (2d) 478.) 

Admiralty courts administer the broadest equity and may 
look through transfers of legal title to vessels to ascertain the 
truth.—Ibid. 

In a libel to recover for loss of cargo sustained when 
vessel foundered at sea and became a total loss, respondents 
had burden of proving that vessel was seaworthy.—Ibid. 

In libel for damages for loss of cargo, in vessel which 
foundered at sea and was a total loss, evidence that vessel 
listed heavily in ordinary weather because of leaks, shipped 
more water, and eventually foundered, held to establish that 
vessel was unseaworthy.—Ibid. 


OLD STEAMSHIP ORDERS SET ASIDE 


Because coastwise and Great Lakes steamship lines are now 
subject to regulation by the Maritime Commission and are 
now required to file their rates, the Commission has vacated 
and set aside orders in No. 6606, Southern Pacific Company’s 
ownership of Atlantic Steamship Lines, 43 I. C. C. 168, and 
later reports, and No. 6672, Ocean Steamship Co. of Savannah, 
37 I. C. C. 422, and later reports. The orders that have been 
Mey and set aside are dated February 24, 1916, and April 


In the orders that have been vacated the Southern Pacific 
was authorized to change rates on one day’s notice on any or all 
commodities transported as all-water shipments between New 
York, N. Y., and Houston, Tex., between Baltimore, Md., and 
Galveston, Tex., and between Baltimore and Houston, Tex. The 
Ocean Steamship Co. of Savannah was authorized to make 
changes in rates on not less than two days’ notice on specified 
commodities when transported as port-to-port shipments be- 
tween New York, N. Y., or Boston, Mass., on the one hand, 
and Savannah, Ga., on the other. 


The foregoing orders were issued by the Commission to 
enable the Southern Pacific steamship line and the Ocean 
Steamship Co. to change their rates to meet rates made by 
the then unregulated coastwise lines. The Commission re- 
opened these cases, after the coastwise lines became subject 
to the Maritime Commission’s jurisdiction so that the Southern 
Pacific and the Ocean Steamship Co. of Savannah might show 
cause, if any, why the order should not be set aside. They 
advised the Commission that they did not care to be heard so 
the old orders were set aside as no longer needed. The two 
steamship lines when they desire to meet rates of tramp steam- 
ship lines have authority to ask sixth section permission for 
publication of competitive rates on less than statutory notice. 

The Commission has canceled a further hearing in Nos. 
6606 and 6672, assigned before Commissioner Meyer and Ex- 
aminer Hoy at Washington October 26. The hearing was as- 
signed before the Commission was advised by the two steam- 
ship lines that they desired no hearing. 


MARITIME COMMISSION MACHINERY 


The Maritime Commission, with a view to increasing effi- 
ciency in the handling of applications for subsidies and to 
expedite administration of all aspects of the merchant marine 
act related thereto, has made changes in its administrative 
organization. 

It has established an examining division, under the imme- 
diate supervision of a chief examiner, directly responsible to 
the commission. The division is to be composed of examiners 
and such other personnel who may be assigned or appointed 
from time to time. The examining section of the division of 
finance is abolished, but all functions of that section not spe- 

, cifically transferred to the examining division, is to remain in 
the division of finance, as is also the administration and super- 
vision of the accounting and auditing requirements of all con- 
tracts to which the commission is a party. 

A planning committee has also been created, to be com- 
posed of such members as may be appointed hereafter by the 
commission. The chief examiner, who is to be appointed, has 
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been designated to serve as acting chairman of the committee. 
It is to review the work of the examining division. 

The examining division is to exercise general supervision 
over proceedings in connection with applications for construc- 
tion and operating differential subsidy contracts; all applica- 
tions for waivers, permissions, approvals or consents, and for 
revision of contracts with contractors under the provisions of 
titles V, VI, VII and VIII, and the examination of bids for 
the purchase or charter of government owned lines and applica- 
tions for ship mortgage insurance filed under title XI. 


ROUGH ROLLED GLASS 


The Maritime Commission has declined to suspend the pro- 
posed reductions in rates, from Atlantic to Pacific coast ports, 
on rough rolled glass and other articles from 784 cents and 76 
cents to 52% and 50 cents via Groups A and B lines, respec- 
tively, published in Item No. 1458 of Alternate Agent Joseph 
A. Wells’ tariff S.B.-I, No. 6, effective October 17. The com- 
mission said its action in declining to suspend the protested 
reduced rates was without prejudice to any decision which 
might be reached in any subsequent proceeding. Protest was 
filed by the Mississippi Glass Co., of New York City. 


ANIMAL OIL 
Examiner J. H. Eisenhart, Jr., of the Maritime Commission, 
in a proposed report in No. 492, Wypenn Oil Co., Inc., vs. 
Luckenbach Steamship Co., Inc., has recommended that class 
rates on marine or animal oil spent catalyst from Tacoma, 
Wash., to New York, N. Y., be found not unjust or unreasonable, 
and has proposed dismissal of the complaint. 


TUGS FOR CHARTER 


The Maritime Commission has asked for bids from Amer- 
ican citizens for the bareboat charter for three years of the 
tugs Peacock, Warbler and Willet. The charter calls for 
operation of the three ships as salvage vessels. Bids will be 
opened at noon October 31, in Room 4854, Department of Com- 
merce Building, Washington, D. C. The Peacock and Willet 
are in commission in New York at the present time and the 
Warbler is being operated out of Key West, Fla. 


FOREIGN TRADE CONVENTION 


The Bureau of Foreign and Domestic Commerce of the 
Department of Commerce has accepted the invitation of the 
National Foreign Trade Council, Inc., to make preparations 
for and help conduct a series of group discussion meetings at 
the annual national foreign trade convention to be held at the 
Hotel Commodore, New York City, October 31 to November 2, 
inclusive. It has announced that a session for discussion of 
transportation and its relation to foreign trade has been ar- 
ranged. Thomas E. Lyons, chief of the transportation division 
of the bureau, has invited suggestions as to topics for the trans- 
portation meeting. 


SHIP CONSTRUCTION BIDS 


The Maritime Commission, October 18, received bids for 
the construction of its new design C-3 single screw steel cargo 
ships from the Sun Shipbuilding and Dry Dock Co., Chester, 
Pa., Newport News Shipbuilding and Dry Dock Co., Newport 
News, Va., Bethlehem Shipbuilding Corporation (Sparrows 
Point, Md., plant), Federal Shipbuilding and Dry Dock Co., 
Kearny, N. J., and Ingalls Iron Works, Birmingham, Ala. The 
ships are to have a speed of 16.5 knots, deemed more than 50 
per cent faster than the majority of vessels in the vessels in 
foreign trade fleet at present. They will carry about 7,848 tons 
of dry cargo and 2,070 tons of liquid. 

The bids range, on the fixed price basis, from $2,789,000 for 
one vessel by the Sun company to $3,507,000 by the Bethlehem 
Shipbuilding Corporation. 


MISSISSIPPI VALLEY ASSOCIATION 


The annual meeting of the Mississippi Valley Association 
will be held at St. Louis, Mo., November 21 and 22. 


CHANGES IN DOCKET 

Hearing in fourth section applications 16554 and 16743, assigned 
for October 20, at Washington, D. C., was cancelled and reassigned 
for January 3, at Washington, D. C., before Examiners Glover and Job. 

Hearing in fourth section application 17480, assigned for October 
18, at Washington, D. C., was cancelled and reassigned for November 
22, at Washington, D. C., before Examiner Glover. 

Hearing in MC 7577, assigned for October 15, at Montpelier, Vt., 
was cancelled. 

Argument in Finance 10992, assigned for October 21, at Washington, 
D. C., was cancelled. 

Hearing in MC 88594, assigned for October 19, at Binghamton, 
N. Y., was postponed to a date to be fixed. 

Hearing in MC-F 668, assigned for October 19, at St. Louis, Mo., 
was cancelled. 
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Personal Notes 





Earl Patterson has been appointed eastern freight agent 
for the Seaboard Air Line Railway, and R. P. Nitchman, com- 
mercial agent for the same railway, both at New York City. 

G. V. Hollins, Jr., has been appointed district freight agent 
in charge of the newly opened freight office of the United States 
Lines in Cleveland, O. 

C. E. Johnson has been appointed assistant advertising man- 
ager for the International Harvester Company at Chicago. 

H. M. Cahill, assistant general western freight agent for 
the Luckenbach Steamship Company, resigned October 1. Hugh 
King has been appointed traveling freight agent at Chicago. 

Under order of the federal court, L. C. Sprague has been 
appointed sole receiver for the Minneapolis and St. Louis. John 
Junell, formerly co-receiver with Mr. Sprague, has resigned. 

Arthur Roeder has been elected chairman of the board, and 
W. A. Maxwell, Jr., president of the Colorado and Wyoming 
Railway at Denver, Colo. 

K. N. Middlekauff has been appointed general agent, pas- 
senger department, Union Pacific, at Denver, Colo. 

H. E. Pierpont, chief traffic officer, Chicago, Milwaukee, 
St. Paul and Pacific, will retire November 1 after 55 years of 
continuous service with that railroad. He will be succeeded by 
E. B. Finegan, at present assistant chief traffic officer. 

H. P. Clements, who retired as passenger traffic manager 
for the Pullman Company in 1931 after 56 years of continuous 
service, died at Chicago October 18. 

J. C. Georgi, traffic manager, American Rolling Mill Com- 
pany, Ashland, Ky., died October 18. He was a past president 
of the Ky-O-Va Traffic Club. 





Doings of the Traffic Clubs 





The Transportation Club of Peoria, Ill., will hold its annual 
Hallowe’en dinner dance at the Shore Acres Country Club Octo- 
ber 27. H. P. Bates is chairman of the entertainment commit- 
tee which is in charge. 





Robert C. Hendon, special agent in charge, Federal Bureau 
of Investigation, spoke on the work of that bureau at a lunch- 
eon meeting of the Traffic Club of Minneapolis at the Hotel 
Nicollet October 20. 





The Chattanooga Traffic and Transportation Club installed 
its new officers at a dinner meeting at the Hotel Patten October 
19. R. E. Biggers, general manager, Lookout Oil and Refining 
Company, was the speaker. There was a program of entertain- 
ment. The officers installed included Cornelius Bolen, presi- 
dent; G. B. Miller, first vice-president; L. A. Beyers, second 
vice-president, and L. B. Rankin, secretary-treasurer. 





The Women’s Traffic Club of Philadelphia has elected the 
following officers: President, Ruth D. Waggner, Bell Telephone 
Company of Pennsylvania; first vice-president, Thelma Peter- 
sen, Ambler Spring Water Company; second vice-president, 
Dorothy A. Brown, Frank H. Fleer Corporation; recording sec- 
retary, Betty L. Stokes, McCandlish Lithograph Company; cor- 
responding secretary, Elizabeth Hines, Reading Railroad; treas- 
urer, Martha V. Heine, Cliquot Club Company; members of 
the board of directors, Mary F. Cooke, Reading Railroad, and 
Marie E. Spratt, pool-car distributor. 





The Canton, O., Traffic Club will hold its annual dinner 
and election of officers December 6. 





Jack Carter, personal representative of the executive vice- 
president, Southern Pacific, was the speaker for the Traffic Club 
of Houston on a program presented by that club at a meeting 
of the Fort Worth Traffic Club October 17. A large number of 
Houston members journeyed to Fort Worth for the luncheon 
meeting. 

If the government takes over the railroads, unless it does 
so by outright confiscation, it will not be able to operate them 
profitably any more than private interests have been able to 
do so, unless it removes the difficulties which hamper them 
from making a fair return at the present time, said Z. G. Hop- 
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kins, special representative, Western Railways’ Committee on 
Public Relations, at a meeting of the Transportation Club of 
Des Moines October 13. The government could, in that case, 
reduce wages, cut railroad taxes, make consolidations and 
coordinations, and “equalize the condition under which the rail- 
roads compete with other forms of transportation for traffic 
and revenues,” he said, adding: “But government ownership 
and operation is not necessary as a preparation for any of these 
steps. Government now can permit the railroad industry, un- 
der private ownership, to take each of them. The interference 
on the part of government with the railroads in taking either 
one or all of the needed steps is the primary cause of present 
difficulties.” The club’s advanced traffic class will hold a ses- 
sion on Western Trunk Line tariff rules at the North High 
School October 24. 





Kinsey N. Merrit, general sales manager, Railway Express 
Agency, spoke on ‘Personalized Selling and Its Relation to 
Transportation” at a luncheon meeting of the Traffic Club of 
New York at the Hotel Biltmore October 18. Joseph A. Quin- 
lan, first vice-president of the club, presided. The club held 
a business meeting the night of October 20 at the Hotel Astor. 
After the meeting there was a card of boxing bouts under the 
auspices of the Amateur Athletic Union. 





Howard H. Johnson, Automobile Club of Southern Cali- 
fornia, was the speaker at a luncheon meeting sponsored by 
the educational committee of the Los Angeles Transportation 
Club at the Pacific Electric Building October 17. Herbert V. 
Gardner is chairman of the committee. 





The Cincinnati Traffic Club will hold a Halloween frolic 
and dance at the Hotel Gibson October 29. A midnight din- 
ner will be served. The ladies’ division of the club will hold 
a Monte Carlo carnival at the Clovernook Country Club No- 
vember 12. Dinner will be served and there will be dancing. 





The Milwaukee Traffic Club will hold an old-fashioned 
harvest time party at the Ozaukee Country Club October 29. 
A family style dinner will be served. 





Samuel B. Pettengill, representative from Indiana, will be 
the speaker at the annual dinner of the Indianapolis Traffic 
Club at the Columbia Club November 17. Henry F. Schricker, 
Indiana lieutenant-governor, will be toastmaster. C. H. Witt 
is chairman of the committee in charge. 





Alexander Markowitz, traffic manager, Freedman Serv- 
ice, New Brunswick, N. J., spoke on “Title Passes” at an edu- 
cational meeting of the Women’s Traffic Club of Greater New 
York at the Merchants’ Association October 17. Nell Mahoney, 
chairman of the educational committee, has announced that 
similar meetings will be held the third Monday evening of 
each month. Speakers will be furnished from the faculty of 
the Traffic Managers’ Institute of New York. The club held 
a Halloween bridge tea at the Commodore Hotel October 22. 
The entertainment committee, Nettie Day, chairman, was in 
charge. 





The annual meeting and election of officers of the Traffic 
Club of Memphis will be held November 5. The club’s an- 
nual banquet will be held November 8. 


The Waukegan-North Chicago Traffic Club, at a meeting 
at the Waukegan Hotel, Waukegan, IIl., October 13, elected 
the following officers: President, L. J. Thomas, Johns-Man- 
ville Products Corporation; vice-president, F. P. Campbell, 
Abbott Laboratories; secretary, M. L. Miller, Elgin, Joliet 
and Eastern; treasurer, J. B. Storms, Johns-Manville Prod- 
ucts Corporation; members of the board of governors, A. F. 
Heckler, Griess-Pfleger Tanning Company, and F. J. Jestila, 
Johns-Manville Products Corporation. 








E. G. Dicus, Marsh and McLennan, will speak on Marine 
Insurance at a meeting of the traffic discussion group of the 
Junior Traffic Club of Chicago at the Palmer House October 
25. 





The annual dinner of the Ky-O-Va Traffic Club will be held 
at the Prichard Hotel, Huntington, W. Va., January 17, 1939. 
T. T. Harkrader, traffic director, American Tobacco Company, 
New York City, will be the speaker. 





The following have been appointed to represent their re- 
spective clubs as delegates and alternates at the meeting of 
the Associated Traffic Club of America at Cleveland October 
25 and 26: Women’s Traffic Club of Philadelphia: Bette C. 
Hoffman, Philadelphia Piers Company. Milwaukee Traffic 
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Club: F. C. Bryan, Allis Chalmers Manufacturing Company; 
E. R. Spangenberg, Pittsburgh Plate Glass Company; G. A. 
Schmus, Harnischfeger Sales Corporation; H. T. Reed, Line 
Material Company; D. G. Sheehan, Grand Trunk Railroad; 
A. E. Schlicke, Globe Steel Tubes Company; H. C. Stadler, 
Chesapeake and Ohio; H. A. Wilson, Erie Railroad; C. H. Mens, 
Pere Marquette. Traffic Club of New Orleans: J. J. Kornfeld, 
general traffic manager, New Orleans Public Service, Inc.; 
L. J. Karter, city freight agent; T. J. Conroy, traffic manager, 
Mississippi Shipping Company. Los Angeles Transportation 
Club: Charles F. Matlin, general freight agent, Fort Smith and 
Western. Transportation Club of Louisville: Maxwell Glen, 
traffic manager, Colgate-Palmolive-Peet Company; Merle S. 
Denny, president, Phoenix Motor Freight Company; M. F. 
Coorssen, general agent, Missouri Pacific; George N. Little, 
Jr., general agent, Greene Line Steamers; E. H. Henken, trav- 
eling freight and passenger agent, Missouri-Kansas-Texas. 
Miami Valley Traffic Club: Delegates, B. E. Olsen, traffic man- 
ager, McCall Corporation, Dayton, O.; Maurice T. Otto, traffic 
manager, Dayton Chamber of Commerce; L. C. Landaker, 
iraffic manager, Hooven and Allison Company, Xenia, O.; J. D. 
Boak, City Transfer and Storage Company, Troy, O.; J. H. 
Stevenson, district freight agent, New York Central, Dayton; 
alternates, O. H. Murlin, manager, Universal Carloading and 
Distributing Company, Dayton; E. F. Leonard, freight traffic 
representative, Southern Railway, Cincinnati, O.; R. L. Haynes, 
Interstate Motor Freight System, Dayton. Traffic Club of 
Washington, D. C.: George Orme, general eastern freight agent, 
Toledo, Peoria and Western, New York City, and Henry H. 
Godfrey, in charge of freight, United States Marine Corps, 
Washington. Women’s Traffic Club of Los Angeles: Edith 
Roberts, Commercial News; Irma Rice, California commission; 


Emma Kentz, Union Pacific; Ruth M. Eckert, Yosemite Trans- 
portation System. Women’s Traffic Club of Tulsa: Iva Stofle, 
Baltimore and Ohio. Transportation Club of St. Paul: M. M. 
Goodsill, general passenger agent, Northern Pacific; C. A. Lig- 
gett, assistant traffic director, St. Paul Association of Com- 
merce; Paul E. Carneck, general agent, Southern Pacific; T. J. 
Kenniff, freight traffic manager, C. St. P. M. & O.; Carl R. 
Gray, Jr., executive vice-president, Chicago and North Western. 
Transportation Club of San Francisco and Oakland Traffic 


Club: Harry Adam. Traffic Club of Philadelphia: C. C. Brown, 
general agent, Lehigh Valley Railroad; W. D. Cornfield, as- 
sistant freight traffic manager, Reading Railroad; J. K. Hiltner, 
traffic manager, United States Pipe and Foundry Company; 
Don C. Hunter, vice-president, Universal Carloading and Dis- 
tributing Company; F. L. McManus, vice-president, National 
Refractories Company; C. H. Rolf, traffic manager, Edward G. 
Budd Manufacturing Company; W. M. Wentz, publicity repre- 
sentative, Pennsylvania Railroad; Alan Browning, general 
agent, Central of Georgia. Central Ohio Traffic Club: C. K. 
Smaltz, traffic manager, Mansfield Tire and Rubber Company, 
Mansfield; R. M. Boffenmyer, traffic manager, Dr. Hess and 
Clark, Inc., Ashland; W. J. Brennan, general agent, Cleveland; 
C. D. Smith, traveling freight agent, Louisville and Nashville, 
Cleveland. Sheboygan Traffic Club: B. E. Ross, assistant traf- 
fic manager, Sheboygan Association of Commerce; Harold 
Fransworth, traffic manager, American Chair Company. Traffic 
Club of Baltimore: Emmett Dunn, vice-president, Baltimore 
Steam Packet Company; T. P. Bartle, general freight agent, 
Lykes Brothers Steamship Company. Women’s Traffic Club 
of Detroit: Mary F. Farrell, Detroit, Toledo and Ironton; Mar- 
celle Warmington, Mallory Electric Company; Mildred Mathis, 
Brotherhood of Maintenance of Way Employes. Traffic Club 
of St. Louis: W. C. Bergman, general manager, National Car- 
loading Corporation; C. F. Hallenbeck, vice-president, South- 
west Supply Company; H. F. Klocker, assistant traffic manager, 
Monsanto Chemical Company; P. A. Spiegelberg, assistant 
general freight agent, Wabash Railway; W. H. Rabe, general 
agent, Missouri Pacific; H. S. Snow, vice-president in charge 
of traffic, American Zinc, Lead and Smelting Company. Green 
Bay Traffic Club: L. C. Jorgenson, general traffic manager, 
Green Bay and Western; A. W. DeMuyser, general freight 
agent, Green Bay and Western. Traffic Club of Dallas: L. W. 
Land, southwestern freight agent, Baltimore and Ohio-Alton; 
J. Y. Cassell, southwestern freight agent, Akron, Canton and 
Youngstown. Canton, O., Traffic Club: J. Frank Corbin, as- 
sistant traffic manager, Timken Roller Bearing Company; 
L. D. Ellis, traffic manager, United Iron and Metal Com- 
pany. Transportation Club of Decatur, Ill.: T. C. Burwell, 
vice-president and traffic manager, A. E. Staley Manufactur- 
ing Company; V. R. March, A. E. Staley Manufacturing Com- 
pany. Oklahoma City Transportation Club: A. W. Jenkins. 
Women’s Traffic and Transportation Club of New Orleans: 
Rose Mary Bannon, Chicago, Rock Island and Pacific; Ruth 
C. Murphy, Gulf, Mobile and Northern. Traffic Club of New 
York: C. H. Beard, assistant general traffic manager, Union 
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Carbide Company; A. B. Bierdeman, assistant freight traffic 
manager, Nickel Plate Road; R. P. Bird, general agent, Atchi- 
son, Topeka and Santa Fe; C. W. Braden, general traffic man- 
ager, National Distillers’ Products Corporation; J. M. Breen, 
assistant general freight agent, New York Central; J. E. 
D’Alton, D’Alton Shipping Company; T. T. Harkrader, traffic 
director, American Tobacco Company; W. P. Hawley, vice- 
president, Minneapolis and St. Louis; G. C. Manning, assistant 
vice-president, Erie Railroad ; J. A. Quinlan, general traffic man- 
ager, St. Regis Paper Company. Reading Traffic Club: L. S. 
Weber, district freight agent, Pennsylvania Railroad. Women’s 
Traffic Club of San Francisco, Bess Jackson, American Ha- 
waiian Steamship Company. 


N. A. R. U. C. CONVENTION 


Chairman Splawn, of the Commission, will speak at the 
fiftieth annual convention of the National Association of Rail- 
road and Utilities Commissioners to be held November 15-18 in 
the Roosevelt Hotel at New Orleans. The rail transportation 
problem will be the subject for discussion at the session on 
November 16, according to the “advance” program issued by 
the association. Discussion leaders at this session will be Com- 
missioner Homer Hoch, of the Kansas commission; Chairman 
D. J. Driscoll, of the Pennsylvania commission; Chairman Stan- 
ley Winburne, of the North Carolina commission, and Commis- 
sioner C. V. Terrell, of the Texas commission. The report of 
the committee on railroad rates will be made by Jud P. Wilhoit, 
of Georgia, chairman. 

Motor carrier problems and jurisdictional questions will be 
the topic for discussion at the afternoon meeting on November 
16. Discussion leaders at this session will be Commissioner H. 
Lester Hooker, of the Virginia commission, and Commissioner 
Moie Cook, of the Indiana commission. Frank E. Southard, 
of Maine, chairman, will submit the report of the committee 
on motor vehicle transportation. Edwy L. Taylor, of Connecti- 
cut, will submit a report of a special committee on uniform 
motor freight classification. John J. Murphy, of South Dakota, 
chairman, will submit the report of the committee on coopera- 
tion between state and federal commissions, while an address 
on the same subject will be delivered by Commissioner Paul A. 
Walker, of the Federal Communications Commission. 

The convention also will consider the regulation of the nat- 
ural gas industry, recent decisions of the Supreme Court of the 
United States relating to the procedure and the jurisdiction of 
the state commissions, public utility finance and reorganiza- 
tions, and progress of state commissions in the regulation of the 
rates and service of public utility companies. 

The convention will be opened by President Alexander M. 
Mahood, of Virginia. The annual banquet will be held the eve- 
ning of November 17. On November 19 and 20 there will be 
a “post convention” sight-seeing trip in southwestern Louisiana. 





Digest of New Complaints 





No. 28124, Rudolph Wurlitzer Co., Cincinnati, O., vs. C. B. & Q. et al. 
Unreasonable rates and charges, electrical phonographs, San 
Francisco, Calif., to North Tonawanda,N. Y., and from Seattle, 
Wash., to Chicago, Ill. Asks reparation. (L. V. Brandt and Edgar 
O. Anderson, 2218 South Michigan Ave., Chicago, Ill. 
No. 28125, Fountain Sand & Gravel Co., Pueblo, Colo., vs. C. M. St. 
P. & P. et al. 

Rate and charges in violation of sections 1 and 6, automobile 
dumping motor vehicle with lug wheels, Milwaukee, Wis., to 
Pueblo, Colo. Asks rate and reparation. (R. L. Ellis, 211 West 
Fifth St., Pueblo, Colo.) 

No. 28123, increases in Idaho rates, fares and charges. 

Proceeding instituted by the Commission with a view to de- 
termining whether the refusal of the Idaho commission to permit 
increases in passenger fares in accordance with the permission 
of the Commission in No. 26550, passenger fares and surcharges, 
and increases in freight rates in accordance with the decision in 
Ex Parte 123, results in violation of the interstate commerce act. 

No. 28126, Caruso & Cohen, Inc., Albany, N. Y., et al. vs. Atlanta, 
Birmingham & Coast et al. 

Standard refrigeration charges on fruits and vegetables, points 
in Florida, Georgia, North Carolina, South Carolina, and Virginia 
to destination points in group 1 in New York, in violation of 
section 1. Ask new charges and reparation. (Earle H. Bogardus, 
109 Swan St., Scotia, N. Y.) 


The abstracts of tariff filings, rejections, suspen- 
sions, etc., as printed in each issue of THE DAILY 
TRAFFIC WORLD enable subscribers always to be 
sure their tariff files are up-to-date. 
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Questions and Answers 


N this column will be answered questions of both legal and practica) 

nature that confront persons dealing with traffic. A specialist on inter- 
state commerce law, who is a member of our special service department, 
will give his opinion in answer to any simple question relating to the law 
of interstate transportation of freight. The same man, with long experience 
and wide knowledge, will answer questions relating to practical traffic prob- 
lems. We do not desire to take the place of the traffic man but to help him 
in his work. 

The right is reserved to refuse to answer in this column any question. 
legal or traffic, that it may appear to us unwise to answer or that involves a 
situation too complex for the kind of investigation herein contemplated. If a 
more comprehensive answer to a question is desired than is thought proper for 
this column, the department will answer it by letter for a reasonable charge. 

No attention will be paid to anonymous communications or questions 
from nonsubscribers. 

Address Questions and Answers Department, 
Traffic Service Corporation, Earle Building, Washington, D. C. 
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Tariff Interpretation—Quantity Less Truck Load Rating 


Missouri.—Question: The Central Motor Freight Associa- 
tion, in their freight tariff No. 108, Agent Slater’s MF-I. C. C. 
153, provided in Item 55, that on quantity shipments of L. T. L. 
freight a 10 per cent reduction shall be allowed. 

This tariff does not quote rates lower than fourth class 
on eastbound movements. Will you advise me whether or not 
the shipper, shipping 10,000 pounds of fourth class merchan- 
dise in an eastbound direction, would be entitled to reduce 
the fourth class rate by 10 per cent? 

Answer: Item 55 of the tariff to which you refer provides: 


On shipments moving on class rates of 4th class or higher on one 
bill of lading, from one consignor, to one consignee, at one address, on 
one day, to one destination, the rates shall be reduced as shown below 
when the aggregate weight of the shipment is: 


ie ONE  sncsvccnces 95% } 
10,000 pounds ........... 90% } of class rate applicable to the commodities 
1G,GOO DOUG vice scissc% 85% J 


Under the above provision of the tariff 10,000 pounds of 
a commodity rates 4th class would be entitled to a rate of 90 
per cent of 4th class. 

There is no basis in Item 55 of this tariff for application 
to commodities which are rated less than 4th class. 


Tariff Interpretation—Application of Ex Parte 123 Increases 


Illinois —Question: My attention has been called to an 
article appearing on page 1482 of the June 25, 1938, issue of 
The Traffic World, under the caption, “Tariff Interpretation— 
Application of Ex Parte 123 Increase to Percentage Column 
Ratings.” 

In your answer to the inquiry, you state your opinion 
that the proper manner for arriving at the Ex Parte 123 in- 
crease on a commodity taking 40 per cent of the first class 
rate is to increase the first class rate and apply 40 per cent 
thereto. For your information, the Tariff of Increased Rates 
and Charges No. X-123 specifically provides that the per- 
centage increases authorized therein will apply to the actual 
rates in effect as of March 27, 1938, and there is no authority 
for first increasing the first class rate and applying thereto 
the percentage. 

With few exceptions, carriers have now corrected their 
tariffs increasing first class rates as authorized in Ex Parte 123 
and readjusting lower class and column rates to reflect the 
prescribed percentages of first class rates, but during the 
period from March 28, 1938, until the tariffs were so corrected, 
the applicable rate was determined by applying the percentage 
increases to the rates actually in effect on March 27, 1938. 

We are calling the matter to your attention as some ship- 
pers are relying on the article referred to in support of lower 
rates than the carriers contend should apply. 

You will probably desire to correct the article in some 
future issue of your publication. 

Answer: In our answer to Iowa, page 359, of the August 
20, 1938, issue of The Traffic World, we have stated that under 
the application of Rule 1 of Tariff X-123, increases on percent- 
age column ratings should be arrived at by applying the increase 
to the percentage column rates instead of applying the in- 
creases to the first class rate and then finding the percentage 
column rate by taking a given per cent of the first class rate. 
Tariff Interpretation—Application of Item 1540 of W. T. L. 

Tariff 80-1 

Michigan.—Question: We would appreciate your interpre- 
tation of Item 325, page 52 of W. T. L. Tariff 80-I, Agent Kipp’s 
I. C. C. A2709, which is L. & N. exceptions to the application 
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of rates. In other words, would the rates on commodities 
named in Section B of Item 1540, page 91, apply from points in 
group D to New Orleans routed through Chicago via C. I. & L. 
to Louisville, thence L. & N. to destination. 

Answer: Under the application of Item 1540 of W. T. L. 
Tariff 80-I, Agent Kipp’s I. C. C. A2709, the rates in Item 325 
of this tariff will apply on shipments delivered to the L. & N. 
at Louisville, moving thence via the L. & N. to Bells, Hum- 
boldt, Mila, Paris, or Memphis, Tenn., and thence over con- 
necting lines, but will not apply on shipments moving via the 
line of the L. & N. direct from Louisville to New Orleans. 


Tariff Interpretation—Application of Tariff of Emergency 
Charges—Combination Rates 


California.—Question: During the time the Emergency 
Charges were in effect we were consolidating carload ship- 
ments on the eastern seaboard in connection with a carrier 
subject to the Interstate Commerce Commission. Most of these 
carloads were made up of L. C. L. shipments originating in 
the interior and were brought to the consolidating point in 
New York via carriers also subject to the Interstate Commerce 
Commission. 

The last carrier in all cases advanced the local charges and 
have charged us the full emergency charge on the local haul 
from the interior points to the seaboard, and also the full emer- 
gency charge from the seaboard to destination on the carload 
shipments. Thus these shipments were, in effect, charged the 
emergency charges on both movements. 

It is our contention that under Item 25A of the Tariff of 
Emergency Charges the carrier is only permitted to charge 
one emergency charge on the through haul. The carrier, how- 
ever, takes the position that in fact there was no through 
movement; that the continuity of the movement was broken 
at New York because there the shipments were consolidated 
into carloads and were therefore separate movements and sub- 
ject to additional emergency charges. This indicates that the 
carrier interprets Item 25A to mean that only one emergency 
charge would apply if the shipments moved on a combination 
of rates making a through rate. It should be understood, how- 
ever, that all shipments were addressed to “X” Co., at “A” 
City, c/o Steamship Line, New York. 

May we please have your opinion as to what is the correct 
interpretation ? 

Answer: Item 25A of the Tariff of Emergency Charges, 
Agent Boyd’s I. C. C. No. 6, provides that where through ship- 
ments move on a combination of rates and all the factors are 
subject to this tariff, such combination of rates will be deemed 
a joint through rate for the purpose of assessing emergency 
charges; that where one or more of the factors are not subject 
to this tariff, the factor or the combination of factors which 
are subject to this tariff will be deemed a joint through rate 
for the purpose of assessing emergency charges. 

In our opinion shipments which move in less than carload 
lots to a consolidating point and moving from that point in 
carloads to destination do not move on combination rates with- 
in the purview of Item No. 25A of the Tariff of Emergency 
Charges referred to above. Such shipments, in the absence 
of a transit provision are not through shipments but consist 
of two separate and distinct movements, one a less than carload 
movement to the consolidating point, the other a carload ship- 
ment from the latter point to destination. 

In our opinion such shipments are subject to two emer- 
gency charges; one in connection with the L. C. L. movement 
to the consolidating point, the other in connection with the rate 
from that point to destination. 

Damages—Invoice Value and Freight Charges 

illinois —Question: During the course of a year we file a 
considerable number of loss and damage claims and up to the 
present time have not included freight costs in our claim state- 
ments. Have in mind, please, that all shipments made from 
our plant in Chicago to our customers throughout the United 
States are on a freight prepaid basis. 

Are we within our legal rights if freight charges already 
paid on lost or damaged shipments are included in our claim 
statements? We will appreciate your help. 

Answer: Ordinarily the measure of damages for loss of or 
injury to goods is the market value at point of destination less 
freight charges if not paid. In numerous cases this principle 
is laid down, among which are the following: Y. & M. V. R. Co. 
vs. Shell, 265 S. W. 758; Zimmers vs. Southern Ry. Co., 92 Sou. 
437; Liberty Sales Co. vs. Director-General, 198 N. Y. S. 253; 
Orange National Bank vs. Southern Pac. Co., 110 Sou. 329; 
Waters vs. Beckers, 186 N. W. 167; Forest Green Farmers 
Elect. Co. ‘vs. Davis, 270 S. W. 394. 

Damages for loss of goods in transit are to be computed 
at the time and place of delivery and not at time and place of 
shipment. Leominster Fuel Co. vs. N. Y. N. H. & H., 154 N. W. 
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831; G. C. & S. F. vs. Buckholts State Bank, 258 Sou. 491; 
Y. & M. V. vs. Delta Grocery Co., 98 Sou. 777; Hedritter Lum- 
ber Co. vs. C. R. R. of N. J., 122 Atl. 691; Crail vs. Ill. Cent., 
12 Fed. (2d) 459. ; I 

The invoice price, where there is an established market 
value at point of destination may not be used to measure the 
carrier’s liability under the decisions in the following cases: 
Y. & M. Y. vs. Delta Grocery & Cotton Co., 98 Sou. 777; L. & 
N. R. R. vs. Shaeffer, 280 S. W. 974; Hatch vs. N. Y. C., 203 
N. Y. S. 807; King vs. G. H. & S. A. Ry. Co., 379 S. W. 491; 
P. & S. F. R. Co. vs. Shell, 265 S. W. 758. 

The invoice price, however, is some evidence of market 
value, but does not in itself constitute market value. See M. & 
M. Trans. Co. vs. Branch, 282 Fed. 494; Smith vs. L. & N. R. 
Co., 209 N. W. 465; Kuney vs. C. & N. W. Ry. Co., 107 N. W. 
708; Collins & G. R. Co. vs. Beasley, 136 S. E. 167; Feelyater 
vs. C. M. & St. P., 190 N. W. 193; The Cabo Villano, 18 Fed. 
(2d) 220; Sou. Ry. Co. vs. N. W. Fruit Exchange, 98 Sou. 
382; A. C. L. R. Co. vs. Stovall-Pace Co., 118 S. W. 68; The 
Asuarca, 13 Fed. (2d) 222; N. Y. P. & N. R. Co. vs. Bundick- 
Taylor-Corbin-Handy Co., 122 S. E. 261; Davis, Director-Gen- 
eral, vs. Zimmer, 98 Sou. 307. : ae 

In the voluntary settlement of claims, the invoice price is 
a convenient basis of determining the amount of the claim. 

While, of course, we cannot locate any case which lays 
down any rule for the voluntary settlement of claims, it is 
our opinion that if the destination invoice price is used, freight 
charges may not be added thereto, inasmuch as if the destina- 
tion price is used they are included therein upon the theory 
which underlies, as we understand, the use of the invoice value, 
namely, that it represents approximately the market value at 
point of destination. 


Where the market value at destination is used the freight 
charges, if not paid, are to be deducted from the amount there- 
of, upon the theory that the transportation of the goods results 
in the enhancing of the value of the goods. If the destination 
invoice price without the addition of freight charges is used, 
the shipper is not deprived of the enhancement in the value 
of the goods. 


Delivery by Carrier—What Constitutes 


Kansas.—Question: We loaded a car on private track, ap- 
plied our seals and carrier issued bill of lading endorsed, “Ship- 
per’s Weight Load and Count.” 


The consignee started unloading from the carrier’s public 
delivery track at destination at 8:00 A. M. following date of 
arrival and completed the unloading at 3:00 P. M., same date. 
Claim was filed for shortage. 


The carrier reports, after investigation, car was tendered 
for delivery under the original seals and protected by con- 
signee’s padlocks between loads. The carrier does not question 
the amount loaded but declines claim, relying upon perfect 
seal security and consignee’s protection given the car during 
the course of unloading, also that their investigation developed 
no evidence of pilferage. 


What limits the carrier’s liability during the time of un- 
loading on carrier’s public delivery track? Would the fact 
that the consignee, and not the carrier’s agent, applied and re- 
moved the padlocks from the car doors between loads, limit 
the carrier’s liability? 

Answer: In so far as deliveries on public team tracks are 
concerned, the Supreme Court of the United States has held in 
Michigan Central R. R. Co. vs. Mark Owens, 256 U. S. 427, 41 
S. Ct. 554, that until all of the goods had been taken from the 
car the liability of the carrier as a common carrier continues 
for the 48-hour period of free time, after which time its liability 
is that of a warehouseman and as such it is liable only for 
negligence, the burden to prove which is upon the owner of 
the goods. 

The fact that the consignee placed padlocks on the car 
while being unloaded does not, in our opinion, affect the lia- 
bility of the carrier during the period of free time, that is, 
during the time the carrier is liable as a common carrier. Such 
protection as the padlocks afforded accrued to the carrier but in 
no way affected the primary liability of the carrier for the 
loss of the goods during the period of free time. During this 
time its liability is that of a common carrier, liable for loss 
of or injury to the goods not the result of an excepted cause, 
such as an act of God, the public enemy, etc. 


You may either write or wire our Washington office 
for information concerning matters in any department 
of the government there, if you are a subscriber to 
THE DAILY TRAFFIC WORLD. 
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Docket of the Commission 





NOTE—Items in the docket marked with an asterisk (*) have 
been added since the last issue of The Traffic World. New assign- 
ments now on the Commission’s docket of dates later than herein 
shown will not bear asterisks when they do appear. Current cancel- 
lations and postponements announced too late to show the change in 
this docket will be noted elsewhere. 


October 24—Binghamton, N. Y.—U. S. Court—Examiner Brooks: 
MC 93148—H. White, common carrier application. 
MC 19834—C. C. Farrell, Castle Creek, N. Y., certificate or permit. 
October 24—Boise, Ida.—State Com.—Jt. Bds. 175 and 174: 
MC 29791—Shipman Bros. Transfer Co., contract carrier application. 
MC 89141 and MC 89232—F. P. Riddle, Mountain Home, Ida., cer- 
tificate. 
October 24—Boston, Mass.—Hotel Manger—Examiner Naefe: 
* MC 32585—N. F. Smith & Co., Lowell, Mass., certificate. 
October 24—Buffalo, N. Y.—Hotel Buffalo—Examiner Cosby: 
MC 37990—Red Seal Service, Batavia, N. Y., certificate or permit. 
MC 8443—M. F. Scherrer, Movers, Buffalo, N. Y., certificate or permit. 
October 24—Charlotte, N. C.—U. S. Court—Examiner McCaslin: 
MC 56176—J. E. Hedrick, High Point, N. C., certificate or permit. 
MC 59014—Tallant Transfer Co., Inc., Hickory, N. C., certificate or 
permit. 
October 24—Denver, Colo.—State Com.—Examiner Corcoran: 
MC 24909—W. A. Boze, Longmont, Colo., certificate or permit. 


October 24—Kansas City, Mo.—Hotel President—Examiner Dawson: 

1. & S. M-484—Dairy products, Kan., to Ill. over Wheelock Bros., Inc. 

October 24—Indianapolis, Ind.—State Com.—Examiner Maidens: 

MC 18938—McLain Motor Express, Inc., Muncie, Ind., certificate. 

MC 49126, Sub. 2—Zimmerman Trucking Service, Knightstown, Ind., 
certificate to extend operations. 

October 24—Los Angeles, Calif.—State Com.—Examiner Higgins and 
Jt. Bd. 75: 

MC-F 687—Contract Carrier, Inc., purchase, J. C. Dunbar. 

MC-F 688—Asbury Transportation Co., merger, Asbury Truck Co., 
Asbury Transportation Co. of Ore., Inc., and Asbury Service Sta- 
tions, Inc. 

MC-F 689—Asbury Transportation Co., issuance of stock. 

MC-F 690—Original Stage Line, Inc., control, Passadena-Ocean Park 
Stage Line, Inc. 

MC-F 691—Original Stage Line, Inc., merger, Pasadena-Ocean Park 
Stage Line, Inc. 

October 24—Salt Lake City, Utah—Hotel Utah—Examiners Stiles and 
Copenhafer: 


17000, part 9—Rate structure investigation, live stock—western dis- 
trict rates. 


* 1. & S. 4541—Livestock, west to central and southern states. 

October 24—Washington, D. C.—Examiner Sharp: 
27766—Alden Coal Co. et al. vs. C. of N. J. et al. 

October 24—Washington, D. C.—Argument: 

Ex Part 115—In the matter of increases in freight rates and charges, 
1937. 

October 24—Washington, D. C.—Examiners Way and Valentine: 
Fourth section application 17230—Rice oil from north Atlantic ports. 
Fourth section application 17231—Sheanut oil from north Atlantic 

ports. 

October 24—Wheeling, W. Va.—McLure Hotel—Jt. Bd. 59: 

MC 36050, Sub. 1—W. Roberts Transfer, Sistersville, W. Va., cer- 
tificate to extend operations. 

MC 39031, Sub. 1—Weir Cove Ice & Coal, Hollidays Cove, W. Va., 
certificate to extend operations. 

MC 40901—Newell Ice & Coal Co., Newell, W. Va., certificate or permit. 

October 25—Binghamton, N. Y.—U. S. Court—Examiner Brooks: 
MC 58994—J. B. Southee, Inc., Binghamton, N. Y., certificate or 

permit. 


MC 58995—J. B. Southee, Inc., Binghamton, N. Y., certificate or 
permit. 
October 25—Buffalo, N. Y.—Hotel Buffalo—Jt. Bd. 291: 
MC 88457—West York Bus Line, Toronto, Ont., Can., permit. 
October 25—Boise, Ida.—State Com.—Jt. Bd. 49: 
MC 89229—A. R. Smethurst, Boise, Ida., certificate. 
October 25—Boise, Ida.—State Com.—Jt. Bd. 6: 
MC 88788, Sub. 1—Boyd Transportation Co., Boise, Ida., certificate 
to extend operations. 


October 25—Buffalo, N. Y.—Hotel Buffalo—Examiner Cosby: 
MC 51041—B. G. Gentsch, Oakfield, N. Y., permit. 

October 25—Cape Girardeau, Mo.—U. S. Court—Jt. Bd. 135: 
MC 89095—I. E. Whitworth, Ironton, Mo., permit. 

October 25—Charlotte, N. C.—U. S. Court—Jt. Bd. 103: 
MC 61599, Subs. 7 and 8—Queen City Coach Co., Inc. 

October 25—Denver, Colo.—State Comm.—Examiner Corcoran: 
MC C-91—Canned goods and dried fruit in far west. 

October 25—Fort Worth, Tex.—Hotel Texas—Jt. Bd. 77: 


MC 72257—Braswell Motor Freight Lines, Dallas, Tex., certificate or 
permit. 


MC 89244—C. J. McClinton, Hubbard, Tex., permit. 
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October 25—Indianapolis, Ind.—State Com.—Jt. Bd. 72 and Examiner 


Maidens: 
MC 18993—Kiesle Trucking Co., Inc., Indianapolis, Ind., certificate 
or permit. 
MC 46744—Ace Trucking Co., Indianapolis, Ind., permit. 
October 25—Washington, D. C.—Examiner Kirby: 
* Finance 11800—Wilkes-Barre & Eastern reorganization. 


October 25—Wheeling, W. Va.—McLure Hotel—Jt. Bd. 61: 
MC 89320—I. M. Moyers, Steubenville, O., certificate. 
MC 89407—V. Barone, Hollidays Cove, W. Va., certificate. 
MC 94432—H. Musilli, Benwood, W. Va., certificate 
MC 95496—J. M. Bryan, Elm Grove, W. Va., certificate. 


October 26—Baltimore, Md.—State Com.—Examiner Denniston: 
1. & S. M-472 and 1st. sup.—Tidewater Express Lines, batteries in 
D. C., Md. and Pa. 
October 26—Binghamton, N. Y.—U. S. Court—Examiner Brooks: 
MC 60016 and 60017—A. C. Rice Storage Corp., Elmira, N. Y., cer- 
tificate or permit. 
October 26—Boise, Ida.—State Com.—Jt. Bd. 49: 
MC 77410, Sub. 1—T. M. Shackelford, extension of operations. 


October 26—Cape Girardeau, Mo.—U. S. Court—Jt. Bds. 179 and 91: 
MC 9697—R. A. Elder, Perryville, Mo., certificate or permit. 
MC 31669, Sub. 1—Nichols Transfer, Cape Girardeau, Mo., permit 
to extend operations. 
October 26—Charlotte, N. C.—U. S. Court—Jt. Bd. 2: 
MC 1504, Sub. 15—Atlantic Greyhound Corp., Charleston, W. Va., 
certificate to extend operations. 
MC 2545—Lowther Trucking Co., Charlotte, N. C., certificate. 


October 26—Dallas, Tex.—Baker Hotel—Examiners Mackley and Hall: 
1. & S. 4208—Grain to, from and between southern territory. 
17000, part 7-A—Grain and grain products to and within southern 
territory and associated cases. 
27705 and Sub. 1—Corporation Comm., State of Okla. et al. vs. 
Arkansas R. R. et al. 
27594—-New Orleans Joint Traffic Bureau vs. A. & S. et al. 
27727—Texas Industrial Traffic League vs. Arkansas R. R. et al. 
27817—Missouri Millers’ Assn. vs. A. & S. et al. 
27892—Merchants Exchange of St. Louis vs. Alton et al. 
27777—Dixie-Portland Flour Mills vs. A. & R. et al. 
October 26—Fort Worth, Tex.—Hotel Texas—Jt. Bd. 77: 
MC 16802—H. G. Duke, Dallas, Tex., license. 
MC 17199—L. W. Kerr, Henrietta, Tex., certificate or permit. 
October 26—Indianapolis, Ind.—State Com.—Jt. Bds. 21 and 9: 
MC 41343,.Sub. 1—H. L. Daum, Plainfield, Ind., permit to extend 
operations. 
MC 77021, Subs. 1 and 2—Yellow Cab Trucking Co., Marion, Ind., 
permit to extend operations. 
October 26—Portland, Ore.—Multnomah Hotel—Jt. Bds. 172, 45 and 5: 
MC 14769 and Sub. 1—Fir Lane Poultry Farm, Canby, Ore., cer- 
tificate or permit and to extend operations. 
MC 16766—Rose City Transfer Co., Portland, Ore., certificate. 
MC 89358—F. Battaglia, Portland, Ore., certificate. 


October 26—Rochester, N. Y.—Seneca Hotel—Examiner Cosby: 
MC 77963, Sub. 1—R. M. Parmerter, Coldwater, N. Y., permit to ex- 
tend operations. 


MC 88464—Pierce Freight Lines, Inc., Penn Yan, N. Y., certificate. 


October 26—Sioux Falls, S. D.—U. S. Court—Examiner Peterson: 
1. & S. M-490—Class rates Omaha, Neb., to S. D. points. 
1. & S. M-505—West of the River Transportation Co., rates over. 
MC C-96—Classes and commodities from Omaha, Neb., to points in 
South Dakota. 


October 26—Washington, D. C.—Argument: 
MC 75871 and Sub. 1 and MC 75872 and Subs. 1 and 2—Boston & 
Maine Transportation Co., motor carrier applications and extension 
of operations, East and North Weare and Bristol, N. H. 
MC 15934 and Sub. 1—Boston & Maine R. R. motor carrier applica- 
tion; collection and delivery service; and extension of operations. 
MC 30376 and MC 30377—Big Three, Inc., motor carrier applications. 


October 26—Wheeling, W. Va.—McLure Hotel—Jt. Bds. 61 and 63: 
MC 845—Wheeling, St. Clairsville & Cambridge Transportation Co., 
St. Clairsville, O., certificate. 
MC 95062—F. Sberna, Benwood, W. Va., certificate. 
MC 30067, Sub. 1—M. W. Bean, Moorefield, W. Va., certificate to 
extend operations. 
October 26—Wichita, Kan.—Allis Hotel—Examiner Dawson: 
1. & S. M-493—Burch Truck Lines, rates of, between Kan., Mo. and 
Okla. 
October 27—Binghamton, N. Y.—U. S. Court—Examiner Brooks: 


MC 48366, Sub. 1—J. M. Evans, Horseheads, N. Y., certificate to 
extend operations. 


MC 64283, Sub. 1—Kocourek Brothers, Horseheads, N. Y., certif- 
icate to extend operations. 


October 27—Cape Girardeau, Mo.—U. S. Court—Jt. Bd. 179: 


MC 38372, Sub. 1—Smock Transportation Co., Doniphan, Mo., cer- 
tificate to extend operations. 


October 27—Charlotte, N. C.—U. S. Court—Jt. Bd. 2: 


MC 60749, Sub. 1—McDougald Transfer Co., Cheraw, S. C., certificate 
to extend operations. 


October 27—Indianapolis, Ind.—State Com.—Jt. Bd. 72: 


MC 37629, Sub. 2—Tarbet Trucking, Muncie, Ind., permit to extend 
operations. 
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October 27—Fort Worth, Tex.—Hotel Texas—Jt. Bd. 77: 
MC 44053, Sub. 1—Bonded Warehouse Co., Fort Worth, Tex., cer- 
tificate to extend operations. 
October 27—Fort Worth, Tex.—Hotel Texas—Examiner Booth: 
MC 44053—Bonded Warehouse Co., Fort Worth, Tex., certificate or 
permit. 
October 27—New York, N. Y.—Hotel New Yorker—Examiner Naftalin: 
MC 31214—Motor Haulage Co., Inc., Brooklyn, N. Y., certificate or 
permit. 
October 27—Portland, Ore.—Multnomah Hotel—Jt. Bds. 172 and 11: 


MC 49378, Sub. 4—Oregon Motor Stages, Portland, Ore., certificate 
to extend operations. 


MC 61422—Lacy Bros., Newberg, Ore., certificate. 
MC 65121, Sub. 1—J. E. Foster, Eugene, Ore., permit to extend 
operations. 
October 27—Pueblo, Colo.—Federal Bldg.—Examiner Corcoran: 
MC 82516—Levy’s Transfer & Storage, Walsenburg, Colo., certificate. 
October 27—Rochester, N. Y.—Seneca Hotel—Jt. Bd. 67: 
MC 88946—M. Simonelli, Rochester, N. Y., permit. 
MC 89031—Ruffalo Trucking Service, Inc., Newark, N. Y., certificate. 
October 27—Twin Falls, |da.—Federal Bldg.—Jt. Bd. 175: 
MC 53174—O. W. Christian, Twin Falls, Ida., certificate or permit. 
October 27—Washington, D. C.—Argument: 
MC 61440, Subs. 1 and 2—Lee Way Motor Freight, Inc., common 
carrier application and extension of operations. 
MC 84577, Sub. 1—Bryan Motor Freight Lines, Inc., Tulsa, Okla., 
extension. 
MC 93890—J. A. McDowall, common carrier application. 
October 27—Wheeling, W. Va.—McLure Hotel—Examiner Borroughs: 


MC 2222—Riddle Transfer Co., Pennsboro, W. Va., certificate or 
permit. 


October 28—Binghamton, N. Y.—U. S. Court—Examiner Brooks: 
MC 84565—Dodd Trucking Co., McGraw, N. Y., certificate or permit. 
October 28—Binghamton, N. Y.—U. S. Court—Jt. Bd. 67: 
MC 48191—H. E. Avery, Binghamton, N. Y., permit. 
October 28—Charlotte, N. C.—U. S. Court—Examiner McCaslin: 
MC 2253—Carolina Freight Carriers Corp., Cherryville, N. C., cer- 
tificate or permit. 
MC 30619, Sub. 1—Ratliff and Ratliff, Morven, N. C., certificate to 
extend operations. 
October 28—Fort Wayne, Ind.—U. S. Court—Jt. Bds. 9 and 23: 
MC 49899—L. C. Bisbee, Fremont, Ind., certificate or permit. 
MC 70243, Sub. 1—M. Knecht Trucking Co., Hartford City, Ind., per- 
mit to extend operations. 
October 28—Fort Worth, Tex.—Hotel Texas—Examiner Booth: 
MC 41098—Busy Bee Transfer & Storage Co., Dallas, Tex., certif- 
icate or permit. 
October 28—Phoenix, Ariz.—State Com.—Examiner Higgins: 
* MC-F 585—System Freight Service, purchase, Phoenix-El Paso Ex- 
press, Inc. 
October 28—Pocatello, ida.—U. S. Court—Jt. Bd. 83: 
MC 50018, Sub. 2—Hahn Truck Line, Blackfoot, Ida., permit to ex- 
tend operations. 
MC 88962—M. and E. Cornelison, Fort Hall, Ida., permit. 


October 28—Portland, Ore.—Hotel Multnomah—Jt. Bd. 45: 


MC 71913, Sub. 1—Millard Ave. Fuel Co., Portland, Ore., permit to 
extend operations. 


MC 88921—Burnside Fuel Co., Portland, Ore., certificate. 
MC 88941—R. Herstine, Portland, Ore., certificate. 
MC 88948—H. Spady, Portland, Ore., certificate. 

October 28—Rochester, N. Y.—Seneca Hotel—Examiner Cosby: 


MC 94909—L. Ness Carting Co., Inc., Rochester, N. Y., certificate or 
permit. 


October 28—Santa Fe, N. M.—State Com.—Jt. Bd. 125: 


MC 1022—Durango Mercantile Co., Durango, Colo., certificate or 
permit. 


October 28—Santa Fe, N. M.—State Com.—Jt. Bd. 129: 
MC 1021—Gallup Mercantile Co., Gallup, N. M., certificate or permit. 


October 28—St. Louis, Mo.—U. S. Court House—Examiner Angle: 
MC 20107—W. J. Hurst, common carrier application. 
MC 35484—Viking Freight Co., common carrier application. 


October 28—St. Louis, Mo.—U. S. Court and Custom House—Jt. Bd. 135: 
MC 28271—W. G. Hurst, contract carrier application. 
October 28—Washington, D. C.—Argument: 


MC 16034 and MC 22463—M. Moran Transportation Lines, Inc., com- 
mon and contract carrier applications. 


MC 2610—W. C. Barry, Inc., common carrier application. 
Finance 11559—Old Colony trustees et al. abandonment. 
October 29—Charlotte, N. C.—U. S. Court—Examiner McCaslin: 
MC 5712—Bondurant Motor Lines, Mt. Airy, N. C., certificate or 
permit. 
Oc’ober 29—Fort Wayne, Ind.—U. S. Court—Jt. Bd. 72 and Examiner 
Maidens: 
MC 89339—P. L. Snyder, Hudson, Ind., certificate. 


Octrber 29—Portland, Ore.—Multnomah Hotel—Examiner Boss: 
M > 94340, Sub. 1—Auto Towing Service, Portland, Ore., certificate 
to extend operations. 
October 29—Portland, Ore.—Multnomah Hotel—Jt. Bd. 45: 


MC 93503, Sub. 1—O. Tuggle, Washougal, Wash., certificate to ex- 
tend operations. 


MC 94340—Auto Towing Service, Portland, Ore., certificate. 
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October 29—Santa Fe, N. M.—State Com.—Examiner Corcoran: 


MC 88886 and MC 88887—El Rancho Tours, Gallup, N. M., certificate 
and permit. 


October 29—St. Louis, Mo.—U. S. Court and Custom House—Examiner 
Angle and Jt. Bd. 179: 
MC 59180, Subs. 1 and 2—Bradford, Cross and Courson, Inc., Rolla, 
Mo., certificate to extend operations. 
October 29—Washington, D. C.—Argument: 
MC 29885—C. Burnett Trucking Co., Inc., common carrier application. 


October 31—Albuquerque, N. M.—Federal Bldg.—Examiner Corcoran: 
1. & S. M-460—Kansas City-Los Angeles Flyer Transport Co. pro- 
portional rates. 
October 31—Charlotte, N. C.—U. S. Court—Examiner McCaslin: 
1. & S. M-450—Malt liquors and empty carriers—between east and 
south. 
October 31—Chicago, !I|.—Hotel Sherman—Jt. Bd. 73: 
MC 63495—Brown Motor Freight Lines, Inc., common carrier ap- 
plication. 
October 31—Columbus, O.—State Com.—Examiner Borroughs: 
MC 92075, Sub. 1—Puterbaugh Truck Service, Greenville, O., permit 
to extend operations. 
MC 92075—Puterbaugh Truck Service, Greenville, O., 
permit. 
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October 31—Fort Worth, Tex.—Hotel Texas—Examiner Booth: 
MC 13084—A. T. Wacasey, Clarksville, Tex., certificate or permit. 


MC 43244—J. T. and E. E. Brochman, Murray, Tex., certificate or 
permit. 


October 31—Hartford, Conn.—State Com.—Examiner Brooks: 
MC 44463—Welz Express, Rockville, Conn., certificate or permit. 
MC 88488—J. H. McMahon, Meriden, Conn., certificate. 
October 31—Idaho Falls, Ida.—Federal Bldg.—Jt. Bds. 269 and 29: 
MC 11602, Sub. 1—M. Baum, Ashton, Ida., permit to extend opera- 
tions. 
MC 89121—R. Ripplinger, Driggs, Ida., certificate. 
October 31—Lincoin, Neb.—State Com.—Examiner Dawson: 
1. & S. M-491—Donaldson Transfer rates in Ill., Ia., Minn. and Neb. 
October 31—Montpelier, Vt.—U. S. Court—Examiner Prichard: 


Finance 12111—Application of Central of Vermont for certificate per- 
mitting abandonment of branch line extending from South Barre 
to Williamstown, Vt. 


RAILWAY EDITORS’ MEETING 


At the closing session of the convention of the American 
Railway Magazine Editors’ Association, at Chicago, October 
15 (see Traffic World October 15, p. 763), the following of- 
ficers were elected: 


President, Ted E. O'Meara, editor, Chesapeake and Ohio Lines 
Magazine, Huntington, W. Va.; first vice-president, W. E. Crawford, 
editor, Central of Georgia Magazine, Savannah, Ga.; second vice-presi- 
dent, Floyd E. Chabot, assistant editor, Norfolk and Western Magazine, 
Roanoke, Va.; secretary-treasurer, M. W. Jones, Baltimore and Ohio 
Magazine, Baltimore, Md.; members of the executive committee, H. R. 
Robinson, associate editor, Illinois Central Magazine, Chicago; Helen 
Martin, assistant editor, Missouri Pacific Magazine, St. Louis, Mo.; 
Jesse L. James, assistant editor, Louisville and Nashville Magazine, 
Louisville, Ky.; E. L. Black, Reading-Central of New Jersey Magazine, 
Philadelphia, Pa., and Martha Moore, editor, Frisco First Magazine, 
retiring president of the association, St. Louis. 


The following awards were made for excellence of publi- 
cations in four classifications: 


Mimeographed magazines: William A. Gibbs, editor Booster Club 
News, Richmond Fredericksburg and Potomac, Richmond, Va.; one- 
color printed magazines, Walter Johnson, M. K. and T. Magazine, St. 
Louis; magazines with colored covers, Floyd E. Chabot, assistant edi- 
tor, Norfolk and Western Magazine, Roanoke, Va.; magazines of tab- 
loid newspaper format, J. F. Rector, editor, Missouri Pacific Magazine, 
St. Louis. 
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SHIPPERS 
PREFER IT... 


and sO do Travelers 


. for North Western's freight service, like its 
passenger service, is famed for speed, safety and 
modern efficiency. 

Shippers in the nine great Middle Western states 
of Illinois, Wisconsin, Upper Michigan, Minnesota, 
Iowa, Nebraska, North and South Dakota and 
Wyoming have found it pays to ship via Chicago & 
North Western Ry. 

North Western’s combination of trained per- 
sonnel, fast heavy-duty locomotives, unexcelled 
roadbed and special terminal facilities in Chicago 
(Proviso Yard, Merchandise Mart Terminal and 
the Wood Street Terminal Potato Yard) make it 
possible to provide speedy, dependable deliveries 
at all times. 

Your local C. & N. W. agent will be glad to assist 
you in every way possible. 
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WHAT THIS SYMBOL MEANS 


Banded together in The Associated Busi- 
ness Papers, Inc., is a group of 156 domi- 
nant business publications serving virtu- 
ally every industrial, professional and 
merchant group in the land. We believe 
that it is in the best interests of our sub- 
scribers to align TraFric Worip with 
these leaders who are pledged to uphold 
the highest standards in publishing and 
editorial content. Through the constant 
exchange of publishing lore in our asso- 
ciation with them, we can be of greater 


value to our readers. 


Although approximately 1,600 so-called 


business papers are listed in various refer- 
























































ences, the standards of publishing practice 
maintained by members of The Associated 
Business Papers, Inc., are so rigid that 
less than 200 of this total group qualify 
for membership. For one thing, qualify- 
ing papers must maintain membership in 
the Audit Bureau of Circulations, whose 
impartial audits show advertisers exactly 
how many interested readers, like your- 
self, voluntarily pay for their business 
papers. And each A.B.P. publication must 
be independently operated, editorially 


unfettered, ethically administered. 


TraAFFic WorLD is proud of its member- 
ship in the A.B.P. and of the publishing 
standards which help to make it an ac- 
cepted authority in the field of traffic and 


distribution. 
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FALL CONVENTION OF THE 


ASSOLE aD CLUBS 


OF AMERICA 
Cleveland,Ohio,October 24-25-26.1938 





